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AGRICULTURAL FREIGHT RATES 


On January 2, Robert D. Carey, chairman of the 
Agricultural Conference appointed by President Coolidge 
to investigate conditions in the agricultural industry, 
appeared as a witness before the House committee on 
appropriations in support of a request for an appropria- 
tion of $50,000 to defray the expenses of the Conference. 
The testimony was given behind closed doors and was 
made public by the committee last week. (See Traffic 
World, January 10, p. 70.) In his testimony Chairman 
Carey said: 

“While freight rates will be taken into consideration, 
it seems beyond the province of this Conference to 
attempt to recommend a complete readjustment of the 
freight rate structure.” 

Representative Madden, chairman of the committee, 
asked the following question: 

“That would be a job that would require more than 
a year, would it not?” 

“Yes; I think so,” replied Chairman Carey. 

Later, Mr. Carey, in the course of the hearing, made 
the following statement: 

“Take the question of freight rates. You know if 
we made a thorough study of rates it would take a long 
time. It is such a complicated question, affecting all in- 
dustries, that sound conclusions can only be arrived at 
by a long investigation and countless experts.” 

Notwithstanding these statements of the chairman 
of the President’s Agricultural Conference, made on 
January 2, the Conference, in its first report to President 
Coolidge, January 14, referred to elsewhere in this issue, 
Said: 

“It does wish to emphasize at this time its convic- 
tion that, while adequate service is essential, the welfare 
of agriculture also demands an early and thorough revi- 
Sion of the freight rate structure to relieve the raw prod- 


ucts of agriculture and live stock from their dispropor- 
tionate share of transportation costs.” 

It is difficult to understand how Chairman Carey 
could make the statements he made to the House com- 
mittee on appropriations January 2 and twelve days later 


‘subscribe to the report made to the President with its 


conclusion that “the welfare of agriculture also demands 
an early and thorough revision of the freight rate struc- 
ture.” What caused him to depart from his statement 
before the House committee that “it seems beyond the 
province of this Conference to attempt to recommend 
a complete readjustment of the freight rate structure”? 
We regarded his statements before the House committee 
as indicating that the Conference was not going off half- 
cocked on the subject of freight rates on agricultural 


products. 


PRACTICAL COOPERATION 


Over four hundred shippers, representative of the 
territory involved, met in Chicago last week and unani- 
mously adopted resolutions condemning the traffic offi- 
cials of western railways for the methods used in attempt- 
ing to revise western trunk line rates and putting it up 
to the railroad presidents to make the actions of their 
roads consist with their pleas for cooperation on the part 
of the shipping public. In other words, the resolutions 
point out that cooperation ought not to be expected to 
work only one way. 


Note that the resolutions are not essentially a protest 
against the adjustment that the carriers propose in their 
tariffs, but against the arbitrary method that is used 
in filing the tariffs without sufficient conference with the 
shippers concerned. We have nothing to say ourselves 
against the tariffs. We do not know whether they are 
proper or not. Their propriety, perhaps, can only be 
determined after due hearing before the Commission. 
But there is no doubt in our mind as to the impropriety, 
from the point of view of expediency, of the method em- 
ployed by the carriers. 


A few years ago it would not have seemed improper 
for the carriers to do as they have done in this case. 
Indeed, it would have seemed unusual for them to go as 
far as they have gone in this case in preliminary con- 
ferences with shippers. But times change. We are now 
in the period of cooperation between carriers and ship- 
pers. The carriers themselves have begged for it and 
they have received it on all sides from the broader- 
minded and deeper-thinking shippers—who are in the 
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LOcOMOTIVES 


with 1,000 horse power are now hand- 
ling your freight shipments on the Illinois 
Traction System. 


This new type of electric engine weighs 
eighty tons and is capable of pulling a train of 
fifty 40-ton cars on a level track. It is built entirely 
of steel and is of the articulated| type, its three cast 
steel frames being mounted on four sets of trucks and 
propelled by sixteen driving wheels. 


This equipment is designed entirely 
by Illinois Traction System engineers and as- 
sembled in the general shops of the company. Six 
of these giant electric engines will be used in regular 
service to supplement the fleet of powerful engines 
that carry your freight shipments over this modern 
electric railway. 


W. H. Wylie, Traffic Manager 
Springfield, Ill. 


Illinois? fraction System 
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great majority. Shippers have assented to increases in 
rates made necessary by the depletion of the revenues 
of the carriers, and they have fought shoulder to shoulder 
with the carriers against legislation that threatened 
disaster to the railroads. They have done no more, per- 
haps, than they ought to have done or than their own 
interests, viewed broadly, demanded, but the fact remains 
that they have cooperated. 


So, the question now goes deeper than the mere 
consideration of western trunk line class rates. It in- 
volves the whole matter of cooperation. Is the work of 
months and years in building up the spirit of cooperation 
that has existed between shipper and carrier now to be 
overturned by the arbitrary acts of certain railroad traffic 
officials who, no doubt, think they are technically right 
as to the justice of the tariffs they propose, but who 
certainly have not given due thought to the matter of 
policy involved? This is a matter of policy and there is 
no question in our minds but that the railroad presi- 
dents should at once withdraw the objectionable tariffs 
and see to it that the fullest opportunity for conference 
with the shippers is given and that the shippers are al- 
lowed every chance to present their views and their 
substitute plans before final action is taken. If, after 
such conferences are held, the carriers find it impossible 
to meet the views of the shippers and feel that what they 
now propose is the only fair plan to be undertaken, then 
there can be an open agreement to disagree. There will, 
of course, be a contest before the Commission, but it 
will not be embittered by the feeling on the part of the 
shippers that advantage has been taken of them, and 
the outcome will be with the Commission, from which 
justice for both sides is to be expected. The carriers 
have, at most, nothing to gain but a little time by their 
present proceeding, and against such a gain must be set 
the bad feeling engendered among shippers who have 
been disposed to be friendly. 

It is a coincidence that the shippers were adopting 
their resolutions at just about the time the railroad presi- 
dents composing the Western Railways Committee on 
Public Relations were issuing a statement opposing the 
proposal that there be a general readjustment of freight 
rates so that there may be a reduction in the rates on 
farm products—which proposal is again to the fore in a 
preliminary report of President Coolidge’s Agricultural 
Conference, made this week after the railroad presidents 
issued their statement. It is a live issue. The proposal 
is a bad one, we believe, as do many others besides the 
railroads. But do the railroads want help from the ship- 
pers to defeat it? Doubtless they do. Certainly they 
Should. But are they foolish enough to expect help from 
men whom they have angered? That is not the way of 
human nature. The railroads in the past have shown 
many times that they did not understand human nature. 
Now is an opportunity to show that they have learned. 
Their western committee on public relations is now 
headed by President Markham, of the Illinois Central. 
He has deservedly gained a reputation for understanding 
of the other man’s point of view and for fair dealing. 
Here is a chance for him and his committee to do some- 


thing worth while in preventing the consequences of an 
ill-considered act. 
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If Mr. Markham and his associates have sensed the 
public pulse as we believe we have, they may have al- 
ready detected something of a reaction or tendency 
toward reaction on the part of some of those who have 
been standing by the railroads in the critical period since 
the world war. That reaction is, perhaps, too indefinite 
to be defined accurately, but it exists. One who mingles 
much with men who discuss transportation questions 
may frequently hear the remark that the railroads are 
doing pretty well and that it is time for them to think 
of doing something for others instead of continuing to 
appeal to the public for cooperation and aid. That such 
remarks are foolish does not remove the fact that they 
are made and that the sentiment that gives rise to them 
exists. The situation, in this respect, was already becom- 
ing critical before this western trunk line rate matter 
arose. There is a necessity and opportunity for show- 
ing some statesmanship in dealing with it. 

It is another coincidence that, on January 8, just 
the night before the shippers formulated their resolu- 
tions of protest, Daniel. Willard, president of the Balti- 
more and Ohio Railroad, made a speech before the Ak- 
ron, Ohio, Chamber of Commerce, in which, among other 
things, he talked about the desire of the railroads to co- 
operate with the shippers, with special reference to the 
proposed revision of rates in trunk line territory. He 
said: 

“There is really not very much complaint concerning 
the general level of railroad rates at the present time. 

“There have been some newspaper comments and 
criticisms with respect to the proposed revision of tariffs 
in the trunk line territory, suggesting in that connection 
that the railroads expected to obtain substantial increases 
in rates. As is very well known, the railroad tariffs, 
like Topsy, have ‘just growed,’ and in this growth over 
a series of years, there have developed many incon- 
sistencies. Both the shippers and the Commission have 
urged a general reeadjustment of the tariffs on this ac- 
count, and the carriers have undertaken to bring it about 
in cooperation with the shipping public and the Commis- 
sion. As happened in the readjustment of the C. F. A. 
scale, it is possible that charges in certain instances may 
be increased and in other cases lowered. This is a ques- 
tion largely for discussion and determination by tariff ex- 
perts and I refer to it only to correct the impression that 
the railroads through this means are undertaking any 
general increase in rates, and to state further that the 
railroad companies in considering this matter desire to 
proceed only with the full understanding and cooperation 
of the shippers. 

“Hundreds, yes thousands, of rate changes are being 
made by the railroads every month chiefly for the purpose 
of correcting inequalities that may develop. That process 
will, of course, go on, but it is essential to keep in mind 
that the general average of all the rates must be such as 
to enable the railroads to earn such an amount of net in- 
come as will sustain their credit and make their securities 
more attractive to the investing public than they have 
been in the recent past, otherwise private ownership 
cannot succeed and ought not to continue because the 
people in this country cannot afford to put up perma- 
nently with an inadequate system of rail transportation. 
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“Secretary Hoover has repeatedly called attention to 
the fact that it is much more in the shippers’ interest 
and the interest of all the people that the railroads 
should be able to furnish prompt, efficient and adequate 
transportation, receiving reasonable rates therefor, than 
it is that there should be a rate basis so low as to be in 
itself inadequate, and the shippers unable on that account 
to have their freight moved when and as desired. Mr. 
Hoover has estimated that the losses to the public be- 
cause of inadequate transportation in one year might 
far exceed the entire net earnings of all the railroads 
during the same period. * * * 

“T earnestly beseech the sympathetic cooperation 
and support of your association and of all similar bodies 
and agencies towards making private ownership and op- 
eration of the railroads a success under the provisions 
of the transportation act, in order that, by so doing, we 
may be able te avoid and altogether escape that un- 
American, undesirable, bureaucratic alternative-owner- 
ship and operation by the government.” 


PARCEL POST RATES 


Editor The Traffic World: 

I notice that in your issue of January 3, page 46, in an 
article headed “Increase in Parcel Rates,” you refer to my 
testimony before the Senate post office committee in connection 
with change in postal rates, and indicate that I advocated a 
flat increase of 5 cents per package on parcel post shipments. 

This is the same interpretation that was given to my testi- 
mony by the newspapers and is erroneous, and I wish you 
would print this letter in order that the truth may be known. 

I did refer to the fact that there was pending in the House 
a bill that proposed an increase of 5 cents per package, but 
I showed how that method of making rates was not proper, but 
did recommend that all parcel post rates should be made by 
the Interstate Commerce Commission, which makes the rates 
for the only competitors of that service—namely, the express 
companies. 

Geo. C. Lucas, Director of Transportation, 
National Publishers’ Assn., Inc. 
New York, N. Y., Jan. 8, 1925. 


MINIMUM RATE POWERS 


Editor The Traffic World: 

Your editorial, headed, “Long-Haul Traffic,” and the address 
of Mr. Norman, delivered at Memphis, carried in the December 
20 issue of The Traffic World, have served to direct attention 
to a matter that might be further considered with profit. If 
my view of the law is correct, there is no basis for the con- 
cern expressed over the minimum rate fixing powers of the 
Commission. 

The only mention of minimum rates in the entire act is 
confined to section 15, paragraphs 1 and 3. Paragraph 3 re- 
lates, primarily, to the establishment of through routes, so it 
is fair to say that the only provision of the act relating to 
the establishment of minimum rates igs paragraph 1 of section 
15. This provision of the act is distinctly and solely remedial. 
It does not make the charging of a too low rate unlawful. It 
simply says that, if the Commission finds that some provision 
of the act is violated, the violation can be corrected by the 
Commission prescribing a minimum rate where that remedy 
seems required. The language of the,provision is illuminating: 


(1) That whenever, * * * the Commission shall be of opinion 
that any individual or joint rate * * * is or will be unjust or un- 
reasonable or unjustly discriminatory or unduly preferential or 
prejudicial, or otherwise in violation of any of the provisions of this 
Act, the Commission is hereby authorized and empowered to deter- 
mine and prescribe what will be the just and reasonable individual 
or joint rate * * * to be thereafter observed in sucn case, or the 
maximum or minimum, etc. 


The point that I would make is that, before the Commis- 
sion can prescribe minimum rates under section 15, it must 
be made to appear that some other provision of the act has 
been violated. Section 15 is solely remedial—not substantive. 

Applying this thought to the salt cases (92 I. C. C. 388), it 
must be apparent that there is no authority in the Commission 
to prescribe minimum rates from the Louisiana points to the 
jestination territory involved, unless the rates from Louisiana 
violate some provision of the act so as to make them unlawful. 

The carriers prescribing the Louisiana rates do not serve 
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any of the complainants whose complaints were consolidated 
in that proceeding. Under the law of the American Creosoting 
case (Central Railroad of New Jersey vs. United States), 257 
U. S. 247, a section 3 order of undue prejudice cannot be made 
against these carriers. There is then no violation of section 
8. Section 2 is the same. Section 1 makes excessive rates 
unlawful and, surely, a rate that is too low does not Violate 
this section. There is no question here of low intrastate rates 
discriminating against interstate traffic, so there is no violation 
of section 13. There is no contention here that the carriers 
charging these low rates need additional revenue under sec. 
tion 15-a, so that section is not violated. If section 3 of the 
act is not violated by these low rates under the law of the 
American Creosoting case, then where is there any Violation 
of the act to support the exercise of the remedy authorized in 
section 15? 

This power to establish minimum rates was enacted into 
section 15 by the transportation act, which became effective 
March 1, 1920. It was primarily mecessary as a remedy by 


‘which the Commission could execute the duties imposed on 


it by section 15-a, also a part of the transportation act, requir- 
ing the Commission to raise rates so as to yield a certain 
net revenue. It was at the same time the remedial provision 
that enabled the Commission to prescribe increased state rates 
found to be in violation of section 13, another provision of 
the transportation act. While these were the primary pur. 
poses of the added remedial provision, it was hoped by some 
that it might avail to furnish the Commission with a remedy 
against rate wars. But this hope was blasted by the decision 
£ the U. S. Supreme Court in the American Creosoting case, 
where it was held that no violation of section 3 would arise 
where the carrier against which the allegation of undue preju- 
dice is made does not serve the complainant shipper or com- 
munity. 

The only way the effect of this American Creosoting deci- 
sion can be overcome is to enact into the law a provision 
providing somewhat as follows: 


It is hereby declared to be unlawful for any carriers subject to 
this act to charge rates, fares, or charges, for transportation under 
this act, that are less than just and reasonable. 


It can readily be imagined that such a proposal would 
provoke a real discussion in Congress of the advisability of 
entrusting to the Commission such powers as you and Mr. 
Norman assume are now vested in the Commission. Congress 
has not wittingly gone so far—not yet. 

Karl Knox Gartner. 

Washington, D. C., Jan. 5, 1925. 


TO ASK HIGHER MAIL PAY 
The Traffic World Washington Bureau 


The railroads are preparing to ask for an increase in their 
pay for carrying United States mails. They will make their 
application to the Commission. That body has jurisdiction over 
that subject, Congress, about ten years ago, having decided 
that, as the Commission handled the question of rates to be 
paid by the public, it might as well deal with the subject of pay 
for the railroads for carrying the mails. 

At the solicitation of a committee of railroad executives, 
headed by W. A. Worthington, vice-president of the Southern 
Pacific, Postmaster-General New has agreed to appoint a spe 
cial committee to handle the subject for the Post Office Depart- 
ment. The Post Office Department committee is to be headed 
by Joseph Stewart, special assistant to the Postmaster-General, 
who has handled prior cases of that kind and also supervised 
the compilation of mail carrying cost data used in support of 
Mr. New’s request for higher postage rates to cover the cost 


of salary increases for post office employes vetoed by President 
Coolidge. 


The railroads contend that the Post Office Department, since 
the adoption of the space basis for computing mail pay, has 
been constantly adding to the amount of mail matter carried 
in a given amount of authorized linear car space and that the 
railroads, therefore, have been carrying a constantly increasing 
weight, without proportionate additional compensation. 


ABANDONMENT AUTHORIZED 


The Commission has issued a certificate authorizing the 
Delaware & Hudson to abandon its Mooers branch extending 
from a connection with the main line of the D. & H. at Canada 
Junction to the boundary line between New York and Canada, 
a distance of 12.76 miles, all in Clinton county, New York. 
The Commission said the building of a line from Canada Junc 
tion to Rouses Point changed the Mooers branch from a link 
in a through route to a relatively unimportant branch line. It 
said the branch traversed a sparsely settled territory, largely 
devoted to agriculture... Abandonment was protested by those 
served by the line. 
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American a Synonym for Optimist.—It could probably be 
proved, to the satisfaction of any intelligent foreigner, that 
American is a synonym for optimist by simply calling attention 
to the stock market quotations covering the issues of the prin- 
cipal railroads of the country and contrasting them with figures 
submitted to the Commission by M. O. Lorenz, director of the 
Bureau of Statistics. The director, in his study of unit costs 
of railroad service, said the most striking thing brought out 
py his study was that no part of the increase in the unit cost 
of service was due to any increase in the contribution to the 
capitalist. There is nothing new in that. Everybody has 
known that the chief factors in the increase in cost and, there- 
fore, the chief factors in the increase in rates, since 1915, have 
been increases in wages and in the cost of supplies. But Mr. 
Lorenz has brought out the fact that there has been a decrease 
in the wages of capital, to put the fact in familiar terminology, 
amounting to 12.1 per cent. The railroad capitalist, those who 
discuss the subject point out, has had an actual reduction in 
wage. That capital has taken in more dollars hag been due 
to the fact that the machine created by it has accomplished 
more. Figuratively speaking, the capitalist has worked more 
hours a day. In that way he has increased his income from 
892 million dollars in 1915, using class I roads as the yardstick, 
to 962 millions in 1923. The capitalist has been producing more 
units to sell, or has sold more units, but the profit, per unit, 
has fallen off. The laborer who has been operating the ma- 
chine, including in that category, the president, the youngest 
messenger, and all between, has had his wages more than 
doubled in the same length of time—119 per cent, Mr. Lorenz 
estimates. Yet the American with a dollar or two to invest 
has thought so well of railroad work that he has shoved the 
price of railroad securities upward—hence the suggestion that 
he is an optimist, without any ifs, buts, or other words of quali- 
fication attached. He thinks so well of his country, its insti- 
tutions, and the ultimate sanity of his fellow Americans that 
he hag joined, in larger numbers than usual, the ranks of cap- 
ital employed on the railroads, notwithstanding that the profit 
on unit of service sold, since 1915, has decreased 12.1 per cent, 
while the labor cost of producing that unit, in wages, has 
gone up 119 per cent. Daniel Willard, president of the Balti- 
more & Ohio, in a speech to the Akron Chamber of Commerce 
January 8 called attention to the fact that investors, notwith- 
standing the hope held out to railroad capitalists by the trans- 
portation act had not been realized, bought so freely of railroad 
securities that the issues were up in price. He made his speech 
to show that, in his estimation, the American people, regardless 
of the 4,800,000 who voted for La Follette and against American 
institutions, had voted to give the transportation act a fair 
trial. He advocated that in a speech to the same chamber of 
commerce in 1923, though the Commission had not allowed rates 
high enough to give capital the wage the Commission itself 
established—5.45 per cent—as a fair one. He called attention 
to the fact that, disregarding the truth that the implied promise 
of the statute to allow a fair wage had not been redeemed, 
the owners of the railroads—that is, the capitalists—had fur- 
nished, in two years, about $1,800,000,000 of new money for 
the improvement of the railroads. They did that to carry out 
the promise of Congress that the railroads should be privately 
owned and privately operated. But, he pointed out, the public 
cannot be expected always to come forward with money when 
its servants do not pay the wages that the public, by its votes, 
has said should be paid. He also called attention to the fact 
that while, in the last two years, the public had furnished 
1,800 millions of new money, reductions had been made in rates 
that saved whoever pays the freight about 1,100 millions and 
that the United States, as usual, has the lowest freight rates 
in the world. 





Special Session Arguments.—Improvement in the price of 
farm products has not disposed of the so-called agricultural 
Problem to the satisfaction of Senator Borah, of Idaho, chairman 
of the foreign relations committee, and, therefore, in theory, 
bound to follow the program laid out for the party by the Presi- 
dent. Borah is not following the President, except to yell at 
him, “extra session to consider the farm problem.” The Presi- 
dent can see no reason for a special session. He does not 
know exactly what could be done for the farmer. Borah has 
been making speeches in favor of an extra session. Other sen- 
ators, notably Bruce, of Maryland, have been asking for an 
exact definition of the problem and specifications for its solu- 
tion as a condition precedent to supporting Borah. The latter 
has retorted that the bills to relieve the farmer are pending, 
but Bruce has insisted on the identification of the bill that will 
sive the farmer high prices for what he sells and low prices 
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on the things he buys. Bruce, in one of his speeches, pointed 
out that, at the last session, bill after bill was introduced to 
relieve the farmer by making, he said, arbitrary cuts in freight 
rates, one going so far as to restore the pre-war rates, despite 
the enormous increases in the prices the things the railroads 
had to buy. He also said he had waited for someone to con- 
trovert the declaration of Daniel Willard, made to the interstate 
commerce committee, that, if the entire net revenue of $132,000,- 
000 achieved by the railroads in the carriage of all kinds of 
agricultural products in 1923 were given to the wheat and corn 
farmers, that gift would signify only four cents a bushel more 
than had been received by them, but that no one had attempted 
to gainsay the proposition, because it could not be done. There- 
fore, Mr. Bruce continued his request for specifications for a 
remedy for an undefined illmess, having concluded that those 
who had introduced the rate reduction bills had found out that 
freight rates had not caused the plight of the farmers, any 
more than taxes alone had caused it. He observed that every- 
body else was also tax-burdened. 





Dial Talked Too Much.—Although the White House has 
never admitted that Senator Dial, of South Carolina, was under 
consideration to fill the vacancy that will be a fact when Com- 
missioner Potter’s resignation is accepted, Democratic senators 
have been. at pains to send word to the White House that they 
would oppose Dial’s confirmation. They do not like the things 
he said about what he thinks was the mismanagement of their 
party’s campaign last fall. Nor do they like the fact that his 
vote, the only Democratic vote cast in that way, upheld the 
President’s veto of the post office salary increase bill. The 
position of those who oppose Dial is that the commissionership 
should go to a Democrat of unquestioned regularity. In other 
words, he should not be a “Coolidge Democrat.” Such regard 
for regularity, prior to 1896, was regarded as a valid excuse 
for opposing a nomination. David B. Hill, prior to that time, 
opposed the nomination of Judge Hornblower, head of a firm 
of which Commissioner Potter was a member before he took 
office, and kept him from service on the bench of the Supreme 
Court. When McKinley came into office, the split in the two 
parties created a question as to just what a Republican might 
be—also a Democrat. All the offices reserved for the minority 
party—at least about all worth having—were given by McKin- 
ley to “gold Democrats.” The Bryanites got nothing—and little 
more than that from Wilson. Wilson gave offices to Wilson 
and Roosevelt Republicans. The Taft Republicans, regulars, re- 
actionaries, robbers, and porch-climbers, they called themselves, 
got the Bryan portion. Members of the Texas delegation have 
indorsed Chairman Clarence E. Gilmore for the prospective 
vacancy, so that if Dial be eliminated, there will be no dearth 
of candidates suggested by Democrats, for the Democratic, or 
minority vacancy. Gossip has it that financial interests have 
suggested that, as Mr. Potter was put on the Commission so 
there might be one member on it who knew something about 
railroad financing, another of that kind should be named to 
fill the vacancy. That has tended to discourage southern Dem- 
ocrats who have been inclined to think only of the purely 
partisan phase of the subject. They have no man in mind who 
would meet the qualification. They can think of southern Dem- 
ocrats, who, as soon as they acquired some knowledge of financ- 
ing, moved to New York, but they are not keen to recommend 


expatriated southern Democrats. That would bring them no 
political comfort. 





Help from Australia—Northern transcontinental lines that 
may feel that the Commission is giving the garrote another twist 
whenever it denies them fourth section relief because denial 
seems to send the traffic out through the gulf or eastern or south- 
ern ports, may get some help from Australia. The Hon. J. A. M. 
Elder, the Australian commissioner—he would be called a min- 
ister plenipotentiary and envoy extraordinary were the Aus- 
tralian Commonwealth not a part of the British empire—has 
been addressing Americans via the radio. And some wonder- 
ful things he has told them about that continent lying on the 
other side of the earth where it is cold on the fourth of July 
and -hot on Christmas; about the aboriginal Australians being 
the oldest species of man, living on the oldest continent, the 
Australian man originating in the ice age, the Australian bear 
being the first animal to raise its arms over its head, the 
kangaroo being the first quadruped to stand erect like a man 
and look about him; and, above all, birds that imitate the ham- 
mering of a carpenter, the sawing of wood, or the bark of a dog, 
especially the latter, not to mention the laughing jackass—a 
quadruped, not a two-legged animal. If his speeches telling 
about the wonders of the antipodean continent do not start the 
tired business man for Pacific ports to embark for the land 
of wonders, then advertising has lost its power and advertising 
men have joined the dodo, the roc and the jabberwock. Any- 
thing going to the Pacific coast ought to be of help to the rail- 
roads that are panting for business to keep themselves com- 
fortably ahead of the sheriff—and those who would make the 
fourth section so rigid that all the burden of supporting the 
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railroads would have to be borne by their local traffic. Elder, 
it is suggested, might be taken particularly under the care of 
the distressed northern lines. 





York Switching Argument.—Those who think the law laid 
down in the York switching case and supported by the Supreme 
Court as of questionable soundness, read the Commission’s 
report in the Coal River and Eastern case with interest. Pgqr- 
ticularly they read the Commission’s statement that, in behalf 
of the Brotherhood enterprise, “it is further urged that the 
mines and other industries on the lines in question cannot be 
denied common carrier service without introducing a discrimi- 
nation against such shippers and preference to other mines and 
other industries served by the Chesapeake.” That, it is sug- 
gested, in plain English, runs to the effect that, if the Chesa- 
peake & Ohio builds a branch to A, where it serves a mine 
and a cider press, it must build or acquire a branch to a mine 
and cider press at some other point no farther away from its 
main line, though it may have thought about building such a 
branch and come to the conclusion that it would be poor busi- 
ness to do so. The argument might not sound so unusual in 
a rate case, but in a case created by an application to convert 
railroads built under conditions such as were matters of record 
in this case, it is taken as smacking a good deal of the line 
of reasoning in the York switching case. A suggestion was 
that the Commission might review some of its tap line decisions 
and find a method for disposing of the troublesome question 
by using them, applying the theory that the Brotherhood line 
was a tap line entitled to divisions, but not as great as if its 
principal shipper were, not also the proprietary interest. There 
are many who believe that, in the end, the country will have to 
return to the proposition that anyone who desires may build a 
common carrier and that the only limitation that may safely 
be put on the operation is scrutiny to ascertain if there is an 
element of fraud in the proposal, either deliberate or the result 
of over-enthusiasm on the part of the promoters, with provision 
for a report on that point by official censors. A. B. The 


COKING TARIFF SUSPENDED 


The Commission, in I. and S. No. 2314, hag suspended from 
January 12 until May 12 schedules published in Illinois Central 
I. C. C. E-1649, by means of which that carrier proposes to 
establish privileges, as to coal originating on other railroads, in 
the Birmingham district, in Alabama, so that it may be coked 
at Birmingham and other points in the Birmingham district, and 
the resulting product forwarded via the Illinois Central, at the 
coke rate from origin of coal to destination. The object of 
the tariff, as interpreted by the men in the Commission who 
handled the matter, was to arrange the rates so as to enable 
the Illinois Central to haul some of the coke traffic from the 
Birmingham district that is moving over other lines, almost 
wholly to the exclusion of the Illinois Central. The proposal 
caused the Louisville & Nashville to protest (see Traffic World, 
January 3, p. 46). 

In announcing the suspension, the Commission, in a memo- 
randum for the newspapers, said: 


By an order entered today in Investigation and Suspension 
Docket_ No. 2314, the Interstate Commerce Commission suspended 
from January 12, until May 12, 1925, the operation of certain 


ooreeeem as published in Illinois Central Railroad tariff I. C. C. No. 


The suspended schedules propose to establish on coal from 
certain mines in Alabama, stopped for coking at Birmingham, North 
Birmingham, Ensley and Woodward, Ala., net rates, lower than 
the regular coal rates, which the Illinois Central Railroad will protest 
from point of origin to the points named when coking privilege is 
used and the coke reshipped out over the Illinois Central Railroad 
within one year from date of the original inbound freight bill. This 
tariff also provides that the difference between the coal rate and the 
rate protected will be refunded to the shippers of the out-bound coke. 


SUSPENDED TARIFFS 


In I. and S. No. 2312, the Commission has suspended from 
January 10 until May 10 schedules as published in supplement 
No. 11 to Chicago, Milwaukee & St. Paul I. C. C. No. B-4926. 
The suspended schedules propose to cancel proportional class 
rates between Rock Island, Ill., and Davenport, Ia., on the one 
hand and stations in Iowa, Nebraska, South Dakota and other 
states in Western Trunk Line territory, on the other hand, 
which are applicable on traffic from or to points east of the 
Illinois-Indiana line and points in southern territory. The fol- 
lowing, applicable on coal, is illustrative: 


—From Harlan, Ky., Typo, Ky., and Hazard, Ky.— 

To— Present Proposed 

New Albin, Ia. 45 594 
Matis aetna NEA ad eansenweeoeeeewunta 625 627 


Des Moines, Ia. 

In I. and S. No. 2313, the Commission has suspended from 
January 10 until May 10 schedules as published in supplements 
Nos. 1 and 2 to St. Louis-San Francisco Railway I. C. C. No. 
8306. The suspended schedules propose to cancel commodity 
rates on farm wagons, farm trucks, agricultural implements and 
furniture from Fort Smith, Ark., and Springfield, Mo., to south- 
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western points, published in that tariff and apply rates pub- 
lished in Leland’s tariffs in lieu thereof. The proposed change 
would result in both increases and reductions. The following 
is illustrative: 
—From Springfield, Mo.— 
Agricultural Implements Farm Wagons 


To— Pres. Prop. Pres. Prop. 
OMGIOEG. BOR. ccsccrsccaccspecseese 301% 48 30% 48 
WROTE GI, hes divine cic aweees sactes 23 40 23 40 


In I. and S. No. 2315, the Commission has suspended from 
January 14 until May 14, schedules as publNshed in supple- 
ments Nos. 57 and 58 to Leland’s I. C. C. No..1619. The sus- 
pended schedules propose to increase the rates on brake shoes, 
carloads, from Houston, Texas, to New Orleans, La., and related 
points in Louisiana. The following is illustrative: 


From Houston, Texas, to New Orleans, La., present, 27; pro- 
posed, 41. 


In I. and S. No. 2316, the-Commission has suspended from 
January 15, until May 15, schedules as published in supplement 
No. 25 to Countiss’ I. C. C. No. 1134 and in his I. C. C. No. 1140. 
The suspended schedules propose to restrict the routing of ship-° 
ments of roasted coffee, carloads, from Pacific Coast points to 
Chicago, and points west thereof so that the special commodity 
rates on this commodity subject to minimum weight of 70,000 
Ibs., would not be applicable via the Southern Pacific route 
through Portland, Ore., and connections beyond. 

In I. and S. No. 2311, the Commission has suspended from 
January 10 until May 10 schedules as published in supplement 
No. 15 to Union Pacific I. C. C. No. 3367. The suspended 
schedules propose to restrict the routing of live stock, carloads 
from points in Oregon, Idaho, Wyoming and other northwest- 
ern states to points on and east of the Missouri, so that the 


through rates would, generally, be applicable only via the Union 
Pacific Railway. 


EASTERN DIVISIONS CASE 


Commissioner Potter has addressed a notice to the respond- 
ents in No. 16495, in the matter of divisions of freight rates in 
the eastern group, excluding New England, indicating how that 
proceeding is to be carried forward. It is as follows: 


This investigation has been assigned to me, and Attorney-Exam- 
iner Disque is to assist in conducting it. 

For the present, and until further notice, the scope of the proceed- 
ing will be limited to a consideration of the divisions of joint rates 
between The Chesapeake and Ohio Railway Company, Norfolk and 
Western Railway Company, The Virginian Railway Company, Rich- 
mond, Fredericksburg and Potomac Railroad Company, and Detroit, 
Toledo and Ironton Railroad Company, on the one hand, and the rest 
of the respondent carriers, on the other. 

I am hoping that the matters under consideration may be disposed 
of informally. I am in some doubt as to the best method of pro- 
cedure, but I would like to have the carriers advise by the middle 
of February as to what divisions the five above named carriers re- 
ceive out of joint rates to and from the principal points in the East- 
ern District, excluding New England, and what material changes in 
such divisions, if any, have been made during the past few years. 
By “principal points’’ I mean cities like New York, Philadelphia, Bal- 
timore, Albany, Syracuse, Rochester, Harrisburg, Pittsburg, Buffalo, 
Cleveland, Detroit, Toledo, Grand Rapids, Indianapolis, Chicago, St. 
Louis, Peoria, Burlington and Davenport. 

I would like to know how nearly the present divisions as between 
the principal carriers approach a mileage prorate. If they do not 
approximate a mileage prorate, I would like to know what the con- 
siderations are that make a different basis preferable. 

I would like also to get an idea as to what proportion of the total 
revenue of éach of the five carriers above named comes from traffic 
to and from points in the territory involved. 

In short, what I desire is a picture of the present divisional situ- 
ation, of the currents of the traffic in the different channels, and the 
volume thereof, and some information as to how much the revenue 
of the principal carriers would be affected by changes in divisions 
to the extent of say 5, 10, 15 or 25 per cent, or by the adoption of a 
mileage prorate, or some different basis. 

I do not desire, however, to be understoo 
time which would be unduly expensive to pr 

Perhaps it would be desirable for the principal carriers to appoint 
a committee to compile the information that should be available as a 
one oe eam a bese sara of the case, 

e views and contentions of the parties, wher i - 
ment, should be set forth. ” ere Sy Se eianaeee 

The information sought is not at the moment designed to be a 
part of a formal record, but if the case goes to hearing, the data 
will no doubt be desirable as evidence. 

Information furnished in response to this request should be trans- 
mitted to the Secretary of the Commission. 


d as seeking data at this 
epare. 





ORIENT DIVISIONS’ ARGUMENT 


The Commission, January 9, listened to arguments on NO. 
13668, the Orient divisions case, in the light of the Supreme 
Court’s decision on what it had failed to do in its first order 
in that case. Time was assigned to Clifford Histed and E. A. 
Boyd, for the Orient System; G. H. Muckley, for the Galveston, 
Harrisburg & San Antonio; A. B. Muckley, for the Chicago, Rock 
Island & Pacific; Robert Thompson for the Texas & Pacific; 
R. S. Outlaw, for the Atchison, Topeka & Santa Fe; and M. G. 
Roberts, for the St. Louis-San Francisco. 


MODIFIED PROCEDURE DOCKET 


A suggestion that it be handled on the modified procedure 
docket has been made to the interested parties, in respect of 
No. 16550, Guggenheim Brothers vs. Baltimore & Ohio et al. 


Janu 


4 are 





January 17, 1925 


, rl _—— 


ASSIGNED CAR CASE 


The Commission, in a report on No. 12530, assigned cars for 
bituminous coal mines, written by Commissioner Aitchison, opin- 
ion No. 10044, 93 I. C. C. 701-54, has affirmed the findings in the 
former report, 80 I. C. C. 520 and fixed March 1 as the day when 
the assigned car, under the rule, shall be abolished; that is to 
say, the day when, if there be a shortage of coal cars, the supply 
of cars, regardless of ownership or servitude therefore, to a 
particular kind of traffic, as, for instance, railroad fuel, shall be 
distributed pro rata, 

Broadly speaking there is little in the most recent report 
that distinguishes it from its predecessor. Its effect, it is be- 
lieved, is to emphasize the prior report, to bring into relief the 
grounds upon which the majority acted and likewise the grounds 
upon which the minority founded its disagreement. 

Abolition of the assigned car can have no effect unless and 
until there is a shortage. As generally understood railroads may 
continue to assign cars to particular mines, so long as there is 
no shortage, without any restriction. The same, it is under- 
stood, is the fact in respect of cars owned by industries or coal 
companies and generally called the private car, which, hereto- 
fore, has moved to the mines and to the destinations designated 
by the owner, at all times. How it will be handled when a 
period of shortage comes, is one of the things not generally 
agreed upon. There has been much talk of litigation in respect 
thereto, with the thought that the question will become acute 
when it becomes necessary for a railroad to reach a decision 
as to what shall be done with private cars that may be in a 
particular district or on a particular division, which, if dis- 
tributed, regardless of ownership, would increase the pro rata 
shares of mines on the division or in the district to which they 
had not been assigned, and, by the same sign, reduce the num- 
ber of cars to mines which theretofore had been using such 
assigned private cars. 

Commissioner Eastman concurred in the majority report 
except in so far as it sustained the conclusion of the original 
report in respect of the interpretation of paragraph 12 of section 
1. He adhered to his former separate expression. Commissioner 
Campbell joined him in that expression. 


Chairman Hall (the report was written as of the date of the 
decision, the latter having been made on December 23, 1924), 
Commissioner Potter and Commissioner Cox dissented, the two 
first mentioned using pointed language to set forth their view 
that the majority Commissioners were wrong in their conception 
of the law in the matter. The position of the latter, it is be- 
lieved, is indicated by his declaration that “it is my thought 
that the use of the assigned car as well as private cars is along 
the line of efficiency and economy of operation.” 


Specifically the majority held that paragraph 12 of section 
1 of the interstate commerce act applied to cars placed at 
carrier-owned and output-contract mines, and could not be relied 
upon to show that Congress exempted such cars from the other 
provisions of section 1 requiring reasonable rules of distribu- 
tion, and the provisions of section 3 prohibiting unduly preferen- 
tial or prejudicial rules. 


Therefore it affirmed the findings in the former report, that 
the practice of the respondent railroads, in assigning private 
cars and system cars for railway fuel, to bituminous coal mines, 
in excess of the ratable share contemporaneously distributed to 
mines upon their lines which did not receive assigned cars, for 
the future would be unjust and unreasonable, and unjustly dis- 
criminatory against, and unduly prejudicial to mines not receiv- 
ing assigned cars, and unduly and unreasonably preferential of 
mines which were furnished such cars in excess of the ratable 
proportion, and that cars specially placed by order of the Com- 
mission, under the provisions of paragraph 15 of section 1 of the 
act, might properly be treated as assigned cars, and needed not 
to be taken into account in determining the ratable distribution 
when the order of placement so required. 


The last clause in that finding has been treated by oppo- 
nents of what the Commission found in the original report, and 
affirmed in this one, as equivalent to a holding that the law 
forbade railroads to assign cars or to obey the orders of own- 
ers of private cars as to where they should be placed, but con- 
ferred upon the Commission the power, when it thought neces- 
Sary, to assign cars to mines without giving any attention to 
the part of the law requiring carriers to make reasonable rules 
for the distribution of coal cars, all, of course, in times of 
shortage. 

_ Commissioner Aitchison wrote considerable history and re- 
viewed the testimony as to the situation of the different rail- 
roads respecting the necessity for their assigning cars for their 
fuel before coming to the contention that paragraph 12 of sec- 
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tion 1 showed that the Commission had no jurisdiction over 
the distribution of cars to carrier-owned or contract-output 
mines which furnished railway fuel exclusively for at least six 
months, because such mines were not “served” by a carrier 
and coal was not “transported” therefrom, the quoted words 
being those used in the paragraph to show the scope of the 
traffic concerning which the carriers were to make rules. Mr. 
Aitchison said the word “served” had no judicially determined 
or technical meaning and that, therefore, the Commission had 
to give it the ordinary meaning found in the dictionary. To 
use the word, therefore, to mean the furnishing of cars by a 
carrier at its own mines, or at those the output of which it 
took, was to give the word its ordinary and well-accepted mean- 
ing. That was the meaning, he said, the Commission believed 
Congress intended. He discussed the cases in which the word 
“transportation” was considered so as to apply them to the 
contention of the railroads that the word, as used in the para- 
graph, meant common carrier transportation for compensation. 
The Commission came to the conclusion that the word, as used 
in the paragraph, was not limited to transportation for com- 
pensation, but also included transportation of the carrier’s own 
coal over its line. 

Coming to the private assigned car, Mr. Aitchison said that 
much that had been said about the car assigned for railway 
fuel was also applicable to the private assigned car, the owners 
of some of which contended, among other things, that the Com- 
mission, because the law recognized the private car as legiti- 
mate, the owners of such cars had the right to have them 
placed at designated mines, without restriction, unless such use 
of cars resulted in preferential use of other equipment, such as 
locomotives or tracks, and that the Commission had no author- 
ity to abolish the assigned car rule and require pro rata dis- 
tribution, because, as they contended, the facts did not warrant 
the Commission in finding that the use of cars would result in 
preferential use of facilities other than cars. 

The fundamental problem, Commissioner Aitchison said, 
was to determine whether differences in transportation condi- 
tions justified the inequality of treatment resulting from the 
assigned car rule. He said the evidence which had been pres- 
ented as to the economic necessity of individual shippers did 
not, the Commission thought, warrant it in concluding that 
that inequality of treatment was justified under the provisions 
of sections 1 and 3 of the act. In case of emergency, he said, 
the Commission could grant relief under paragraph 15 of sec- 
tion 1. What was reasonable under that section, however, he 
said, was a different question from the one presented here. 


Commissioner Aitchison paid little attention to the conten- 
tion about the competition, for labor, between the mine having 
the assigned car and the one not having the benefit of such 
car. He said that while the Commission did not consider the 
circumstance essential to its decision, the record clearly showed 
that there was competition in labor between railroad-owned and 
output-contract mines on the one hand and commercial mines 


on the other. He said that competition was not an essential 
element under section 1. 


In concluding the discussion and stating the findings of the 
Commission, Mr. Aitchison said: 


Some of the private car owners contend that they have in- 
vested many millions of dollars in reliance upon the rule laid down 
in the Hocking Valley case and Traer case, and that if we should 
now prohibit placement of such cars in excess of the pro rata 
allotment of the mines to which they are assigned or consigned. 
we would take away the only advantage of such cars and in 
practical effect wipe out the investment which has been made. 

In our original report we did not find that the use of private 
coal cars should be prohibited or that they should not be placed at 
the mine to which they were consigned. What we did prohibit 
was the placement of such cars at a mine in excess of the pro rata, 
share of available cars. Private car owners were left free to con® 
tinue to use their cars and to have them so distributed to desig- 
nated mines as not to exceed the pro rata share of such mines. 
That large sums may have been invested in reliance upon a rule 
which is unreasonable and unjustly discriminatory or may become 
or be found so under the interstate commerce act does not mean 
that we are powerless to change the rule and prescribe a just and 
nonpreferential one. Douglas vs. C., R. I. & P. Ry. Co.. 21 I. CG. Cc. 
97, 101: So. Pac. Co. vs. I. C. C., 219 U. S. 483: and Louisville & 
Nashville Ry. Co. vs. Mottley, 219 U. S. 467. 

If we permit the assigned car rule to continue, it is reasonable 
to expect that the number of private cars will increase, and, as 
we said in our original report, page 559: 

“The result is not only an increasing gross inequality between 
users of this form of equipment who are able to aoffrd the very 
considerable expense in procuring and maintaining such equipment, 
reflected immediately in the disproportion between the amount of 
their output or consumption as the case may be, but also that the 
available facilities of the railroad carrier other than cars—locomo- 
tives, tracks and terminals—are taken up in great degree by such 
classes of preferred users, so that the commercial mines are and 
will find themselves unable to procure transportation for even the 
ratable share of the cars which the carrier owns and sets for them.” 

Upon the facts shown of record we offirm the findings in our 
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former report, 80 I. C. C. 520. and find and conclude that in the 
distribution of cars for transportation of coal among the bituminous 
coal mines served by the respective respondents, and each of them, 
whether located upon the line of a respondent or customarily 
dependent upon it for car supply, or whether owned or leased bv or 
oe their entire output to a respondent, any rule, regulation, 
or practice of the respondents, or any of them, whereby private 
Cars or cars for the loading of bituminous coal for railway-fuel 
Purposes are placed at any such mine in excess of the pro rata 
allotment and distribution of cars for coal loading, currently made 
to any other of such mines which do not receive private cars or 
cars for railway fuel and which are on the same division or district 
established by such respondent for the distribution of cars, is and 
for the future will be, unjust and unreasonable, and unduly and 
unreasonably preferential of such mines receiving private cars or 
cars for railway fuel in excess of such allotment, and unjustly dis- 
criminatory against and unduly prejudicial to such other mines not 
receiving private cars and cars for railway fuel. We further find 
and conclude that all cars should be distributed by such respondent 
to all mines on such district or division on a pro rata basis; and 
that if cars are assigned or consigned to any of such mines, and 
if they are placed at the mines to which they are assigned or con- 
signed, they should be so placed that every mine on the same divi- 
Sion or district should receive the same pro rata share of the total 
number of available cars, whether assigned, consigned, or un- 
assigned, which are distributed to all mines on such division or 
district, and that all such assigned or consigned cars should be 
counted and charged against the mines at which they are placed 
in the same manner and to the same extent that unassigned cars 
are counted and charged. It is not intended that this finding shall 
prevent the assigning of privately owned cars or cars for railway 
fuel to designated mines, provided such mines are not thereby. 
given more than their pro rata share of available cars. It is also 
not intended that this finding shall preclude the commission here- 
after, in proper cases, in the exercise of the emergency powers con- 
ferred upon it by paragraph (15) of section 1 of the act, from 
requirng the placement of cars for bituminous coal loading at any 
mine or mines in excess of the current percentage allotment made 
to mines generally upon the lines of the same carrier, or upon the 
Same division, when the order or direction for placement shall 
so provide. 

The effective date of our order entered in this proceeding June 
13, 1923, has .been postponed until January 15, 1925. The statutory 
Period of notice is not less than 30 days. We will enter an order 
making that order effective on March 1, 1925. 


In his dissent, Chairman Hall, in part, said: 


I can not escape the conviction that the majority have gone out- 
side of transportation conditions, and thus outside of the proper scope 
of our powers, to make their findings of unreasonableness and undue 
prejudice. To my mind these findings are baseless, without warrant 
in fact or law, and I can not refrain from saying so when, under 
guise of a decision by this Commission, they become armor, shield 
and sword for a grave menace to the common welfare. Those who 
have experience in such matters well know that no workable substi- 
tute has yet been devised for the assigned car in supplying carriers 
with necessary fuel during periods of car shortage, and that if and 
when those periods come our priority orders must require what is 
here condemned by the majority as unlawful. 


The private car, as my brother Daniels observed in his dissent 
from the former report, is not an outlaw. It has its uses at all 
times, and not merely in times of emergency. Under proper regula- 
tion, such as we have devised or can devise, it should continue to 
perform its important functions. The power to tax may be the 
power to destroy, but that is not true of the power to regulate. 


Commissioner Potter, in his dissent, pointed out that the 
paragraph in question was enacted by congress on the view of 
the Commission that it was necessary to have such assignments 
of cars and was enacted for the express purpose of sanctioning 
them. He made the point that when a mine sold coal to a rail- 
road the mine served the railroad and that the railroad did not 
serve the mine. He said the reverse was the fact when a rail- 
road set cars at a mine; that then the railroad sold transporta- 
tion it served the mine the same as the gasoline station served 
the-automobile owner when it put gasoline into the automobile 
tank. He treated the report of the majority, as an effort, in 
part, to regulate the coal industry. On that point he said: 


In the prior report the majority found that there were more than 
enough miners to produce coal for all purposes, and that there were 
more mines than is consistent with the most efficient use of equip- 
ment, and that their aggregate capacity exceeded the country’s de- 
mand. 

The mining of coal does not constitute interstate commerce, 
neither is the hauling of coal or other company material for its own 
use common carriage by railroad within the purview of the act. 

The question of mine labor necessarily takes into account dif- 
ferences in circumstances arising before the service of the carrier 
begins, and I am unable to follow the majority that we can take 
those facts into consideration in determining whether undue prefer- 
ence or undue prejudice exists under section 3. We have the un- 
doubted right, under the interstate commerce act, to control the 
facilities of the carriers so as to avoid unjust discrimination or undue 
prejudice as between shippers or receivers of property. We can not, 
however, regulate the coal industry except as it is incidentally 
affected by a proper regulation of car supply as a matter of trans- 
portation. The railroad-owned mine or the total-output contract 
mine are operated continuously the greater part of the time whether 
there is a car surplus or a car shortage. Other mines operate only 
when they have orders for coal, and in many instances only in periods 
of peak demand and high prices. It is only natural, therefore, that 
mines operating practically full time can command the better class 
of mine labor. It seems to me that if, during periods of car short- 
age, we were to undertake to regulate the car supply so as to result 
in equal working time for all minés. we would be going far afield 
in the regulation of transportation with which we have to deal. 

The finding of the majority, as I interpret it. predicates the 
finding of unreasonableness, unjust discrimination, and undue 
prejudice chiefly on the ground of the effect which the unequal 
distribution of cars has on mine labor. 

In a series of decisions under Docket 12066, Construction and 
Repair of Railway Equipment, we considered the practice of the 
carriers in using outside shops in repair and construction work, 
and found that they made unreasonable and uneconomical ex- 
penditures. We censured the carriers for exercising their best 
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judgment in having repairs made at a time when such repairs 
were necessary at outside shops instead of resorting to their 
own shops. The majority opinion_in this case, it seems to me, 
is _ the reverse of what the Commission found in the case 
cited. 


Mr. Potter regards the decision as a particularly hard blow 
to the by-product coking industry. On that point he said: 


The by-product coke operators generally have had unsatis- 
factory experience in keeping their plants in operation with the 
kind of coal necessary, particularly during periods of car short- 
age. To protect against such shortage these private corporations 
have purchased coal cars and have invested therein several mil- 
lions of dollars. 


The aggressive and destructive attack which the majority 
report is upon the by-product coking industry, retarding advance 
in the art of steel making and utilization of coal-tar products, 
is timely for the nation’s rivals. The producers of Germany, 
and other European countries, are consolidating their position 
to take control of world markets, including our own, and to 
meet our growing rivalry. The phenomenal development of the 
coal-tar industry in this country since the beginning of the World 
War has been well said to be “one of the romances of American 
business, and world business as well.” The American dye industry 
is an illustration, but dyes are only one of many coal-tar products, 
Others include roofing and road material, fertilizers, ammonia, 
benzol, motor benzol, toluol, naphtha, benzine, toluene, naphtha- 
lene, photographic materials, medicines, perfumes, flavors, and 
articles too numerous to mention. 

The majority report gives this industry the most serious and 
alarming setback it has ever had. It is the greatest benefit that 
could .be conferred upon our foreign competitors in science and 
industry. The one thing above all others they would have us 
do is to abolish the use of the private car. I can see no justifica- 
tion or excuse for the damage done. The private car, without 
adding a penny to the general burden, increases transportation 
facilities generally available. Its owners provide for themselves 
additional cars without which they would be entitled to share 
in the distribution of all other equipment. It is undeniable that 
those who oppose their use are benefited by them. To bar them 


serves only to foster private greed and envy at the expense of 
public welfare. 


HAY AND STRAW RATES 


A qualified reproval has been given by the Commission 
to a revision proposed in I. and S. No. 2180, hay and straw 
between Missouri River points and Mississippi Valley, mimeo- 
graphed, written by Commissioner McManamy. The proposed 
changes, including both increases and reductions, were in 
rates from Missouri River points and tributary territory, to 
Cairo, Memphis, Mississippi River crossings south of Memphis, 
Mobile and destinations in interor Mississippi Valley. The 
schedules were ordered to be canceled without prejudice to 
the publication of schedules in conformity with the conclusions. 

The Commission found proposed increased rates on hay 
from Kansas City and Omaha to Metropolis and Cairo, IIll., and 
to Evansville, Ind., not justified and directed the cancellation 
of the suspended schedules. 

The report covers I. and S. No. 2255, hay and straw be- 
tween Missouri River points and Mississippi Valley (2). The 
schedules suspended in this case were filed after the revision 
proposed in the leading case so as to bring the rates affected 
into line with those proposed in I. and S. No. 2180. 

By schedules suspended in the leading case, the carriers 
proposed to revise the local and proportional rates from Mis- 
sissippi River points and tributary territory to Cairo, Memphis, 
Mississippi River crossings south of Memphis, and to Mobile, 
and also to establish joint through rates on these commodities 
to points in the interior Mississippi Valley to which the rates 
were then on a combination basis. Upon protest of the Kan- 
sas City Hay Dealers’ Association, the Public Utilities Com- 
mission of Kansas, the National Hay Dealers’ Association, New 
Orleans Joint Traffic Bureau, Omaha Chamber of Commerce, 
Omaha Hay Exchange, and Schreiner Hay Company, the sched- 
ules were suspended. The Merchants’ Exchange of St. Louis, 
the Cairo Board of Trade, the Mississippi Merchants’ Exchange 
and the Memphis Grain and Hay Association supported the pro- 
posed revision. 

The schedules suspended in I. and S. No. 2255 were filed 
by the Burlington to bring its rates into line with those pro- 
posed by the carriers whose efforts were suspended in I. and 
S. No. 2180. 

The Commission said the protests were largely directed 
against the increase of 5 cents proposed in the proportional 
rates from the Missouri River cities to Memphis and New Or- 
leans. Protetsants said that the increase proposed in the local 
rates from the Missouri River was unimportant, as little or 
no hay originated at those cities. The traffic in question moved 
largely on the proportional rates, they said, and the proposed 
increase would mean an increase of $1 per ton on hay going 
to points in the southeast.and the Carolinas, to which rates 
were made by combinations on Memphis or Cairo. 

The carriers, by means of their proposals, undertook to 
deal with the situation created, as they said, by fourth section 
order No. 7542, entered in the Memphis Southwestern Invest!- 
gation, 55 I. C. C. 515. That order denied applications of the 
carriers to continue class and commodity rates from St. Louis 
to Memphis, from St. Louis, Memphis and designated Missourl 
River points to New Orleans, and from New Orleans to Mem- 
phis, the denial including points taking the same rates where 
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those rates were lower than rates from, to or between the 
intermediate points. 

The Commission, after discussing the rate situation, said 
that it found the respondents in I. and S. No. 2180 had justified 
the proposed schedules, except as to the proposed rate from 
Omaha to Memphis. It pointed out that that rate would con- 
stitute a fourth section departure in that it would exceed the 
rates contemporaneously in effect from Sioux City. The Com- 
mission approved the increased rates to Memphis and Cairo, 
in so far as they would apply on shipments for local delivery. 
it said they had not been justified in so far as they would apply 
on shipments destined to points beyond. 

As to I. and S. No. 2255, the Commission said it was sub- 
mitted upon the record made in No. 2180. It said that, as here- 
inbefore observed, increased rates applicable on traffic to the 
two territories named in the schedules suspended in this case 
had not been justified. 


FOURTH SECTION RELIEF DENIED 


The Commission, in a mimeographed report on fourth sec- 
tion applications Nos. 112 and 12520 and parts of No. 827 (See 
Traffic World, Jan. 10), concerning rates on sugar from Billings, 
Mont., to Twin Cities and head of the lakes, seeking authority 
to make such rates without observing the long and short haul 
part of the fourth section, has come to the opinion that the car- 
riers “have not made out special cases within the meaning 
of the fourth section” and, in fourth section order No. 9068 has 
denied relief as of May 5. Issuance of the opinion and order 
will require the railroads concerned, the Northern Pacific and 
the Great Northern, to decide whether they will continue the 
present rate of 56 cents to St. Paul, Minneapolis, Duluth, 
Superior and points taking the same rates and reduce those at 
intermediate points, or raise the terminal rates. The interme- 
diate rate, to points in Minnesota and North Dakota, is 68 cents. 

In support of its application, the Northern Pacific said it 
relied upon market competition for relief. The Commission 
said it submitted little evidence, other than a mere statement 


‘of the rates from competing points. The Commission said the 


applicant contended the rates to the Twin Cities and head of 
the lakes, from the Atlantic seaboard and from New Orleans 


were such as to make it necessary for the Northern Pacific to~ 


carry lower rates from Billings than to intermediate points. 
It said the rate to Duluth was governed by that from New 
York or Philadelphia when the lakes were open, or from New 
Orleans. The present rail-and-lake rate, available in the period 
of navigation, New York to Duluth, the report said, was 51.5 
cents. The rate from New York to St. Paul is 60.5 and Phil- 
adelphia 58.5 cents the difference being the port differential. 
The rate from New Orleans to St. Paul is 63 cents and to Duluth 
58 cents. The rates from the Atlantic seaboard refinery points 
and from New Orleans, the report said, conforméd to’the long 
and short haul rule of the law. P 

The Northern Pacific also contended, the report said, that 
although the rate from Billings was based primarily on the 
rates from New Orleans and New York, it was also based 
relatively on the rates from Colorado to St. Paul and that it 
could not compete successfully with rates from refineries in 
western Nebraska or Colorado, unless there was an equality. 
The Commission said it did not appear to what extent the 
Colorado plants shipped sugar into the Twin Cities. 

As to the earnings on the rate from Billings to St. Paul 
the Commission said it showed an earning of 1.26 cents per 
ton-mile as compared with that of 8.9 mills on wheat and 
Coarse grains, 1.13 on cement and 1.52 cents on salt. Compar- 
ison with earnings on commodities carried at fifth class, that 
being the rating on sugar, showed that the 56 cent rate on sugar 
was materially lower than the normal rate adjustment between 
Billings and eastern terminals, the report said. The earnings 
per-car-mile, it said, on structural iron were 41.8 cents; on agri- 


cultural implements 37.1; on fifth class 55.7 cents and on sugar 
34.5 cents. 


ELIMINATION NOT JUSTIFIED 


The Commission, in a mimeographed report in I. and S. No. 
2225, Routing via Salt Lake and Utah Railroad, as an Interme- 
diate Carrier, has condemned the proposed elimination of the 
Salt Lake and Utah, as an intermediate participating carrier, in 
the routing of westbound transcontinental traffic as not having 
been justified. It has ordered the proponents of the elimina- 
tion to cancel the tariffs suspended by it and discontinued the 
proceedings. 

_The respondents in this proceeding, by exceptions to their 
tariffs, proposed to prevent participation in the routing of west- 
bound traffic from eastern transcontinental groups to destina- 
tion groups in Arizona, British Columbia, California, Idaho, 
Mexico, Montana, Nevada, New Mexico, Oregon and Utah, on 
their lines. The schedules were suspended as a result of the 
protest of the Salt Lake and Utah. At the hearing, the report 
said, commercial bodies in Salt Lake City and Ogden intervened 
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in behalf of the protestant. The Denver & Rio Grande, the re- 
Port said, proposed to restore the routing and did not partici- 
pate in the case. The Union Pacific system, the Commission said, 
insisted upon its refusal to allow the protestant to participate 
in the westbound traffic. : 

The Union Pacific contended that the inclusion of the short 
electric line, 67 miles long, hauling traffic from Salt Lake City 
to Provo,’resulted in a short-hauling of the Union Pacific sys- 
tem because the electric line parallels the line of that system 
between the two points. The electric line contended that the 
Union Pacific and the Oregon Short Line, in law, were not one 
system. The Commission did not pass on that point. 

Decision was made upon the fact that the elimination of the 
electric line would bring about an increase in rates because, 
under an intermediate application clause, certain rates are held 
as maxima in the territory between Salt Lake City and Provo. 
The Salt Lake and Utah was made a participating carrier while 
the roads were under federal control. The respondents con- 
tended inclusion was not intended to allow hauling of any 
freight over the line but merely to have the rates held as 
maxima. 

The Union Pacific contended that traffic would be delayed 
by having it turned over by it to the electric road at Salt Lake 
City and then returned to it at Provo. The electric road said 
there would be no need of delay if the Union Pacific rendered the 
daily service for which the time tables distributed to respond- 
ent’s employes provided were given. The Union Pacific said it 
held out to give only tri-weekly service and that daily service 
would be given if the traffic warranted. 

The Commission said there had been no attempt to justify 
the increases in rates that would follow the elimination of the 
electric line. 


RIG IRON RATE BASIS 


Rates on rig irons, 85 per cent of the contemporaneous 
rates on oil-well outfits and supplies, minimum 40,000 pounds, 
are to be established on or before March 10, on not less than 
thirty days notice, from Parkersburg, W. Va., to the oil fields 
in Louisiana, Arkansas, Oklahoma, Kansas, Montana and Cal- 
ifornia. The present rates have been found unreasonable and 
reparation has been awarded, in a mimeographed report on No. 
14760, Parkersburg Rig & Reel Company vs. Chicago, Rock 
Island & Pacific et al., and the cases joined with it for hearing 
and report (See Traffic World, Jan. 10). The other complaints 
covered by this report are: Sub-No. 1, Same vs. Missouri Pacific 
et al., No. 12056, Same vs. Director General, Baltimore & Ohio 
et al., No. 13506, Same vs. St. Louis-San Francisco et al. and 
No. 13537, Same vs. Chicago, Milwaukee & St. Paul et al. 

The leading complaint, the report said, alleged that rates 
charged on rig irons, shipped since March 10, 1921, from 
Parkersburg to various destinations in Louisiana and Arkansas, 
were and are unreasonable. The other complaints, summarized 
in the report are as follows: 


In No. 14760, Sub-No, 1, the allegations are similar to those in the 
main complaint, but refer to other shipments, and it is in effect sup- 
plemental to that complaint. The complaint in No. 12056 alleges that 
the rates charged on shipments of rig irons, in carloads, from Par- 
kersburg to points in Louisiana and Arkansas from January 1 to 
December 31, 1917, inclusive, and since, were and are unreasonable, 
discriminatory, and prejudicial. In No. 13506 it is alleged that the 
rates charged on shipments of rig irons, carload, from Parkersburg to 
destinations in Kansas and in Oklahoma were and are unreasonable 
and prejudicial. In No. 13537 it is alleged that the rates charged on 
shipments of rig irons, carload, from Parkersburg to destinations in 
Montana and California were and are unreasonable, preferential, and 
prejudicial. The complaints were filed: In No. 12056, December 20, 
1920, in No. 13506, February 6, 1922, and in No. 13537, February 11, 
1922. Hearings were had in Nos. 12056, 13506, and 13537, and after 
service of proposed reports of the examiners and oral argument these 
cases were reopened for further hearing, consolidated with No. 14760, 
and heard together. The shipments involved in all of these complaints 
were of the same commodity and made by complainant from Parkers- 
burg. All of the complaints ask similar relief: 


The report, made by division No. 2, said rig iron outfit 
consisted of parts of a well drilling outfit, comprising two steel 
shafts, two steel bands, two pieces of small pipe, one box of 
bolts, three pieces of bar iron, machine castings, five kegs of 
nails and certain wooden parts, such as bull and calf wheel 
cants, arms and pins, in the rough. About 80 per cent of the 
weight of a complete set of rig irons consisted of the iron or 
steel articles, and 20 per cent of the wooden. Some of the 
articles were painted it said and some were not. It said a set 
of rig irons did not include the essential parts of a well drilling 
outfit, such as the engine, boiler, derrick, drilling tools, cable or 
crown block, without which it would be impossible to drill a 
well with rig irons. All the articles mentioned, including rig 
irons were covered, the report said, in the relating on oil well 
outfits and supplies. 

Rig irons, the report said, were generally used for drilling 
through hard formations, when oil deposits lay at greater 
depths than could be reached with a drilling machine. 

The complainant, the report said, maintained warehouses 
at points in or adjacent to the oil fields, to which approximately 
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90 per cent of its shipments were sent. The other shipments 
went direct to the purchaser and were shipped f. o. b. destina- 
tion. The report said it developed at the hearing that the 
complainant had made no shipments to California but said it 
could and would ship if the freight rates were properly ad- 
justed. Its witness said that if shipped separately, 47.4 per 
cent of the total weight of rig irons would be entitled to the 
rates on iron and steel articles, which were substantially lower 
than the contemporaneous rates on rig irons. He said the 
minimum was 36,000 pounds on rig irons but that they readily 
loaded to 40,000 pounds, which is to be the minimum for the 
new rating. 

The complainant, the report said, did not seek to remove 
rig irons from the classification description of oil well outfits 
and supplies, but asked for commodity rates on rig irons shipped 
in straight carloads lower than those on oil well outfits and 
supplies. The rates sought were those on specified iron and 
steel article, including tanks and tank materials. The report 
said the showing made in support of the contention that rig 
irons were analagous to and shou'd be accorded the same com- 
modity rates as iron and steel articles was not convincing, 
mentioning the fact that included among them were the cants, 
arms, pins and other articles of wood used in setting up the 
bull and calf wheels. 

Commissioner Aitchison dissented from that part of the 
report as found the rates unreasonable in the past and awarded 
reparation but he did not say why. 


WOOD BOX MATERIAL RATES 


A finding of undue prejudice has been made in No. 15160, 
Jackson Traffic Bureau (for Crystal Springs Manufacturing 
Company) vs. Alabama & Vicksburg et al., mimeographed, as 
to rates applicable on wood box material, carloads, from Crystal 
Springs, Miss., to Key West, Tampa and Miami, Fla., used in 
making rates to Havana. The Commission said they were not 
unreasonable. It said that certain shipments had been mis- 
routed and others overcharged, on account of which it awarded 
reparation. 

Parts of fourth section application No. 2045 were consid- 
ered in connection with this case. In fourth section order No. 
9069, based on the application mentioned, relief was denied to 
the Illinois Central and other carriers parties to the application 
to continue to charge rates on wooden box material from 
New Orleans to Key West, Miami and Tampa for domestic use 
and to Key West, for export to Cuba, lower than those con- 
temporaneously in effect on like traffic from Crystal Springs 
and other intermediate points, the denial to be effective May 9. 

The complaint alleged that the rates were unjust, unrea- 
sonable, unduly prejudicial and discriminatory. The shipments, 
22 in number, were billed from Crystal Springs to Havana, via 
Key West, at a through rate of 66.5 cents, composed of 46.5 
cents to Key West, and 20 cents beyond. Nineteen cars moved 
via Birmingham, Ala., and Jacksonville, Fla., to Key West, and 
three cars via New Orleans, Jacksonville and Key West. The 
Illinois Central urged that it had no control over the construc- 
tion of the through export rates from any of the points named to 
Key West, and that no shipments of box material moved from 
New Orleans or Vicksburg to Key West for export over its lines. 
It said that while it concurred in the low export rates from 
points named on its lines, it had handled none of the traffic 
except one car of wire-bound box material from Natchez. 
It insisted that the proportion of the through rate to Key West 
used in constructing the rate to Havana was reasonable and 
not discriminatory. 

The Commission found the applicable rates had not been 
shown to have been or to be unreasonable, but that the rate 
from Crystal Springs, Miss., for Key West, for export, was, is 
and for the future will be, unduly prejudicial to the extent it 
exceeded, exceeds or may exceed the rate contemporanously 
applicable from Memphis, New Orleans, Vicksburg and Natchez. 
It said it had not been shown that the complainant had been 
damaged by reason of the undue prejudice. It further found 
that the shipments which moved via Birmingham were mis- 
routed and that those which moved via New Orleans were over- 


charged and awarded reparation for the misrouting and over- 
charges. 


TRANSIT AND INTERMEDIATE RULE 


In a mimeographed report on I. and S. No. 2224, transit 
privileges and intermediate rule on lumber and I. and S. No. 
2265, intermediate points rule on eastbound transcontinental 
lumber, the Commission has found not justified proposed 
changes in the rule covering transit of forest products at Min- 
neapolis, St. Paul, Minnesota Transfer, St. Louis Park and other 
points in Minnesota and Wisconsin, and the proposed changes 
in the intermediate rule covering rates on forest products from 
the Pacific northwest. It has directed the cancellation of the 
schedules without prejudice to filing new ones in accordance 
with the views expressed. 





Vol. XXXV, No. 3 


The two phases in the consolidated case were presented by 
the schedules suspended in the separate cases. The first set of 
schedules proposed exceptions to the tariffs granting transit 
privileges on shipments of lumber, shingles and other forest 
products, including poles at the Twin Cities, Minnesota Trans- 
fer, St. Louis Park, Bayport, Stillwater and Duluth, Minn., and 
Superior, Wis., on traffic destined to those points from the 
Pacific northwest. The second proposed to change the inter- 
mediate rule in the application thereof. The Cedarmen’s As- 
sociation protested, averring that the proposed changes would 
materially increase the charges for making deliveries in the 
Twin Cities. That protest caused suspension. 

The schedules suspended in I. and S. No. 2265 proposed to 
change the intermediate rule to cover eastbound transconti- 
nental rates on lumber and forest products, to various destina- 
tions, including Salt Lake City. The Western Pine Manufac- 
turers’ Association protested, pointing out that the proposed 
change would increase the rates, from Klikitat, Wash., to Salt 
Lake City, from 44.5 to 57.5 cents and create many and unatu- 
thorized fourth section departures. 

Transit was granted on lumber and other forest products 
at Twin Cities to enable the shippers from the Pacific north- 
west to overcome the hump in rates at Twin Cities, in part, 
created by the operation of General Order No. 28, the effect of 
which was to leave the combination on Twin Cities 2.5 cents 
higher than the joint through rates, to points east of the Twin 
Cities. That disadvantage was accentuated by the increase of 
August 26, 1920, and not materially changed by the reduction 
of July 1, 1922. The transit was granted, at a cost of 1.5 cents 
by the Great Northern, the Soo Line and the Northern Pacific. 
It provided that lumber and forest products originating west of 
the North Dakota-Montana state line might be stopped in 
transit at Minnesota Transfer, for storage and subsequently 
forwarded to points beyond, at the joint rate from points of 
origin to ultimate destination, plus the transit charge of 1.5 
cents. The tariff was amended so as to include all points on 
the Minnesota Transfer Railway. Later dealers in the Twin 
Cities proper were given the privilege. 

Both protested changes, the Commission said, were the out- 
come of a controversy between the: railroads and one of the 
protestants as to what the existing tariffs authorized, the pro- 
testant contending that under the privilege a shipment could 
be stopped at one point within the Twin Cities-Minnesota Trans- 
fer area, for storage, and then reforwarded to another point 
within the area, at the joint rate, plus the transit charge. The 
railroads said that that could only be done by the payment of 
a switching charge. The shipper point of view was upheld by 
the Commission’s bureau of traffic, on an interpretation of the 
tariff. Under that interpretation the lumber could be forwarded 
to any point taking the Twin Cities rate, at the transit charge. 
Some points, taking the Twin Cities rate, the carriers pointed 
out, were as far as 170 miles from the transit point. 


The carriers said they intended to apply transit only on 
traffic to points beyond the transit point to which the joint 
rates were higher than the rates to the transit point. The Com- 
mission said that if the rules had been so worded, the present 
controversy would not have arisen. It said the proposed ex- 
ceptions, however, provide that the transit rules will not apply 
when both the transit point and the final destination are within 
the same general switching districts, while at the same time 
authorizing a further movement under the transit rules to 
points beyond taking the same rates as the transit point. 

“It is apparent,” said the Commission, “that to restrict the 
transit rules in accordance with the original intention would 
result in fourth section departures in many instances where the 
charges, based on the sums of the inbound rates to the Twin 
Cities and the local, or reshipping rates to destinations which 
are at a considerable distance from the Twin Cities, would be 
greater than on shipments receiving the benefit of transit priv- 
ileges at the Twin Cities and moving out at the balance of the 
joint rates from points of origin to destinations just beyond the 
points marking the dividing lines to the Twin Cities rate basis. 
Respondents might be justified in so restricting their transit 
rules as to exclude reshipments to points within the switching 
limits of the transit station on the basis of the flat joint rates 
place the transit charge, (but) no reason appears why reship- 
ments beyond such switching limits should be limited to desti- 
nations to which higher joint rates apply.” 

Shippers objected to the addition to the intermediate rule 
of the words “on the same line of railway.” They said the ef- 
fect of the clause would be to eliminate the intermediate appli- 
cation of joint rates in many instances, thus creating new and 
unauthorized fourth section departures. The Commission also 
said the question arose as to whether separately incorporated 
railroads under the sA4me management and control, the stock 
of which was held in common, would be considered to be the 
same line of railway, as, for example, the Oregon Short Line 
and the Los Angeles & Salt Lake. 

“We have frequently found that, for rate-making purposes, 
such carriers should be considered as a unit, but they do not 
so appear on the face of the tariffs,” said the Commission, just 
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prior to its finding that new tariffs might be filed in accordance 
with the views expressed by it, as to the defects in the sus- 
pended tariffs. 


BOX SHOOK REPARATION 


The Commission, in a mimeographed report on No. 13199, 
West Coast Lumbermen’s Association et al. vs. Director-General, 
Southern Pacific, on further hearing, awarded reparation to 
the Siler Mill Company, a complainant in the original case, 
77 1. C. C. 669, on shipments of box shooks, from Raymond, 
Wash., to San Francisco, and other points on the Southern 
Pacific, in California. 

Commissioner Lewis, concurring, said that the one com- 
plainant was entitled to reparation, if the claims of others 
were to be so settled. He pointed out that he dissented in the 
original report, for the reason, as he said, there was nothing 
in the original report that was persuasive that the rates were 
unreasonable. He said he was of the opinion that the case 
should be reopened for further hearing on the merits, and that, 
in the meantime, all reparation should be withheld. The case, 
he said, was reopened on the'sole issue of the right of one of 
the complainants to reparation. 


COAL CASE DISMISSED 


The Commission, in a mimeographed report on No. 13831, 
Peerless White Lime Company et al. vs. Chicago & Eastern 
Illinois et al., has found rates on bituminous coal from south- 
ern Illinois fields to St. Genevieve and Mosher, Mo., not unrea- 
sonable or otherwise unlawful except as to certain fourth sec- 
tion violations which have been corrected. It has dismissed 
the complaint. 

Commissioner Campbell dissented, saying that to him the 
rates appeared to be unreasonable, to the extent that they ex- 
ceeded $1.20 and $1.08 before and after July 1, 1922, and for the 
future, from Missouri-Illinois mines, and a rate 6 cents higher, 
the present differential, from mines on the rails of other de- 
fendants in southern Illinois. 


RATES ON PINE STUMPS 


The Commission in a mimeographed report on No. 15835, 
National Reduction Corporation vs. Director-General, found that 
charges collected on intrastate carload shipments of pine 
stumps, boughs, limbs, and wood fragments, from Mount Ver- 
non, Ala., and contiguous points to Calvert, Ala., in the period 
of federal control, were assessed without tariff authority. The 
complaint alleged the rates charged on many carloads of that 
kind of wood, shipped between July 26, 1919, and February 28, 
1920, were unjust and unreasonable, and that the charges were 
in excess of those applicable under the tariff. The stumps and 
other usually wasted wood were used in processes for the ex- 
traction of oil, rosin and turpentine. The charges were assessed 
under the minimum car charge provision of $15 per car. The 
complainant contended that one of the rules in the tariff au- 
thorized the application of lumber rates. The Commission said 
that no admissible tariff analogy could be found in the tariffs. 
It said, therefore, the charges were assessed without tariff au® 
thority. It found that reasonable charges would have been 
those which would have accrued at rates subject to carload 
minimum weights not exceeding those contemporaneously ap- 
plicable on lumber from and to the same points without regard 


to a minimum charge per car and that the charges collected 
should be adjusted on those bases. =? 


RATES ON PACKING HOUSE PRODUCTS 


The Commission, in No. 15094, John Morrell and Company 
vs. C. B. & Q. et al., mimeographed, has found unreasonable 
and unduly prejudicial the rates on fresh meats and packing 
house products, from Sioux Falls, S. D., to Lincoln, Neb. New 
rates are to be established not later than March 2. Reparation 
is to be made. The Commission found the rates were unjust, 
unreasonable and unduly prejudicial to the extent that they 
exceeded, between July 26, 1921,’ and July 1, 1922, 38.5 cents 
on fresh meats and 33 cents on packing house products, and 
between July 1, 1922, and July 15, 19238, 34.5 cents on fresh 
meats, and 29.5 cents on packing house products; that subse- 
quent to July 15, 1923, the rates on fresh meats were not and 
are not now unreasonable or unduly prejudicial, but that the 
rate on packing house products was, is, and for the future will 
be, unjust and unreasonable to the extent that it exceeded, ex- 
ceeds, or may exceed, 29.5 cents. 


STOCK AND LEASE MERGER 


The Commission, in a mimeographed report on finance 
docket No. 3332, Control of Scotts Run Railway and Monon- 
— & Ohio R. R., has granted authority to the Scotts Run 

ailway Company to issue not exceeding $1,000,000 of common 
ata stock, consisting of 10,000 shares, the stock to be used 

1 payment for the railroad property acquired. 
It has authorized the acquisition by the Monongahela Rail- 
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way Company of control of the Scotts Run by purchase of its 
capital stock and lease of its properties. In addition it has 
authorized the acquisition by the Monongahela of control of the 
Monongahela & Ohio Railroad Company by the purchase of its 
capital stock. Commissioner Eastman dissented. 

The Commission said that control of the Scotts Run and 
of the Ohio and operation of other properties by the applicant, 
as proposed, would result in substantial economies, greatly facili- 
tate the interchange of traffic at Randall, Pa., where the Scotts 
Run line connects with the line of the applicant. The line of 
the applicant extends from Brownsville, Pa., to Fairmont, W. Va. 
The Scotts Run line extends from Morgantown to a point on 
the boundary between West Virginia and Pennsylvania. From 
Morgantown to Randall, a distance of about three miles, the 
road is a trolley line. The other part of it is a standard gauge 
steam line. 

A protest was filed on behalf of the Morgantown & Wheel- 
ing. The property of the Scotts Run was formerly a part of the 
Morgantown & Wheeling. It was sold to the Scotts Run under 
foreclosure proceedings. The protestant alleged the applicant 
or persons connected with it had entered into a conspiracy 
against the Morgantown & Wheeling and that the anti-trust laws 
had been violated. The Commission said the record showed 
that these matters had been and are being presented to the 
proper courts and that it had to assume that justice between 
the parties would be done by the respective courts which alone 
had jurisdiction to decide the questions. 

After reviewing facts about the contest for the property 
Mr. Eastman said: 


The deductions from these facts seem to me quite plain. 
The territory served by the erstwhile Morgantown & Wheeling is 
richly supplied with coal of fine quality. The road has an excel- 
lent strategic location and promising traffic possibilities. It has 
been prevented from developing these possibilities by the hostility 
of its connection, the Monongahela, which is under the joint con- 
trol of the Pennsylvania and the New York Central. This hos- 
tility culminated in acts which seem to me to have been not only 
high-handed but of a downright unlawful character. By reason 
of these acts the road has been driven into the possession and 
control of the Monongahela. We are now asked to sanction the 
result of this, as I believe, unlawful persecution and to turn the 
railroad over to the Monongahela with a capitalization in excess 
of its original cost and guaranteed dividends of 6 per cent. 
can not believe that it is in the public interest that we should 
lend our approval, either directly or indirectly, to persecution and 
contempt for law. In my judgment, the application should be 
dismissed. 





TRACKAGE CONTRACT REQUIRED 


In a mimeographed report, on further hearing, on finance 
docket No. 3229, acquisition of line by Bonhomie & Hattiesburg 
Southern, the whole Commission has issued an amended cer- 
tificate and order of public convenience and necessity author- 
izing the Bonhomie & Hattiesburg Southern to acquire and 
operate the so-called Hattiesburg branch, owned by the Gulf, 
Mobile & Northern, lying between Beaumont and Hattiesburg, 
Miss., a distance of about 26 miles. The certificate is granted 
subject to the condition that the Bonhomie and the Gulf, Mo- 
bile & Northern enter into contracts with the Mississippi Cen- 
tral, granting the latter trackage rights between the termini 
of the branch, upon just and reasonable terms, for not less 
than five years; and that the so-called Natchez route be main- 
tained, for the life of the contract. 


The Commission said that if the three companies were unable 
to agree upon the terms and conditions of “such traffic agree- 
ments,” or concerning: any matters pertaining to the mainte- 
nance of the Natchez route during the period specified, a sup- 
plemental petition might be filed in this proceeding. 


In the first report, made by Division No. 4, 90 I. C. C. 448, 
the Commission approved the acquisition and operation of the 
branch by the applicant subject to certain conditions, which 
are to be modified somewhat. 


Upon petition of the Mississippi Central, which has track- 
age rights over the branch, and the Hattiesburg Chamber of 
Commerce, the proceeding was reopened, further hearing and 
argument had. The interest of Hattiesburg was the mainte- 
nance and operation of the so-called Natchez route, in which 
the Mississippi Central was a party and the continuance of 
which it was feared would be placed in jeopardy by the trans- 
fer of the branch from the Guif to the Bonhomie & Hatties- 
burg Southern, in which there is a big lumber interest. The 
fear about the continuance of the route was caused, in part 
at least, by the fact, as alleged in the report, that the Gulf 
had given the Central notice that the contract for trackage 
rights would end on August 15, 1924. The Tatum lumber in- 
terests, the report said, caused the applicant to be organized 
in September, 1923, to acquire and operate the branch, which 
the report said had been operated at a loss. 


The Commission said the applicant, if permitted to acquire 
and operate the branch, would be willing to give the Missis- 
sippi Central trackage rights from Hattiesburg to Beaumont. 
The Central said it could not continue its operation on the 
branch under the terms proposed, except at a loss. The Com- 
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mission said the evidence on that point, however, was not 
convincing. 

At the argument it was urged that the acquisition did not 
come within the provisions of paragraph 18 of section 1 and 
that, therefore, the petition should be dismissed. The Com- 
mission thought it had jurisdiction. It said that all parties 
were agreed that the continuance of the Natchez route woul 
be in the public interest. . 

Chairman Aitchison wrote a dissenting report in which 
Commissioners Campbell and McManamy joined. Commis- 
sioner Hall also wrote a dissent in which Commissioner Eastman 
expressed general agreement. The chairman pointed out what 
to him seemed the impossibility of requiring the observance 
of the conditions. He said that the applicant, in this case, pro- 
posed to reverse the process heretofore proposed by carriers 
invoking the power of the Commission to permit acquisition. 
It proposed, he said, to inject an additional short line carrier, 
break up what was a through route and what might be main- 
tained as a through route. Under that, he said, what was now 
a one-line haul, from Shreveport to Mobile and what would 
be a two-line haul if the Gulf resumed operation of the branch, 
would become a three-line haul. The undesirability of transfer 
of a railroad from an independent, bona fide carrier, to the 
principal shipper, the Tatum lumber interest, he said, was too 
obvious to require elaboration. 

Commissioner Hall made the point of no jurisdiction over 
a case of this kind, unless there should result abandonment 
of operation. Continuing, he said: 


And I might add that the public convenience and necessity which 
require that this branch line of a long established public servant 
should be turned over to the brand-new creature of a lumber in- 
dustry are not readily to be discerned. The process savors more 
of dismemberment or disintegration than of growth, and is not 
conducive to adequacy of service. 


BROTHERHOOD RAILROAD CASE 


With Commissioner Potter dissenting, Division No. 4, com- 
posed of Meyer, Eastman and Potter, has found, in finance 
docket No. 3472, mimeographed, that the public convenience 
and necessity do not require the operation of a railroad in 
interstate commerce, by the Coal River & Eastern, the Brother- 
hood of Locomotive Engineers’ enterprise, from Ashford to 
Warren S., in Boone county, West Virginia. Application for a 
certificate to construct and operate, therefore, has been denied. 

A like finding has been made in respect of the application 
of the same company, as to a line from Seth to Prenter, also 
in Boone county. But the case, in so far as that line is con- 
cerned, has been held open pending further negotiations be- 
tween the shippers concerned, chiefly, of course, the Brother- 
hood mining company, and the Chesapeake & Ohio, looking to 
the acquisition of that line and operation by the trunk line, 
the finding of the division being that the operation of that line 
is necessary, but that the Chesapeake & Ohio can perform 
the service more economically and that the trunk line should 
be given an opportunity to acquire and operate. 

Commissioner Potter, in his dissent, said the obvious de- 
sire of the Chesapeake was to force the owners of the lines 
to turn them over to it, for operation, under an arrangement, 
which, seemingly, would not safeguard the investment in the 
lines. The denial of a certificate, he said, would strengthen the 
Chesapeake in its negotiations and that that was, seemingly, 
what the Chesapeake desired to accomplish by its opposition. 

“We should not exercise, or refuse to exercise, our author- 
ity in order to serve such purpose,” said he. 


The plan of the Brotherhood railroad company calls for the 
operation of two short lines. While the application in finance 
docket No. 3472 calls for a certificate to construct and operate, 
division No. 4, in its report, says the lines are constructed and 
that the authority desired is merely to operate them. 

One road, designated as the Laurel Fork, extends from 
Seth to Prenter, a distance of approximately 11 miles. The 
other, known as the Lick Creek line, extends from Ashford to 
Warren S., a distance of about two miles. The application 
also calls for retention of the excess earnings, if any. 

Objection to a grant of the certificate, the report said, was 
made by the Chesapeake & Ohio. West Virginia state authori- 
poe the report said, had made no representations on the sub- 
ect. 

The Coal River & Eastern Railway Company, the applicant 
said, was organized, in November, 1923, in the interest of the 
Coal River Collieries Company. That company, the report says, 
is operating the two lines, not physically connected The two 
lines connect with the Coal River district main line of the 
Chesapeake & Ohio. The junction points are about twelve miles 
apart. The Laurel Fork was originally built as a logging road 
by a coal company. That lumber company leased it to the 
Collieries company, which at the same time leased about 5,300 
acres of coai land from the coal company. The Collieries com- 
pany lease, according to the report, is subject to the right of 
use granted to the Leatherwood Lumber Company. The Leather- 





Vol. XXXV, No. 3 


wood contract, made in 1918, -is subject to termination on 60 
days’ notice, in the event the lessor desires to Sell the line 
to a common carrier. The proprietary coal company, the Fed- 
eral, has agreed to transfer the line to the Coal River & East- 
ern, subject to the right of way to certain coal land, subject 
also to the Leatherwood contract, and subject to certain oil 
and gas leases. The Lick Creek line was constructed by the 
Collieries company after the Laurel Fork was leased from the 
coal company. 

Prior to April, 1924, the report says, approximately $506,- 
000, much of it, apparently, for renewals and replacements, 
according to the report, was spent on the construction of the 
lines. The cost of reconstruction, the report says, as of October 
4, 1923, was given as $529,296. The equipment to be acquired, 
the report said, consisted of two locomotives, one of which 
could be used only for relief purposes, and two secgnd-hand 
flat cars, of a total estimated value of about $25,000. 

The fact was brought out in this report that the company 
had filed an application to issue $500,000 of bonds and $1,000,000 
of common stock. The bonds and $250,000, it says, are to be 
given to the Collieries company for the lines, as they stand. 
The remainder of the stock is to be offered to individual in- 
vestors through the Brotherhood Investment Company and the 
proceeds expended in the development of the property, $100,000 
immediately for rehabilitation and completion of track, grading, 
and depots and yards. It is estimated that in the first five years 
after the beginning of operation between $500,000 and $600,000 
will be added to the investment and, the report adds, the testi- 
mony is that it will take approximately the same amount to 
develop yards sufficient to care for the tonnage expected to be 
developed. 

The enterprise is ascribed to the Brotherhood because the 
Brotherhood of Locomotive Engineers owns 51 per cent of the 
investment company’s stock and 51.4 per cent of the stock of 
the Brotherhood of Locomotive Engineers’ Co-operative Bank. 
Neither the Brotherhood, as an organization, nor the bank, gays 
the report, own any of the stock of the Collieries company, 
which is held, for the most part, by individual members of 
the Brotherhood. The stock of the bank, not held by the 
Brotherhood, as an organization, is held, for the most part, by 
its individual members. The Coal River & Eastern’s stock is 
to be sold to individuals, through the investment ‘company, 
“most of it, doubtless,” says the report, “to members of the 
Brotherhood.” The testimony, however, is that the stock’ in 
the Collieries company is not held by the same individuals or 
by individuals in the same proportion as stock in the bank or 
investment company and that the same will be true as to the 
stock of the Coal River & Eastern. 

The Chesapeake & Ohio, the report says, opposes the grant 
of the certificate on the ground that there is no public need for 
the operation of the line in interstate commerce and that the 
lines are spur tracks no different from hundreds of similar 
facilities owned and maintained by mining companies located 
off the Chesapeake’s right-of-way in West Virginia and Ken- 
tucky, served by it. The Chesapeake contended that if the 
certificate were granted the applicant would. be in a position 
toademand that the trunk line extend its Kanawha district coal 
rate to the mines owned by the Collieries and obtain a division 
of that rate. The effect, the trunk line argued, would be to 
transfer from the Collieries company to the Chesapeake not 
only the expense of moving empty and loaded cars to and from 
the mines, but also the burden of the investment of the lines, 
which, it was contended, should be and ordinarily, would be, 
borne by the owners of mines located on the right-of-way. It 
argued that where coal mining companies, generally because 
of cheap coal, elected to open mines off the carrier’s right-of- 
way and invest in railroad facilities, such facilities, were just 
as necessary adjuncts to the mines as were the railroads con- 
necting them with the tipples; and that it was against public 
policy to permit the burden of the investment in railroad fa- 
cilities to fall upon the shipping public. 


The division said two questions were presented by the ap- 
plication: First, whether the lines were spurs and therefore 
not subject to its jurisdiction; and, second, if the lines might 
properly be considered as segments of a main line, whether 
the public convenience and necessity required that they be 
operated by the applicant in interstate commerce. The other 
contentions of the Chesapeake, it said, would be considered 
only in so far as they were pertinent to a determination of the 
two questions set forth. 

It held the lines were not spurs. It said the lines, if op- 
erated as proposed by the applicant, would be segments of its 
main line. The Lick Creek, if built by and for the use of the 
Chesapeake, would be classed, ordinarily, as a spur. It said 
the Chesapeake was operating, as spurs, any lines, comparable 
in length to the Lick Creek. It said while the bulk of the 
Laurel Fork would be coal, the record showed it would have 
an appreciable traffic other than coal, serving as it would, two 
or three villages or settlements. In addition to serving two 
large mines of the Collieries, it would serve an independent 
plant affording some traffic and possibly some timber operations 
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January 17, 1925 


at two of the settlements where the applicant proposed to estab- 
lish stations. 

The division said there were negotiations looking to the 
operation of the lines by the Chesapeake & Ohio, but that they 
failed when inspection showed the lines not up to the standard 
demanded by the Chesapeake for safe operation. A little ex- 
penditure, the report says, would put the Lick Creek into con- 
dition for safe operation and about $200,000 to bring the Laurel 
Fork to that condition. The collieries company said that that 
proposal was unfair, because it would throw the burden of 
affording railroad facilities upon it and that such burden had 
not been put upon other mining companies; that the Chesa- 
peake had built numbérless branches to serve coal mines off 
its right-of-way and that it performed common carrier service 
over them in no way differing from that which would be re- 
quired over the lines here involved. It was urged that the 
other mines and industries on the lines in question could not 
be denied common carrier serivce without introducing a dis- 
crimination against such shippers and preference to other mines 
and other industries served by the Chesapeake; and that the 
applicant had the right to make the necessary investment to 
afford the service required and was entitled to a fair return 
on its investment. 


The division said the operation of the Lick Creek, as pro- 
posed by the Chesapeake, would adequately serve the mine 
at Warren S. and, so far as appeared, would not result in dis- 
crimination against the interested shipper. It said it believed, 
however, that sufficient showing had been made to warrant the 
conclusion that such operation of Laurel Fork line would not 
adequately serve the needs of the public and would result in 
discrimination against the principal shipper. It said it did not 
necessarily follow that the acquisition and operation of the 
Laurel Fork by the applicant was necessary to furnish the 


required service. In disposing of that phase of the subject the 
division said: 


Various provisions of the transportation act evidence an intent 
to bring about economies in transportation. Such is the purpose 
of the major provisions of that part of the act amending section 5 
of the Interstate Commerce Act. The independent operation of 
numerous short lines is not conductive to economies in transporta- 
tion. Moreover, the expense of maintaining the separate organiza- 
tion of an independent carrier is considerable and adds to the general 
burden of the shipping public. Wherever possible needed transporta- 
tion facilities should be furnished by existing carriers. This is 
especially true where, as in the case under consideration, the line 
which it is proposed to operate in the interstate commerce will 
serve merely as a branch or feeder for an existing carrier. In such 
ease the service should be furnished by the existing carrier and a 
certificate should be issued to a new and independent corporation 
only after a showing that proper and adequate service can not be 
obtained through existing carriers. 


The facts of record indicate that the investment necessary for 
the Chesapeake to make in the Laurel Fork to give the service 
needed would not exceed 50 per cent of the investment which the 
applicant proposes to make in the line and in equipment. The 
method employed by the Chesapeake in the operation of its branches 
is much more economical than that which the applicant proposes. 
Under the circumstances service to the shippers on the Laurel Fork 
should be furnished by the Chesapeake; but, in view of the evi- 
dence as to branch lines owned by the Costegeone and built primar- 
ily to serve coal mining operations, the shippers should not, in 
a case like this, be required to carry the burden of investment 
in facilities. Before the applicant is permitted to operate the Laurel 
Fork in interstate commerce the Chesapeake should be given a 
further reasonable opportunity to buy the line and furnish the 
required facilities and service as it has been doing in numerous 
similar cases and further showing should be made herein that the 


Chesapeake has failed or refused to avail itself of the opportunity 
thus afforded. 


In his dissent Commissioner Potter said: 


The Laurel Fork and Lick Creek lines have been constructed, 
and large expenditure has been made thereon, although additional 
expenditure seems to be required. ‘They serve, and are needed to 
serve, existing coal mines which have plans to increase their out- 
put, and other industries. The operation of the lines in interstate 
commerce is essential, in order that these industries may be carried 
on. The investment is substantial. To deny interstate transporta- 
tion would be to destroy investment. Our decision may not be 
influenced by the length of the lines, although if needed, the shorter 
they are the better for the public. The Chesapeake, in opposing 
the granting of the application, urges that there is no need of the 
operation of the lines in interstate commerce, and that if they are 
needed, they should be operated by the Chesapeake. ‘The obvious 
desire of the Chesapeake is to force the owners of the lines to turn 
them over to the Chesapeake for operation under an arrangement 
which seemingly would not safeguard the investment in the lines. 
A denial of a certificate would strengthen the Chesapeake in its 
negotiation and that is soomming: what the Chesapeake desires to 
accomplish from its opposition. e should not exercise, or refuse to 
exercise our authority in order to serve such purpose. If there is 
not public need for the operation of the lines, the Chesapeake could 
not be required to take them over. If there is such need, the 
applicant is entitled, as a matter of right, to demand a certificate 
and we have no discretion in the matter. Where conditions which 
the law contemplates exist power to grant authority is mandate 
to exercise it. e may not prevent the exercise of a right as a 
jheans to force something we desire. In view of the fact that the 
anes have been constructed and that tonnage dependent upon them 

as been developed, there is sufficient showing of public need. The 

applicant is entitled to a certificate. Only by the issuance of 2 
fprtificate can the investment be protected and can the owners of 
the line be put in position where they can demand from the Chesa- 
Peake an arrangement that will protect them. We should not lend 
ourselves as an instrument so to cripple these lines that the Chesa- 
Peake can asgaylt them with impunity. 
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FINANCE APPLICATIONS 


The receivers of the Chicago & Alton have applied to the 
Commission for authority to issue $1,000,000 of receivers’ cer- 
tificates, the proceeds from which are to be used to make a set- 
tlement with the Director-General, of accounts arising out of 
federal control. The Railroad Administration, some time ago, 
announced that a settlement had been made. The settlement 
provides for a discontinuance of the litigation in the Court of 
Claims and withdrawal of the application by the Alton for a 
board of referees appointed by the Commission to recommend 
the terms of a settlement to be made in the name of the 
President. 

The Norfolk & Western has asked for authority to extend 
its line by purchase of the railroad and the bridge of the Ker- 
mit-Warfield Bridge Company, in Mingo county, West Virginia, 
for $97,473, from funds in its treasury. The bridge spans the 
Tug Fork of the Big Sandy. It has also asked for permission 
to lease, for fifty years, the railroad and bridge of the Buck 
Creek Railroad Company, in Martin county, Kentucky, across 
the dividing line from Mingo county, West Virginia. 

Application has been made by the Alton & Eastern to ac- 
quire and operate that part of the Chicago, Peoria & St. Louis 
extending from Grafton to East St. Louis, Ill., a length of about 
thirty-eight miles. The applicant proposes to pay for the rail- 
road property with its own stock. 

The Chicago & Western Indiana has asked permission to 
amend its first and refunding mortgage and the bonds issued 
thereunder, under the terms of the mortgage, and to increase 
the amount of the bonds issued. It is said to be necessary for 
the company, owning terminal property in Chicago, to raise 
about $9,500,000. It is therefore proposed to sell new bonds at 
5.5 per cent interest rate at not less than 93 per cent of par to 
retire some bearing interest at the rate of 7.5 per cent and to 
increase the amount outstanding to take care of the necessary 
financing operations. 

The Huntingdon and Broad Top Railroad & Coal Company 
has asked permission to extend the maturity date of bonds is- 
sued by it under its mortgages, from February 1 and April 1, 
1925, their present due dates, to April 1, 1940. That is to be 
done by the issuance of interest coupon sheets, to the holders 
of the bonds. 

Authority to acquire the property of other telephone com- 
panies has been requested by the Cumberland Telephone & Tel- 
egraph Company. It desires to buy the property of the Sun for 
$155,740, the Southern for $90,000, and the Stantonville for $14,- 
260. The companies, the property of which is to be bought, 
operate facilities in Tennessee, Alabama and Mississippi. 

The Mountain States Telephone & Telegraph Company 
has asked permission to buy the properties of G. E. Allen, in 
Lordsburg and Duncan, Ariz., in Hidalgo and Greenlee counties 
with a view to a single operation. 

The Fort Wayne Union Railway Company has applied for 
authority to issue and sell $136,000 of general mortgage, 6 -per 
cent, gold bonds, for the purpose of financing in part construc- 
tion and completion of its railroad and facilities, in Allen county, 
Indiana. The company proposes to sell the bonds in equal 
amounts to its proprietary companies, the Nickel Plate, New 
York Central, Pennsylvania and Wabash, at par for cash. 

The Interstate Railroad Company has applied for authority 
to issue $183,265.78 of capital stock, to be sold at not less than 
par and the proceeds used for paying for equipment, improve- 
ment of facilities, etc. The applicant said the Virginia Coal & 
Iron Company, which owns the stock of the Interstate, no 
doubt would purchase the stock at par if no other purchaser 
could be found therefor. 

The Portland Southern has applied to the Commission for 
authority to issue $25,000 five-year 6 per cent first mortgage 
and $175,000 of six-year 6 per cent second mortgage bonds and 
sell them at not less than 90 per cent of par. It desires funds 
to take care of about $65,000 of maturities in the near future 
and to extend its tracks about nine miles into the forest of 
Clackamas county, Oregon, with a view to bringing logs from 
the woods to Portland, Ore. 


UNCONTESTED FINANCE CASES 

The West Clarion Railroad Company has been authorized 
to abandon, as to interstate and foreign commerce, a part of 
its line in Jefferson county, Pennsylvania, extending from a con- 
nection with the Ridgway & Clearfield Railroad in the borough 
of Brockwayville, to the West Clarion mines, in Snyder town- 
ship, a distance of approximately 3 miles. 

The Port St. Joe Dock & Terminal Railway Company has 
been authorized to sell not exceeding $62,000 of first mortgage 
6 per cent bonds at not less than par. 

The Commission has authorized the Reading Company to, 
assume obligation and liability in respect of $8,000,000 of Reading 
Company equipment trust certificates. They are to be sold 
for not less than par. ‘ 

The Great Northern has been authorized to have issued 
by the First National Bank of New York City $4,250,000 of 
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equipment trust certificates and to sell them at not less than 
96 per cent of par and accrued dividends. 

The Interstate Railroad Company has been authorized to 
issue $173,500 of capital stock to be sold at par. 

The Lake Tahoe Railway & Transportation Company has 
been authorized to issue $35,000 of one-day promissory notes 
for the purpose of providing funds to pay interest on bonds 
and for working capital. 

The Chicago & Alton has been authorized to issue $1,000,000 
of 5% per cent receiver’s notes, to be sold at par and accrued 
interest. 

The Rio Grande Eastern Railway Corporation has been 
authorized to issue $100,000 of common capital stock and $200,- 
000 of first mortgage bonds. 


COMMISSION ORDERS 


The Commission has modified its order of October 17, 1924, 
in No. 14528, Athletic Mining & Smelting Company vs. K. C. S. 
Ry. et al., so as to make it effective on January 15, upon one 
day’s notice. a 

The Greater Des Moines Committee has been permitted to 
intervene in No. 16270, Board of Railroad Commissioners of 
the State of South Dakota vs. C. & N. W. Ry. et al. 

The City of Newburyport, Inhabitants of the Town of Lynn- 
field, the Town of Wakefield, the Town of Groveland, the Town 
of West Newbury, the Town of Danvers, the Town of George- 
town, the Town of Boxford and the City of Peabody, communi- 
ties in the state of Massachusetts, have each been authorized 
to intervene in the “Commission’s proceeding in Finance No. 
4477, in the matter of application of the Boston & Maine Rail- 
road for certificate permitting abandonment of its so-called New- 
buryport branch. 

The Southern Hardwood Traffic Association, W. P. Brown & 
Sons Lumber Company, Jerome H. Sheip, Inc., Mobile River Saw 
Mill Company, Headley Pine Company, McClure Pine Company, 
A. F. Schantz, J. M. Hemphill Lumber Company, Jackson Mill 
Company, The Scotch Lumber Company, and the Frost-Sibley 
Lumber Company have all been permitted to intervene in No. 
16383, Adams-Bank Lumber Company et al. vs. Aberdeen & 
Rockfish R. R. et al. 

The Big Horn Collieries Company, The Owl Creek Coal 
Company, and The Colorado and New Mexico Coal Operators’ 
Association have each been authorized to intervene in No. 16458, 
Sheridan-Wyoming Coal Company vs. C., M. & St. P. Ry. et al. 

The Board of Railroad Commissioners of the State of North 
Dakota has been permitted to intervene in No. 16502, Board of 
R. R. Commissioners of South Dakota vs. C. & N. W. Ry. et al. 

Upon the petition of the defendant, New York, New Haven 
& Hartford Railroad Company, the proceeding in No. 14971, 
Victor Petertyl vs. N. Y. N. H. & H. R. R. et al., hag been re- 
opened for oral argument. 

The Commission has denied the protestant’s request for 
rehearing or argument in I. and S. No. 2153, sand and gravel 
from Missouri points to St. Louis, Mo., for beyond. 

The complainant’s petition for reopening, rehearing and 
reargument in No. 13229, Spencer Kellogg & Sons, Inc., vs. 
D. L. & W. R. R. et al., has been denied. 


The Commission has denied the defendants’ petition for 
rehearing and reconsideration of No. 13784, Crawford & Sa- 
bastian Company vs. C. R. I. & P. Ry. et al. 

The North Carolina Pine Association, Inc., has been per- 
mitted to intervene in No. 16457, New Jersey Lumbermen’s 
Committee vs. A. C. L. R. R. et al. 


The Western Union Telegraph Company has been permitted 
to intervene in the proceedings in Val. Dkt. No. 393, in re 
valuations of the Washington Southern Railway Company and 
the Potomac Railroad Company. 

The Wausau Fibre Company and Tomahawk Kraft Paper 
Company have been authorized by the Commission to intervene 
in No. 16226, Omaha Chamber of Commerce-Traffic Bureau vs. 
Aberdeen & Rockfish R. R. et al. 

The Southern Agricultural Chemical Corporation has been 
permitted to intervene in No. 16459, National Zinc Company, 
Inc., vs. A. & V. Ry. et al. 

The Kansas City Live Stock Exchange has been permitted 
to intervene in No. 16285, White Provision Company vs. A. B. 
& A. Ry. et al. . 

The petition of E. B. Finnegan, general freight agent for 
Chicago, Milwaukee & St. Paul Railway, for a postponement 
of the effective date of Fourth Section Order No. 8846, Lumber 
to C. F. A. territory, has been denied. 

The proceeding in No. 15682, Missouri-Kansas-Texas Rail- 
road Company vs. Kansas City Terminal Ry. Co., has been re- 
opened for further hearing. 

The Commission’s proceeding in No. 13583, Burroughs Add- 
ing Machine Company et al. vs. Michigan Central R. R. et al., 
has been reopened for further hearing. 

The Commission has denied the respondents’ petition for re- 


hearing in I. and S. No. 2154, classification rating on automobile 
fenders. 
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The petition for rehearing filed by the complainant in No. 
14248, M. Bortz Company et al. vs. Ann Arbor R. R. et al., has 
been denied. 

Upon therequests of the respective complainants, the Com- 
mission hag dismissed the complaints in the following cases: 
No. 11137, A. Arena & Co. et al. vs. Director-General et al.; 
No. 14581, White Oil Corporation et al. vs. Director-General et 
al.; No. 15695, Railroad Commissioners of Florida vs. A. C. L, 
R. R. et al.; No. 15756, R. L. Gould & Co. vs. N. Y. C. R. R. 
et al.; and No. 15956, Hartwell & Lester, Inc., vs. B. & L. E. 
R. R. et al. 

Upon receipt of advice that the respective complaints have 
been satisfied, the Commission has dismissed its proceedings in 
the following: No. 15371, F. J. McGuire vs. S. A. L. Ry.; No. 
15500 (and Sub-Nos. 1 and 2), Summittville Drain Tile Co. 
vs. C. C. C. & St. L. Ry., Director-General, et al.; No. 15971, 
Spokane Merchants’ Association vs. Amer. Ry. Express Co.; 
and No. 16055, West Virginia Pulp & Paper Company et al. vs. 
B. & M. R. R. et al. 

The Commission has also dismissed the complaint in No. 
14492, Fall River & Norfolk S. S. Company vs. S. A. L. Ry. et al. 

Through an amendatory order in No. 13413, automatic 
train-control devices, the Delaware, Lackawanna & Western 
Railroad Company has been authorized to install an automatic 
train stop or control device upon that portion of its line be- 
tween Elmira, N. Y., and East Buffalo, N. Y., in lieu of the 
installation required in the Commission’s original order, and 
such installation to be effective July 1, 1925. 

The Commission has discontinued its proceeding in I. and 
S. No. 1842, rules, regulations and charges for protective service 
on perishable freight, upon the withdawal of the petition for 
further hearing filed by the Missouri & North Arkansas Railway. 


PETITIONS FOR REHEARING, ETC. 


The Southern Railway Company and Alabama Great South- 
ern Railroad Company have asked the Commission to issue a 
supplemental order in No. 9560, Meridian Traffic Bureau vs. 
Southern Ry. et al., and I. and S. No. 1372, Meridian rate case. 

The Great Lakes Transit Corporation, respondent in No. 
14548, a case involving the competition of Canadian vessels with 
American ships in rail-lake-and-rail movements between points 
in the United States, has asked for a reopening for the purpose 
of taking certain evidence. 

. The complainant in No. 15754, the Jos. Gentile Co. vs. 
Amer. Ry. Express Co., has petitioned the Commission for a 
modification of its report therein. 

The Detroit & Western Railway and Wabash Railway, 
through their attorney, L. H. Strasser, have filed a petition with 
the Commission asking for a modification of the report and 
order entered in I. and S. No. 2207, switching at Detroit, Mich. 

The Erie Railroad Company has filed a petition in No. 
14829, American Linseed Company vs. Erie Railroad, asking 
for reopening and reconsideration. 


DAVENPORT SWITCHING CASE 


The Commission, on petition of the Davenport, Rock Island 
& North Western, has instituted No. 16551, intermediate switch- 
ing at Davenport, Ia. It has consolidated the new case with No. 
15536, Clinton, Davenport & Muscatine Railway Co. vs. Daven- 
port, Rock Island & North Western, for hearing at such time 
and place as may hereafter be directed. 

The petitioner alleged that the Iowa railroad commission- 
ers, by order, requiring it to maintain and apply a charge of 
$2.25 per car for switching Iowa intrastate carload freight be- 
tween its track connection with the Clinton, Davenport & 
Muscatine, at or near Mound street, and its track connections 
with other lines at Davenport, which charge was lower than 
the one applied and maintained by the petitioner for switch- 
ing interstate carload freight between the same points. It said 
that observance by it of the order of the Iowa commissioners 
caused unjust discirimination against interstate commerce, un- 
due and unreasonable prejudice against persons and localities 
in interstate commerce and undue and unreasonable preference 
of persons and localities in intrastate commerce. 


RECOVERY OF EXCESS INCOME 


The Commission has instituted, in finance docket No. 3633, 
an inquiry into the excess income of the Bessemer & Lake 
Erie Railroad Company. It has assigned the inquiry for hear- 
ing April 13, at Washington, before Examiner Frank A. Law, JI. 

An inquiry into the excess income of the Union Railroad 
Company (of Pennsylvania) has been instituted in finance 
doocket No. 3966. Hearing is to be had.in the matter April 
13, at Washington, before Examiner Frank A. Law, Jr. 

The Commission has initiated, in finance docket No. 3926, 
an inquiry into the excess income of the Louisiana & Pacific 
and set the matter down for hearing before Examiner Arthu' 
Van Meter, at Washington, September 8. 
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RECOMMENDS APPROVAL 


In a report on finance docket No. 4092, Construction of 
Line by Quebec Extension Railway Company, Examiner H. C. 
Davis has recommended a finding that the present and future 
public convenience and necessity require the construction by 
the applicant of a railroad in Aroostook county, Maine. He 
also recommended that the request for permission to retain the 
excess earnings be granted. 

The proposed railroad would be in an undeveloped part of 
Maine, and would extend from a connection with the Aroostook 
Valley Railroad, at Washburn, in a general westerly direction 
to the western boundary of Maine, a distance of 112 miles, all, 
however, in Aroostook county. The governor of Maine, Mr. 
Davis said, had recommended grant of the application. The 
Public Utilities Commission advised the federal body that its 
predecessor, as long ago as December, 1913, approved the loca- 
tion of the proposed line. 

There was some objection, however, to the grant of this 
certificate and a public hearing was held by the federal and 
state commissions at Augusta, Me. 

The purpose in building the railroad is to get out pulp- 
wood and other forest products. It was represented to the 
Commission that by proper methods of lumbering, the forest 
tract through which the railroad would run could be made a 
continuing source of supply and that at the end of fifty years, 
the amount of merchantable lumber and pulpwood in the area 
would be greater than at present. 

The applicant proposes to finance the project by issuing 
forty year first mortgage 5% per cent bonds at the rate of 
$30,000 per mile, and by the sale of capital stock. Its author- 
ized capital stock is $4,000,000, of which, the examiner 
said, none had been issued. No application to issue, Mr. Davis 
said, had been made. 

The president of the applicant controls both the applicant 
and the Aroostook Valley Company, with a line of which the 
proposed railroad would connect. The proposed line would 
also connect on the west with the Quebec Central at or near 
Frontier. The applicant said that the construction of the line 
would make possible a much shorter and quicker through route 
between northern New York and points west thereof on the 
one hand and northern Maine points on the other and would 
shorten the distance between Montreal and Aroostook county 
points by 150 miles. 


The combined Quebec extension and Aroostook Valley, the 
examiner said, would connect at both ends with the Canadian 
Pacific. The Canadian Pacific, he said, proposed to guarantee 
the interest on the bonds of the new company as it now guar- 
anteed the interest on the bonds of the Aroostook company. 
The Candian Pacific also supplies the Aroostook company with 
cars for other than local use under an agreement that the 
Aroostook company shall not have through routes or joint rates 
with, or deliver traffic to, any railroad other than the Canadian 
Pacific unless required to do so by law or with the consent of 
the Canadian company. The testimony was that the Canadian 
Company would take one-third of the capital stock when issued 
by the applicant. The agreement to guarantee interest, which 
the examiner said was provisional, would be limited to a prin- 
cipal amount of $30,000 per mile. The Canadian Pacific was 
also represented as agreeing to provide, for the proposed line, 
cars for other than local use. 


LOUISIANA RATES CONDEMNED 


Attorney Examiner F. C. Hillyer, in No. 16164, Natchez 
Freight & Traffic Bureau vs. Missouri Pacific et al., has recom- 
mended the abolition of rates on grain and grain products and 
cotton seed meal and hulls, less than carloads, between points 
in Louisiana, prescribed by the Louisiana Commission on the 
ground of undue discrimination against interstate commerce and 
undue preference of intrastate commerce within Louisiana. He 
said the Commission should enter an order requiring the rail- 
roads to remove the undue prejudice. 

_ The present less than carload rates on the commodities men- 
tioned, from Natchez to points in Louisiana west of the Mis- 
Sissippi River, are class rates governed by the Western Classi- 
fication and prescribed by the Commission in Natchez Chamber 
of Commerce, vs. L. & A., 52 I. C. C. 105, plus the inflations and 
deflation of 1918, 1920 and 1922. The present less than carload 
rates on these articles between points in western Louisiana are 
Specific commodity rates prescribed by the Public Service Com- 
Mission of Louisiana and are based upon 150 per cent of the 
carload commodity rates prescribed by the federal Commission, 
for application interstate and intrastate in the Natchez case, 58 
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. = Pig - and the Memphis Southwestern Investigation 77 
According to the report, the Louisiana Commission and 
Louisiana civic and commercial organizations intervened in the 
case caused by the complaint of the Natchez organization, but 
Mr. Hillyer said, the Louisiana organizations, the carriers and 
the competing cities in Louisiana all agreed that the rate situa- 
tion was responsible for the elimination of Natchez as a com- 
petitor in this territory and that they and all the parties to the 
proceeding agreed that the situation ought to be corrected by 
placing Natchez on the same relative basis of rates as might 
apply now or which might properly be applied from the compet- 
ing Louisiana points to the same general area. In the circum- 
stances, Hillyer said, it was unnecessary to develop further the 
facts of record which proved the allegations of undue prejudice 
against Natchez and undue preference of Louisiana intrastate 
traffic. Under the order recommended by the examiner, the 
carriers will be able to apply the higher interstate rate basis. 


FEDERAL CONTROL OIL RATES 


In a report on No. 15069, Continental Oil Company vs. Di- 
rector-General, and Wyoming Railway Company, Examiner 
Bronson Jewell said the Commission should find the joint fifth 
class rates from Casper to Buffalo, Wyo., were applicable on 
the complainant’s shipments on petroleum products from Casper 
to Buffalo and that prior to August 13, 1918, were unreasonable 
to the extent they exceeded the contemporaneous aggregate 
of intermediates and that on and after that date they were 
unreasonable to the extent they exceeded the combinations re- 
suling after modifying and changing the intermediate rates for 
segments of the same movement under the tariff rule discussed 
in Sligo Iron Store Co. vs. Western Maryland, 62 I. C. C. 648. 

The report also covers the following: No. 15069 (Sub-No. 
1), Same vs. Director-General, and Washington, Idaho & Mon- 
tana Railway Company; No. 15069 (Sub-No. 2), Same vs. Di- 
rector-General, and San Luis Southern; No. 15069 (Sub-No. 3), 
Same vs. Director-General, and San Luis Central; No. 15069 
(Sub-No. 4), Same vs. Director-General, and Pacific & Idaho 
Northern; No. 15069 (Sub-No. 5), Same vs. Director-General 
and Pacific & Idaho Northern; No. 15069 (Sub-No. 6), Same 
vs. Director-General and Colorado & Wyoming Railway; No. 
15069 (Sub-No. 7), Same vs. Director-General and Wyoming & 
Missouri River Railroad Company; No. 15069 (Sub-No. 8), Same 
vs. Director-General and Pacific & Idaho Northern; and No. 
15069 (Sub-No. 9), Same vs. Director-General and Montana West- 
ern Railway Company. 


He said the Commission should further find that the ap- 
plicable rates on the shipments in all the sub-numbers except 
2, 3 and 6, were the combinations of intermediates from and 
to the points named, as increased in accordance with the tariff 
combination rule and that shipments assessed rates in excess 
of that basis were overcharged. He said the Commission should 
further find that the factors of the combination rates assessed 
on shipments embraced in sub-numbers 2, 3 and 6, for those 
parts of the movements over the lines not under federal con- 
trol, were beyond the jurisdiction of the Commission and that 
the remainining factors of those rates were applicable and 
not shown to have been unreasonable. A further finding, he 
said, should be that the complainant made the shipments, paid 
and bore the charges, and was damaged in the amount of the 
difference between the charges paid and those which would 
have accrued at the rates found reasonable in No. 15069, and 
applicable in sub-numbers 1, 4, 5, 7, 8 and 9, and that repara- 
tion should be awarded to that basis. 


The examiner said the shipments, in the principal case, 
moved, interstate, from Casper over the Burlington to Clear- 
mont, Wyo., and thence over the Wyoming Railway, a non- 
controlled carrier, according to the defendant, to Buffalo. In 
the period of movement, specific commodity rates were in effect 
from Casper to Clearmont and from Clearmont to destinations. 
At the same time and beginning March 5, 1918, the examiner 
said, the Burlington published a set of arbitraries, in its class 
rate tariff, to be added to the class rates, in constructing through 
rates from various points on its line to Buffalo. Petroleum 
products, being classified fifth, the applicable rate, the exam- 
iner said, on complainant’s shipments became a joint fifth class 
rate, although it was considerably in excess of the combination 
of contemporaneous commodity rates to and from Clearmont. 

Due to the increase, under Generat Order No. 28, and sub- 
sequent changes, Jewell said, both the class rate and the com- 
bination rates varied at different times in the period of move- 
ment. Charges, he said, were generally assessed upon the 
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- 
combination basis, and, therefore, he said, undercharges were 
outstanding. 

The examiner described the effect of the commutation of 
the 25 per cent increase by the substitution of a specific in- 
crease of 4.5 cents per 100 pounds, and the combination result- 
ing from the application of the principle laid down in Sligo 
Iron Store case, and in Electric Coal Co. vs. Director-General, 
60 I. C. C. 683. The Director-General, as in other cases, con- 
tended that the Sligo decision was wrong and asserted that it 
could have no proper application to situations where one or 
more factors was neither subject to the jurisdiction of the Com- 
mission nor his own. 


WILLIAMSON, W. VA., RATES 


In a report on No. 15906, Traffic Bureau, Williamson Cham- 
ber of Commerce, vs. Akron, Canton & Youngstown et al., and 
No. 15943, Persinger Hardware & Furniture Company vs. Balti- 
more & Ohio et al., Examiner aul O. Carter said the Commis- 
sion should find class and commodity rates bearing a direct rela- 
tion thereto from points in central and border territories to 
Williamson unreasonable and unduly prejudicial. He said the 
Commission should find rates on iron and steel articles, car- 
loads and less than carloads, from Pittsburgh and Woodlawn, 
Pa., to Williamson unreasonable to the extent they exceeded 39 
cents in carloads and 55 cents in less than carloads, prior to 
July 1, 1922, and 35 cents and 49.5 cents since that time. 


Class rates and commodity rates directly related to them 
were under attack in the leading case. In that case the com- 
plainant alleged the rates were unreasonable and unduly pre- 
judicial as compared with rates on like traffic from the same 
territories of origin to Charleston, Gauley, Kenova, Huntington 
and other destinations in West Virginia. In the other case it 
was alleged the rates on iron and steel articles, carloads and 
less than carloads, from Woodlawn and Pittsburgh, Pa., to Wil- 
liamson had been and were unreasonable and unduly prejudicial 
to Williamson as compared with rates on like traffic, from more 
distant points of origin, to which Woodlawn and Pittsburgh 
were intermediate. 

The examiner described Williamson as being primarily a 
jobbing center, 74 miles from Kenova, the latter on the Ohio, 
and in competition with Kenova and Huntington. Class rates 
from central and border territories, he said, were generally the 
same as to Virginia cities, except where the combination on 
Kenova, made lower than the Virginia cities rates. Local rates 
from Kenova to Williamson, a distance of 74 miles, were based on a 
distance of 98 miles over one of the Norfolk & Western routes. 
Huntington shippers, it was testified, trucked commodities to 
Kenova, a distance of 80 miles, and distributed from that point. 
It was testified that, owing to the lower basis of rates from the 


border territory, to Kenova and Huntington, merchants at those- 


points were able to sell more cheaply at points on the Norfolk 
& Western less distant from Williamson than from Kenova. 


The witness for the railroads, the examiner said, testified 
that the rates to Williamson were lower than they might pro- 
perly be because of the Virginia cities basis. That basis, he said, 
was brought about by the competition of the Chesapeake & 
Ohio putting Virginia cities on the Baltimore basis, the Chesa- 
peake & Ohio meeting the competition of the direct lines to 
Baltimore over its rail-and-water route through Newport News. 
The Norfolk & Western, it was testified, felt obliged to take the 
same action with respect to rates on its line between Norfolk 
and Roanoke. Lately, he said, owing to the action of the Com- 
mission in Dewey Brothers vs. P. C. C. & St. L., 46 I. C. C., 388, 
the rates to Virginia cities were made applicable to all points 
on the Norfolk & Western between Norfolk and Kenova. 


The examiner explained the reason for the Chesapeake & 
Ohio’s application of the C. F. A. scale to points south of the 
Ohio river and the resultant comparatively lower level of rates 
to Huntington and Kenova. He said that comparison of rates 
from representative points in central territory to Williamson 
with rates from the same points to main line points on the 
Chesapeake & Ohio showed that rates to Williamson were con- 
siderably higher, but lower than rates to points on the Louis- 
ville & Nashville in eastern Kentucky and Tennessee. He said 
that while it might be that rates from the origin territories un- 
der consideration to some points on the Norfolk & Western, 
owing to the Virginia cities competition, were lower than they 
reasonably might be, the record did not show that rates to Wil- 
liamson were low. 

Williamson, he said, would be given the advantage of its 
location were the Commission to find that the class rates were 
unreasonable and unduly prejudicial to the extent they exceeded 
or might exceed rates constructed upon the basis of the rates 
applicable under the Central Freight Association territory scale, 
plus arbitraries of 10, 8, 6, 5, 4 and 3 cents for the six classes. 

In accordance with that scale, he said, the present rates on 
iron and steel articles should be found unreasonable to the ex- 
tent hereinbefore indicated. He said the proposed rates of 35 
and 49.5 cents were obtained by adding the proposed arbitraries 
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to the fourth and fifth class rates, the ones applicable on the 
shipments of iron and steel articles. 

The finding as to the unreasonableness of the iron and steg 
article rates were repeated in the Persinger case, the proposed 
finding of unreasonableness being that they were unreasonable 
since June 5, 1922, to July 1, 1922, and after July 1, 1922, to the 
extent they exceeded the figures used in the finding in connee. 
tion with the class rate Case. 


COAL RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Burton Fuller, in No, 
16160, Kanawha Black Band Coal Company et al. vs. Kanawha 
Central et al. The complainants are mine operators in the 
Kanawha district in West Virginia. They were complainants 
in Same vs. Chesapeake & Ohio, 78 I. C. C. 429. In that cage 
the Commission found the combination of rates, from mines 
on the Kanawha Central, composed of that carrier’s proportional 
of 40 cents per long ton to Brounland, plus the district rates 
maintained by the other carriers, unreasonable to the extent 
they exceeded the district rates. It prescribed the district rates 
as maxima, effective July 13, 1923. 

At the time the complaint was filed there was no tariff 
on file with the Commission naming the rate to Brounland., 
Charges were assessed, however, at a rate of $8.50 per car, the 
tariff being filed with the West Virginia commission. The 4) 
cent rate was established June 23, 1922, by tariffs filed with 
the Commission and the West Virginia body. 

The railroads offered no evidence in respect of the measure 
of the through rates. They contended that the complaint could 
not be construed as an attack upon the through rate and that, 
even if it were, the complainants had adduced no testimony 
on that point and were precluded from asking for reparation 
because there had been no specific prayer for reparation. 

According to the examiner, the complaint was somewhat 
poorly drawn and contained much unnecessary detail, but 
he said the reasonableness of the through rates was clearly 
brought into issue by it. He said the burden of justifying the 
increase caused when the schedules were filed by the Kanawha 
Central, was upon the carriers. 

He treated the case as one growing out of the inability 
of the carriers to agree upon a division of the rates. He said 
the carriers could have taken steps to adjust the controversy 
on the Commission’s informal docket, had they desired to do 
so. In disposing of the case, he said: 


The Commission should find that the through rates on coal, in 
carloads, from complainants’ mines on the Kanawha Central to 
interstate destinations on the lines of the other defendants be- 
tween June 24, 1922, and July 13, 1923, were unreasonable to the 
extent that they exceeded the district rates contemporaneously 
applicable from Brounland to the same destinations, plus $8.50 per 
car. The Commission should further find that complainant made 
the shipments as described and paid and bore the charges thereon 
to the extent that they exceeded those that would have accrued 
at the rates herein found reasonable; and that they are entitled 
to reparation, with interest. Complainants should comply with 
Rule V of the Rules of Practice. 

At the hearing defendants requested that in the event repara- 
tion is awarded in the instant case, the record in the original 
proceeding be reopened in order that the Commission may fix 
the divisions for the period covered by the award. In the orig- 
inal proceeding the Commission suggested that the defendants 
should institute an investigation in order to determine a proper 
basis for divisions, and that pending that investigation the Ka- 
nawha .Central should receive a division of 30 cents per gross 
ton, with the understanding that the ultimate settlement between 
the carriers shall be upon the basis of the division agreed to by 
them or determined by the Commission in the event of their fail- 
ure to agree, whether greater or less than 30 cents per ton, from 
the time that the joint rates became effective. In the event that 
reparation is awarded, it is recommended that a similar sugges- 
tion be embodied in the report in this proceeding. 


RATE ON SULPHATE OF AMMONIA 


An award of reparation has been recommended by Examiner 
H. W. Johnson in a proposed report on No. 16088, Arkansas Fer- 
tilizer Company vs. Director-General, as agent, Elgin, Joliet & 
Eastern et al., on a finding that an applicable fifth-class rate of 
55 cents charged on a carload of sulphate of ammonia from 
Gary, Ind., to Little Rock, Ark., in 1919, was unreasonable to the 
extent that it exceeded 32 cents, a combination of commodity 


rates based on St. Louis in effect at the time the shipment 
moved. 


RATES ON WHEAT BRAN 


In a tentative report on No. 15426, Abilene Flour Mills 
Co. et al. vs. Abilene & Southern et al., a sub-number there 
under, Aunt Jemima Mills Co. vs. Same, and I. and S. No. 
2222, wheat bran from and to points in Western Trunk Line 
territory, Examiner John T. Money said the applicable rates 
on wheat bran from points in western and southwestern states 
to points in Louisiana, Texas and New Mexico were, are and 
for the future will be unreasonable and unduly prejudicial to 
the extent that they exceeded, exceed, or may exceed, the col- 
temporaneously applicable rates on wheat middlings or shorts, 
coarse grain and coarse grain products between the same points. 
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He said the Commission should award reparation on that basis. 
As to the suspension case, he said the Commission should find 
the carriers had not justified the proposed increases. 


SWITCHING ON LIGNITE 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner Warren H. Wagner in No. 
15321, Zap Colliery Company vs. Northern Pacific, as to rates 
on lignite coal from points on the complainant’s spur at Repub- 
lic Junction, N. D., to interstate destinations. The examiner 
said the Commission should find the rates were and are un- 
reasonable to the extent that the switching charge on lignite 
from points on the spur to the connection at Republic Junction 
“exceeds $1.75 per car, minimum $10 per switch.” 


LIME COLA SYRUP RATES 


Examiner F. W. McM. Woodrow, in a proposed report on 
No. 15952, D. B. Allen vs. Director-General, and L. & N., said 
the Commission should find third class rates on lime cola 
syrup, shipped in the period of federal control from Montgomery 
to Mobile, Ala., were inapplicable. He recommended reparation 
to the basis of a rate of 15 cents prior and 19 cents subsequent 
to June 25, 1918. 


RATES ON COAL, ETC. 


In a proposed report on No. 15270, A. Spates Brady vs. 
B. & O. et al., Examiners John T. Money and D. T. Copenhafer 
have recommended a finding that the allegation that the acts 
and practices of the defendants whereby the mines of the 
West Virginia Coal & Coke Company, located on the Coalton 
branch of the B. & O., from October 14, 1922, to April 1, 1923, 
were accorded Western Maryland services and rates, while 
failing to accord similar service and rates to the complainant’s 
mine, located intermediate thereto, resulted in discrimination 
in the matter of car supply, was not sustained nor was there 
any discrimination in car supply as between those mines shown 
from September 1, 1922, to October 14, 1922. They said the 
Commission should further find that the assailed rate on coal 
from complainant’s mine to Port Covington, Baltimore, was 
unreasonable to the extent it exceeded $2.84 per long ton, and 
that the complainant was entitled to reparation. 


GRAIN CASE DISMISSED 


Examiners J. O. Cassidy and Howard Hosmer have recom- 
mended the dismissal of No. 15226, Birmingham Traffic Bureau 
vs. St. Louis-San Francisco, on a finding that the rate on grain 
and grain products, from Memphis, Tenn., to Birmingham, Ala., 
is not unreasonable or otherwise unlawful. The complaint 
alleged the rate was in violation of the first four sections of 
the act. The complaint was filed on behalf of 21 corporations, 
firms or individuals dealing in milling grain and grain products 
at that place. 


WHEAT AND COARSE GRAIN 


Attorney-Examiner Arthur R. Mackley, in a report on No. 
15762, Omaha Grain Exchange vs. Atlantic Northern Railway 
Company et al., said the Commission should find combinations 
of distance rates, on wheat and coarse grain, from stations 
on the Atlantic Northern in Iowa to Council Bluffs, unreasonable. 
The condemnation also extends to the proportional rates for 
application in connection with the Rock Island beyond. The 
conclusion recommended by him is as follows: 


The commission should find that the present rates on wheat and 
coarse grain from stations on the Atlantic Northern Railway in Iowa 
to Council Bluffs, in connection with the Rock Island beyond Atlantic, 
applicable on shipments beyond Council Bluffs to destinations in states 
other than Iowa, are unreasonable, and that reasonable proportional 
rates for such traffic would not exceed 15 cents on wheat and 13 
cents on coarse grain from Kimballton, and 14 cents on wheat and 
12 cents on coarse grain from Elk Horn, Hansen Heights, Gates, 
Smith Lake and Harrisdale. 


LINSEED OIL BASIS 


Examiner E. L. Gaddess, in No. 15936, The Glidden Com- 
pany vs. Illinois Central, said the Commission should find the 
rate on linseed oil from St. Louis to New Orleans unreasonable 
to the extent it exceeded, or might exceed, the rates contempo- 
raneously applicable from and to the same points on cottonseed, 
soya-bean, and analogous vegetable oils; that the complainant 
made the shipments in question and was entitled to reparation 
to the basis indicated. 


STEEL HOOP REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner J. Edgar Smith in No. 
14389, Greif Brothers Cooperage Company vs. Director-General, 
Baltimore & Ohio et al., on shipments of steel hoops from 
Pittsburgh and Pittsburgh rate points to Cleveland, O. Smith 
Said that, following findings in American Shipbuilding vs. Direc- 
tor-General, 89 I. C. C. 601, the Commission should award 
reparation on account of charges made in the period of federal 
control for the transportation hereinbefore mentioned. He said 
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the Commission should find the fifth class rate on hoops, be- 
tween October 29, 1918 and February 20, 1920, was unjust and 
unreasonable to the extent it excedded 16 cents, the aggregate 


of intermediates based on Youngstown, O., and award repara- 
tion on that basis. 


SAND RATE ADJUSTMENT 


Examiner Paul O. Carter, in a report on No. 15715, R. C. 
Jackman and O. E. Jackman, trading as Bowersock Mills and 
Power Company vs. Atchison, Topeka & Santa Fe et al., said 
the Commission should find rates on sand, from Lawrence, Kans. 
to destinations within a radius of 150 miles east of Kansas 
City, not unreasonable, but unduly prejudicial, to Lawrence, to 
the extent that they exceeded by more than 30 cents per net 
ton the rates from Turner, Muncie, Grinter, Sirridge, and Ar- 
mourdale, Kans., to the same destination territory. He said 
the Commission should direct the removal of the undue preju- 
dice. 


STOVE AND RANGE RATE 


A finding of undue prejudice has been recommended by 
Examiner R. N, Trezise, in No. 15285, Allen Manufacturing 
Company, et al., vs. Nashville, Chattanooga & St. Louis et al., 
as to the rate on stoves and ranges, in less than carloads, from 
Nashville, Tenn., to Virginia cities. He said the Commission 
should find it not unreasonable, but unduly prejudicial, to the 
extent that it exceeds, or may exceed, the rate contempo- 
raneously maintained from Chattanooga, Birmingham and Atlanta 
to the same destinations. 


NEWSPRINT INK TO WASHINGTON 


Examiner Harris Fleming has recommended the dismissal 
of No. 15844, Washington Publishers’ Association, et al., vs. Bal- 
timore & Ohio et al., on a finding that rates on newsprint ink, 
in carloads, from Bayonne, Hoboken and Jersey City, N. J., 
Brooklyn and New York, N. Y., Boston and Morrills, Mass., and 
Philadelphia, Pa., to Washington and Baltimore, are not un- 
reasonable. The complainants, the larger newspaper publishing 
companies of Washington and Baltimore, and their association, 
alleged-the rates on newsprint ink were and are unreasonable. 
The Commission was asked to prescribe reasonable rates for 
the future and to award reparation on shipments made since 
October 19, 1921. 


MISROUTING REPARATION 

A finding of misrouting and an award of reparation have 
been recommended by Examiner David T. Copenhafer in No. 
15935, J. J. Suddath vs. Atlantic Coast Line, as to a carload 
of sweet potatoes shipped from Quitman, Ga., to Tampa, Fla., 
in August, 1922. The shipment was tendered unrouted. A rate 
of 83.5 cents, minimum 24,000 pounds, was imposed. Com- 
plainant contended that the charges should have been assessed 
on the basis of a Jacksonville combination of 40 cents. The 
examiner said the Commission considered a situation some- 
what similar to this one in L. G. Everist, Inc., vs. C. M. & St. P., 
87 I. C. C. 31, and 92 I. C. C. 473. It found the shipments in 
those cases misrouted. He said a similar finding should be 
made in this, and that reparation should be awarded to the 
basis of the 40 cent rate. 


TENTATIVE VALUATION REPORT 


In a tentative valuation report covering the properties of 
the Central Railroad Company of New Jersey, the Dover & 
Rockaway Railroad Company, Easton & Western Railroad 
Company, the Hibernia Mine Railroad Company, the Lehigh 
Coal & Navigation Company (Lehigh and Susequehanna Rail- 
road), the Ogden Mine Railroad Company, the Tresckow Rail- 
road Company and the Wilkes-Barre & Scranton Railway Com- 
pany, as of June 30, 1918, the Commission has made findings 
as to final value as follows: 

Wholly owned and used, $103,464,600; owned but not used, 
$9,106; used but not owned, $21,646,611; grand total owned, 
$103,473,706; grand total used, $125,111,211. 

On date of valuation the Central of New Jersey had out- 
standing a total par value of $76,357,631.60 in stocks and long- 
term debt, of which $27,436,800 represented capital stock, $300 
stock liability for conversion, and $48,920,531.60 funded debt. 

Investment in road and equipment, including land, on date 
of valuation, was stated in the books of the Central of New 
Jersey as $106,014267.09. The report said if readjustments 
were made this amount would be increased to $113,321,975.85. 

Cost of reproduction new of total owned property was 
found to be $45,275,184, and of total used property $45,285,212. 
Cost of reproduction less depreciation of total owned property 
was found to be $26,869,050,:and of total used property $26, 
872,622. 


FINAL VALUATION REPORTS 
In Valuation Docket No. 5, opinion B-34, 84 I. C. C. 581-6, the 
Commission, on further hearing, has found the final value, for 
rate-making purposes, of the property of the Winston-Salem 
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Southbound Railway Company, owned and used for common-car- 
rier purposes, to be $5,788,067, as of June 30, 1915. 

The report said the carrier’s books recorded an investment 
of $5,598,557.73 in carrier property, including lands. Commis- 
sioner Eastman, dissenting, said he called attention “to the fact 
that in this case the value for rate-making purposes which is 
found by the majority exceeds not only the recorded investment 
but also the cost of reproduction less depreciation plus the pres- 
ent value of carrier lands plus an allowance for working capital.” 

Commissioner McManamy, also dissenting, said he was of 
opinion that the value for rate-making purposes was too high 
and not fully supported by the elements referred to in the 
majority report. 

Commissioners Potter and Cox dissented without stating 
their views. 

In Valuation Docket No. 21, opinion B-33, 84 I. C. C. 563-80, 
the Commission has found the final value, for rate-making pur- 
poses, of the property of the Carolina Railroad Company, owned 
and used, to be $163,820 as of June 30, 1914, and used but not 
owned, $6,400. The carrier had protested a tentative valuation 
of $169,680 on the used property, claiming a value of not less 
than $215,095. 


SALT LAKE VALUATION CASE 


What might be called a handbook of the Commission’s 
views on valuation has been filed in the federal court for the 
southern district of California by P. J. Farrell and E. M. Reidy, 
as counsel for the Commission, in equity No. H-44-T, Los An- 
geles & Salt Lake vs. United States and Interstate Commerce 
Commission. In that “case the petitioning railroad attacked the 
order of the Commission, dated June 7, 1923, promulgating its 
final valuation of the property of that carrier, for rate-making 
purposes, in which the value ascribed to the property was less 
than the amount of bonds outstanding. Argument in the case 
was made early in January, by H. A. Scandrett and J. M. 
Soubly for the railroad, B. B. Esterline for the government, and 
Mr. Farrell for the Commission. 

The court permitted the railroad to offer testimony against 
the objection of the other side. R. S. Lovett and several others 
were put on the stand to show the inadequacy, as the railroad 
claimed, of the valuation made by the Commission. The court, 
however, stopped the taking of testimony and proposed that 
the case be submitted on brief, without argument. Mr. Farrell 
objected to that and the court allowed a day for discussion of 
the subject matter. The brief that has been filed by Messrs. 
Farrell and Reidy puts into published form the substance cov- 
a about every phase of valuation of what was told the 
udges. 

Ralph H. Kimball, representing the Western Union Tele- 
graph Company, supported the order of the Commission in so 
far as it pertained to the property of the wire company along- 
side the tracks of the railroad. 





MOTOR TRUCK REGULATION 


An act of Michigan regulating motor vehicle traffic, as ap- 
plied to a private motor truck carrier, was held unconstitutional 
January 12 by the Supreme Court of the United States in No. 
283, Michigan Public Utilities Commission et al., appellants, 
vs. Coral W. Duke, doing business as Duke Cartage Company. 
In an opinion by Mr. Justice Butler, the court affirmed a decree 
of the federal district court for the Eastern District of Michigan 


— appellants from enforcing the act in question ag to 
e. 


The court said the act provided that no person should en- 
gage or continue in the business of transporting persons or 
property by motor vehicle for hire on public highways of the 
state over fixed routes or between fixed termini, unless he had 
obtained a permit to do so from the state commission. After 
reviewing other provisions of the law, the court said: 


At the time of the passage of the act, plaintiff (Duke) had 
three contracts to transport from Detroit, Mich., to Toledo, O., 
automobile bodies made at the plants of three manufacturers in 
Detroit and intended for the use of an automobile manufacturer 
at Toledo. He had been doing such hauling for some years, and 
had a large investment in property used exclusively for that 
purpose. He employed seventy-five men and operated forty-seven 
motor trucks and trailers upon the public highways of Michigan, 
which formed a part of the route between Detroit and Toledo. 
He had no other business and did not hold himself out as a car- 
rier for the public. It was shown that defendants intended to 
enforce the act against him, and that, unless he obtained the 
permits required, they would cause his vehicles to be stopped on 
the highways by state police and local officers, and the prescribed 
penalties to be imposed upon him. Plaintiff allaged that the en- 
forcement of the act would cause him irreparable injury, the loss 
of his contracts, the destruction of his business, and the loss of 
a substantial part of his capital investment. He assailed the act 
as invalid; and, among other things, averred that it contravenes 
the commerce clause of the Constitution of the United States: 
that it is repugnant to the due process clause of the Fourteenth 
Amendment, and that it violates the constitution of Michigan, 
because it contains a perevity of objects, and its real object is 
not expressed in the title. The lower court held that section 7, 
providing for ae 4 bonds, imposes a direct burden on inter- 
state commerce, and that the provisions of section 3 applicable 
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to private carriers are foreign to the title of the act and fal] 
under the condemnation of the state constitution. * * * 

Plaintiff is a private carrier. His sole business is interstate 
commerce, and it is limited to the transportation covered by his 
three contracts. He has no power of eminent domain or fran- 
chise under the state, and no greater right to use the highways 
than any other member of the body public. He does not under- 
take to carry for the public and does not devote his property to 
any public use. He has done nothing to give rise to a duty to 
carry for others. The public is not dependent on. him or the 
use of his property for service, and has no right to call on him 
for transportation. The act leaves it to the Commission to re- 
quire plaintiff, if he is to use the highways, to be prepared to 
furnish adequate service to the public. It would make him a 
common carrier and subject him to all the duties and burdens of 
that calling and would require him to furnish bond for the pro- 
tection of those for whom he hauls. 


This court has held that, in the absence of national legisla- 
tion covering the subject, a state may rightfully prescribe uni- 
form regulations necessary for public safety and order in respect 
to the operation upon its highways of all motor vehicles—those 
moving in interstate commerce as well as others; that a reason- 
able, graduated license fee imposed by a state on motor vehicles 
used in interstate commerce does not constitute a direct burden 
on interstate commerce, and that a state which, at its own ex- 
pense, furnishes special facilities for the use of those engaged 
in intrastate and interstate commerce, may exact compensation 
therefor, and if the charges are reasonable and uniform, they 
constitute no burden on interstate commerce. Hendrick vs. 
Maryland, 235 U. S. 610, 622; Kane v. New Jersey, 242 U. S. 160, 
167. Such regulations are deemed to be reasonable and _ to affect 
interstate commerce only incidentally and indirectly. But it is 
well settled that a state has no power to fetter the right to 
carry on interstate commerce within its borders by the imposi- 
tion of conditions or regulations which are unnecessary and pass 
beyond the bounds of what is reasonable and suitable for the 
proper exercise of its powers in the field that belongs to it. 
Sioux Remedy Co. vs. Cope, 235 U. S. 197, 201. One bound to fur- 
nish transportation to the public as a common carrier must serve 
all, up to the capacity of his facilities, without discrimination and 
for reasonable pay. The act would put on plaintiff the duty to 
use his trucks and other equipment as a common carrier in Michi- 
gan, and would prevent him from using them exclusively to per- 
form his contracts. This is to take from him use of instrumen- 
talities by means of which he carries on the interstate commerce 
in which he is engaged as a private carrier and so directly to 
burden and interfere with it. * * * And it is a burden upon 
interstate commerce to impose on plaintiff the onerous duties 
and strict liability of common carrier, and the obligation of fur- 
nishing such indemnity bond to cover the automobile bodies 
hauled under his contracts as conditions precedent to his right to 
continue to carry them in interstate commerce. * * * Clearly, 
these requirements have no relation to public safety or order 
in the use of motor vehicles upon the highways, or to the col- 
lection of compensation for the use of the highways. The _ police 
power does not extend so far. It must be held that, if applied to 
plaintiff and his business, the act would violate the commerce 
clause of the Constitution. 


Moreover, it is beyond the power of the state by legislative 
fiat to convert property used exclusively in the business of a 
private carrier into a public utility, or to make the owner a 
public carrier, for that would be taking private property for 
public use without just compensation, which no state can do con- 
sistently with the due process of law clause of the Fourteenth 
Amendment. * * * On the facts above referred to, it is clear 
that, if enforced against him, the act would deprive plaintiff of 
his property in violation of that clause of the Constitution. 


The Supreme Court of Michigan has not decided whether the 
act contravenes the state constitution; and as we hold that the 
enforcement of the act against plaintiff would deprive him of his 
rights under the federal Constitution, and that therefore the 
decree must be affirmed, we do not pass on state questions. 


PIPE LINE TAX INVALID 


In No. 181, Ozark Pipe Line Corporation, appellant, vs. Roy 
Monier and other officials of the state of Missouri, the Supreme 
Court of the United States January 12 reversed the federal 
court for the Western District of Missouri. The effect of the 
decision is that the state of Missouri cannot impose an annual 
franchise tax on the pipe line company because it would burden 
interstate commerce. The lines of the company pass through 
Missouri. Justice Brandeis dissented. 


EXPRESS RATE INJUNCTION CASE 


The application of the southern, western, and mountain- 
Pacific railroads for an injunction to stay the execution of the 
Commission’s order in No. 13930, the express rate investigation, 
will be heard at St. Louis, January 19, instead of at: St. Paul, 
January 20, as at one time planned. 


An intervening petition, on behalf of state commission, has 
been prepared by Attorney General Gordon of California, Com- 
missioner Raish of South Dakota, and John E. Benton, general 
solicitor for the National Association of State Commissioners, for 
allowance at the time of the hearing on the application for the 
temporary injunction, which is the one to be had at St. Louis on 
the day mentioned. The first move will be for a stay order, 
as the order of the Commission, unless stayed, will become oper- 
ative on March 1. The argument for a permanent injunction 
had not been set at the time this was written. The intervening 
petition is on behalf of the commissions of Alabama, Arizona, 
California, Colorado, Florida, Nebraska, Nevada, New Mexico, 
North Carolina, North Dakota, Oklahoma, Oregon, South Car- 
olina, South Dakota, Texas, Utah, Washington, and Wyoming, 
being all the states west of the Mississippi and south of the 
Potomac and Ohio except four. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Speculative Benefits Will Not Alone Justify Interference with 
Freight Rates Otherwise Reasonable: 

(Supreme Court of Minnesota.) Speculative benefits, stand- 
ing alone, will not justify an interference with existing rates, 
otherwise reasonable, by the Railroad and Warehouse Commis- 
sion in fixing rates for the hauling of manure from South St. 
Paul to points north and west of Minneapolis for the distance 
of 30 miles—North Hennepin Producers’ Assn. vs. Chicago, St. 
P., M. & O. Ry. Co. et al., 200 N. W. Rep. 809. 

Defense to Action for Freight and Demurrage Held Not Sus- 
tained, in that Employe’s Authority to Buy Shipment for 
Amount Due as Part of Price Not Shown: 

(Circuit Court of Appeals, Fourth Circuit.) In action by 
carrier against shipper of coal for freight charges and demur- 
rage, a defense that plaintiff bought the coal, and that the 
freight and demurrage due were to be a part of the price, held 
not sustained, in that it was not shown that employe of plaintiff 
alleged to have made the contract had authority to make it, or 
was held out as having such authority—Lake & Export Coal 
Corporation vs. Chesapeake & O. Ry. Co., 1 Fed. Rep. (2d) 968. 
Cannot Legally Pay for Supplies with Transportation: 

A railroad common carrier held without legal authority to 
purchase coal and pay for the same by releasing a claim for 
freight and demurrage.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Liability of Common Carrier Ceaseg with Delivery, According to 
Directions or Usage and Custom of Trade: 

(Supreme Court of Arkansas.) Liability of common carrier 
ceases with delivery at point of destination, according to direc- 
tions of shipper or usage and custom of trade at destination.— 
Arkansas Railroad vs. Winters, 265 S. W. Rep. 967. 

Evidence Held to Show Acceptance of Shipment by Connecting 
Carrier, so as to Relieve Initial Carrier from Liability for 
Loss by Fire: 

Evidence held to show that logs delivered to defendant 
railroad company consigned to shipper at specified place, in 
care of connecting carrier, to be transported in accordance with 
previous arrangement between shipper and connecting carrier, 
were delivered by defendant and accepted by connecting carrier, 
and therefore defendant was relieved from liability for their 
subsequent destruction.—Ibid. 


TELEGRAPHS AND TELEPHONES 


If Non-delivery of Telegram Did Not Delay Addreéssee’s Arrival 
Home, He Could Not Recover for Non-delivery: 

(Supreme Court of Arkansas.) A telegraph company is not 
liable for negligent failure to deliver telegram announcing illness 
of addressee’s wife, if he reached home as expeditiously as he 
could have arrived if the message had been delivered, and it 
was error to refuse to so instruct—Western Union Telegraph 
Co. vs. Pope, 265 S. W. Rep. 964. 

Evidence That, Had Sender Been Notified of Non-delivery of 
Telegram, Injury Would Have Been Avoided, Held Com- 
petent: 

In action against telegraph company for non-delivery of a 
telegram, resulting in plaintiff’s absence from wife’s deathbed, 
evidence that friends would have gone after him, had sender 
been notified of non-delivery, is competent as tending to show 
a injury would have been avoided had notice been given.— 

id, 


Free Delivery Limits Set Out in Telegraph Company’s Regula- 
tions Held Valid: 

Telegraph company’s regulation that messages are accepted 
for free delivery only within half a mile of its office is valid, and 
it need not deliver beyond these limits unless cost of so doing 
18 paid.—Ibid. 

Telegraph Company Must Use Reasonable Diligence to Deliver 

Telegram Within Free Delivery Limits: 

Where free delivery limits are fixed by telegraph company’s 
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regulations, it must use reasonable diligence within these limits 

to deliver telegram.—Ibid. 

Diligence in Attempting Delivery of Telegram Held Jury Ques- 
tion: 

Whether a telegraph company used reasonable diligence to 
deliver telegram within the free delivery limit set out in its 
regulations held a jury question, and direction of verdict for 
company was properly denied.—Ibid. 

Negligence of Sender of Telegram in Providing Insufficient 
Address Not Defense, Unless Failure to Deliver Caused by 
Insufficiency: 

Negligence of sender of telegram in not providing sufficient 
address is not a defense in action for non-delivery, unless such 
insufficiency contributed to the failure to deliver.—Ibid. } 
Whether Insufficient Address Contributed to Failure to Deliver 

Telegram Held Jury Question: 

Whether failure of sender of telegram to furnish sufficient 
address contributed to company’s failure to deliver held a jury 
question.—Ibid. 

Delay in Delivery of Other Telegram to Third Party Held to 
Show Negligence of Telegraph Company in Failing to De- 
liver Telegram in Question: 

In action for failure to deliver telegram, evidence that de- 
livery of another telegram to a third party, relating to same 
subject-matter, sent to same telegraph office, addressed to a 
well-known place of business 100 yards from telegraph office, 
was delayed six or seven hours, held to tend to show want of 
special effort to deliver telegram in question.—Ibid. 


THE TRUCK PROBLEM 


That the solution of the problem raised by the growing 
popularity of motor trucks as carriers of freight over short 
distances would only come of an adjustment of the relations 
between the railroad, the truck, and the public for the greatest 
good of all, was pointed out by C. J. Brister, assistant vice 
president, New York Central Lines, speaking before the annual 
convention of the National Crushed Stone Association at Cin- 
cinnati, Jan. 13. 

Trucks and automobiles running over highways have 
developed a certain degree of competition with railroads, he 
said. These highways have been built in part with taxes paid 
by the railroads, while the trucks, which have appeared as 
competitors for certain local traffic, do not pay an equitable 
proportion of the costs of building and maintaining the roads 
they use. Said he: 


In certain sections this competition is no light matter. One New 
England railroad has proposed to abandon 45 per cent of its mileage 
because truck and_ auto bus competition has reduced the volume of 
railroad business below a profitable basis. Another New England 
railroad company has applied to the Supreme Court of Rhode Island 
for injunctions against fifteen bus lines operating out of the state, 
all without certificates of convenience and necessity and in violation 
of other features of the state law. 

A special study, made in 1923, of receipts of hogs at Indianapolis 
stockyards disclosed the fact that 32 per cent of receipts arrived by 
motor truck, and that 90 per cent of receipts from within a radius of 
50 miles of the*stockyards were so received. A similar study of milk 
transportation in Cincinnati, Detroit, Milwaukee, St. Paul and Indian- 
apolis showed that 90 per cent of the milk supply was delivered by 
motor truck. One estimate, submitted for whatever it may be worth, 
is to _the effect that motor trucks and inland waterways together, 
moved 4 per cent of traffic which might fairly be regarded as com- 
peting with the railways. 

The point of particular concern to the railroad is, first, that 
locally, as in New England, highway competition under certain con- 
ditions is more or less serious. Not being common carriers, in the 
eyes of the law, the trucks are free to select their traffic and to 
refuse that which does not promise a satisfactory profit, whereas, the 
railroads, as common carriers, are obliged to take all that offers 
regardless of whether a specific shipment is profitable or not. In other 
words, the trucks, as matters now stand, can take the cream and 
leave the railroads to derive their nourishment from skimmed milk. 

rthermore, the railroads, even in 1923, were not able, as a 
whole, to earn the amount designated by the Commission as a “fair 
return”? on the value of their property devoted to transportation, by 
hauling 96 per cent of the total traffic. They needed the remaining 4 
per cent, and by investing more than two billions of dollars in new 
equipment and other facilities in 1922 and 1923, has placed themselves 
in a position to handle it efficiently. 

It is unthinkable that the billions of dollars invested in trucks 
and automobiles and in factories for producing them will ever be 
scrapped and that we are to do without their great convenience. It 
is unthinkable that we should stop building modern highways and 
revert to the common dirt roads, impassible in wet and dry weather, 
in almost universal use less than a quarter century ago. 

It is no less certain that we can never do without the railroads. 
Can you imagine a California orchardist shipping oranges by truck 
across the continent in winter? Can you imagine the immense volume 
of iron ore the blast furnaces of Ohio and Pennsylvania demand 
annually from Minnesota mines moving by truck, or dressed beef 
moving from Chicago to New York and Boston in torrid summer days 
in motor trucks? Can you imagine yourself taking a berth in a 
bus here in Cincinnati this evening and waking up in Chicago tomor- 
row morning? If you were to attempt it you would be much more 
likely to awake in Paradise. 

Neither can we expect investors to advance the immense sums 
of money which must still be invested in railroad improvements if the 
country is to continue to grow, unless they can be assured that the 
money so invested will be allowed to earn a return approximating 
that offered by other forms of investment. 

In short, we are confronted by another problem in the_ eternal 
process of evolution. The problem is to adjust the relations between 
the railroad, the truck, and the public for the greatest good of all. 
Progress has already been made. The New York Central and a few 








154 THE TRAFFIC WORLD 


other railroads have begun the use of motor trucks as an auxiliary 
to their rail service. 

At the end of 1925 no fewer than 28 states had adopted a definite 
policy of regulating motor vehicles engaged in common carrier service, 
and, through state public service commissions, are exercising control 
over routes, services and fares. The federal government has not yet 
taken any steps for the regulation of auto carriers. Where railroads 
forward shipments by rail and truck the Commission has taken the 
position that its jurisdiction does not extend to the truck. . 

This is an economic problem which concerns members of the 
National Crushed Stone Association as shippers, as producers of an 
important commodity used by both railroads and highways and. 
finally, as citizens and taxpayers. 


WAGE STATISTICS 


é A summary of wage statistics of Class I roads for October, 
compiled by the Bureau of Statistics of the Commission, follows: 


In the month of October, 1924, the employment on Class I rail- 
roads reached the highest point since November, 1923. The total 
number of employes reported was 1,822,616, an increase of 21,320 or 
1.2 per cent over the number reported for September, 1924. The 
total compensation increased $14,825,589 or 6.2 per cent. The ratio 
of increase in the compensation is greater than the ratio of increase 
in employment because of the fact that October had 27 working 
days while September had only 25. 

Compared with the corresponding month last year, the employ- 
ment in October, 1924, decreased 5.9 per cent and the total com- 
pensation shows a decrease of 5.7 per cent. 

The monthly earnings, by groups, were as follows: 

Monthly earnings of 
Employes Employes 
reported on reported on 
daily basis hourly basis 
Gat... Oct, Cet., Get. 


Group ° 1924 1923 1924 1923 
Executives, officials and staff assistants...$437 $429 ae as 
Professional, clerical and general......... 184 181 $127 $126 
Maintenance of way and structures....... 241 239 92 97 
Maintenance of equipment and stores...... 246 245 130 132 
Transportation (other than train, engine 

DMD cdiscaxevedeedrnvann<cteoensaue 98 98 127 125 
Transportation (yardmasters, switch tend- 

ee rarer etre re 258 254 155 148 


Transportation (train and engine service)... ... ae 205 198 
Increases or decreases in the number of employes, by groups, 
October, 1924, compared with previous month, and with October, 1923: 
October, 1924, 
compared with 





Group Sept., 1924 Oct., 1923 
Executives, officials and staff assistants........ e 40 (a 163 
Professional, clerical and general.............+- 960 dad) 9,024 
Maintenance of way and structures............ 205 (d) 15,935 
Maintenance of equipment and stores........... 12,547 (d) 53,771 
Transportation (other than train, engine and 

SEE « ANCOR REM KONA PPO URERETRC RD Ce CEA a Ee Aes (d) 64 (d) 9,517 
Transportation (yardmasters, switch tenders 

Ue EID «a. Gi goal s:o.4: aca sue-ath avetprelate a a\ecersingieln-ess 158 (ad) 2,206 
“Transportation (train and engine service)...... 7,474 (ad) 23,262 

TUG SHRTGRNS GE BOCTOREE. 65 0 cccccccccewcencs 21,320 (da) 113,878 


A comparison of the number of employes and their compensation, 
by months, follows: 
CLASS I STEAM ROADS 


Number of Total — 

Month employes compensation 
GO iass dis ota nee we waecds cewembene 1,936,494 $271,005,542 
ED I 5's, gia deiru diese woe wee aude 1,899,545 249,686,024 
I Es goo: tote eoieiecdrebuecrecnes oaimee ders 1,793,779 234,662,008 
I I eats erin Gigi Gs Wadia exiarane eleiger Halse tane 1,749,927 239,550,251 
ND oie dc wacel kee ess Maes maneerinee nee 1,753,289 230,915,026 
aint gave, dice Giais oe melon a aman neken 1,760,268 241,406,659 
ail bccn a6 tic tea Bw ee ee biae ei eeeiaers 1,787,217 236,909,229 
NS ahaa nk: dis onic nee a ewe me enue eae see 1,792,504 240,029,129 
ska dein Gra a ale ararackse Sled iew wletalales 1,770,565 229,495,526 
init bp cckinagdelciee dads colmeanevineanue 1,773,114 236,525,640 
I 605. n'a: 0:9 'o-6-0i 0 w:dmema nese eaweee 1,788,972 239,518,006 
NG i racine netawsceiroudeme weed 1,801,296 240,659,259 
REL, . Sain hiewnadcdcneasnnescoe amen’ 1,822,616 255,484,848 





MONEY FOR LABOR BOARD 


An appropriation of $296,805 for the Railroad Labor Board 
for the fiscal year ending June 30, 1926, was recommended by 
the House committee on appropriations in reporting the inde- 
pendent offices appropriation bill, to the House, January 10. 
That was the Budget estimate. For the present fiscal year a 
total of $322,200 was appropriated, the amount recommended 
for the next fiscal year representing a cut of $25,395. 


LABOR BOARD AGAIN UPHELD 


The right of the Railroad Labor Board to compel witnesses 
to appear and testify before it was upheld for the second time, 
Jan, 12, when Federal Judge Wilkerson, at Chicago, decided that 
J. Maguire, local chairman of the engineers’ organization, could 
be made to appear before the board. In a previous decision, 
Judge Wilkerson ruled in favor of the board against D. B. 
Robertson, head of the firemen’s organization. These two cases 
constitute test cases begun when the firemen and engineers re- 
fused to answer summons issued by the board to compel them 
to testify in the dispute as to wages between the western rail- 
roads and the two classes of employes. 

Judge Wilkerson, in answer to the contention of counsel 
for the men that the board had no power to call and compel 
witness to testify, under the transportation act, said the board 
had that power. With regard to the argument by the men’s 
counsel that the board was an arbitrary body, he said the board 
did not act as an arbitrator in the proper sense of the word, 
but as an administrative body. Whether or not its acts were 
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arbitrary, he said, was to be determined, not by the state of 
mind of one of its members, but by the acts themselves. 

The reference to the state of mind of one of the members 
was taken to be the judge’s opinion with regard to the conten. 
tion of counsel for the men that Chairman Hooper was biased 
and it was impossible for the men to get a fair judgment. 

Donald Richberg, counsel for the men, said the case would 
be appealed to the Supreme Court, as was the Robertson case. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 3, 
which included a holiday on New Year’s Day, totaled 765,727 
cars, according to reports filed by the carriers with the car 
service division of the American Railway Association. This 
was an increase of 118,847 cars over the week before, which 
included a holiday on Christmas Day, and an increase of 59,435 
cars over the corresponding week in 1924. Compared with 
corresponding week in 1923, it was a decrease of 1,569 cars. 

All commodities showed increases over the preceding week, 
the greatest gains being reported in the loading of coal and 
miscellaneous freight. 

Coal loading totaled 180,468 cars, an increase of 51,802 cars 
over the preceding week and 20,957 cars above the same week 
last year. Compared with the same week in 1923, however, 
it was a decrease of 6,764 cars. 

Miscellaneous freight loading amounted to 247,205 cars, 
37,302 cars above the week before and 15,732 cars above the 
same week last year. It also was an increase of 6,478 cars 
abcve the same week two years ago. 

Loading by districts the week ended January 3, and for the 
corresponding period of 1924, follows: 


Eastern district: Grain and grain products, 7,872 and 6,148; live 
stock, 4,071 and 4,175; coal, 38,794 and 39,613; coke, 3,142 and 2,540; 
forest products, 5,069 and 4,302; ore, 1,108 and 906; merchandise, L, 
C. L., 53,924 and 52,463; miscellaneous, 62,274 and 61,016; total, 1925, 
176,254; 1924, 171,163; 1923, 190,579. 

Allegheny district: Grain and grain products, 2,691 and 1,774; 
live stock, 2,694 and 2,864; coal, 42,642 and 40,254; coke, 6,530 and 
5,396; forest products, 2,704 and 2,645; ore, 1,610 and 2,062; mer- 
chandise, L. C. L., 37,577 and 37,853; miscellaneous, 54,979 and 55,647; 
total, 1925, 151,427; 1924, 148,495; 1923, 167,092. 

Pocahontas district: Grain and grain products, 214 and 205; live 
stock, 108 and 105; coal, 31,008 and 23,021; coke, 518 and 338; forest 
products, 984 and 1,305; ore, 26 and 144; merchandise, L, C. L., 5,530 
and 5,120; miscellaneous, 2,754 and 3,142; total, 1925, 41,142; 1924, 
33,380; 1923, 27,308. 

Southern district: Grain and grain products, 3,934 and 2,983; live 
stock, 2,419 and 2,312; coal, 28,259 and 22,626; coke, 914 and 851; forest 
products, 14,570 and 16,871; ore, 1,111 and 1,292; merchandise, L. C. L., 
32,660 and 31,541; miscellaneous, 37,435 and 33,599; total, 1925, 121,- 
302; 1924, 112,075; 1923, 115,898. 

Northwestern district: Grain and grain products, 9,760 and 7,694; 
live stock, 10,659 and 8,964; coal, 11,237 and 7,967; coke, 1,919 and 
1,506; forest products, 11,800 and 10,761; ore, 494 and 635; merchandise, 
L. C. L., 22,104 and 18,164; miscellaneous, 23,434 and 22,671; total, 
1925, 91,407; 1924, 78,362; 1923, 96,453. 

Central Western district: Grain and grain products, 11,412 and 
9,264; live stock, 12,186 and 11,281; coal, 21,625 and 20,483; coke, 391 
and 298; forest products, 6,257 and 5,475; ore, 3,291 and 2,669; mer- 
chandise, L. C. L., 28,687 and 27,191; miscellaneous, 40,014 and 35,377; 
total, 1925, 123,863; 1924, 112,038; 1923, 119,672. 

Southwestern district: Grain and grain products, 5,018 and 3,946; 
live stock, 2,540 and 2,059; coal, 6,903 and 5,547; coke, 179 and 162; 
forest products, 6,486 and 6,570; ore, 628 and 425; merchandise, L. 
C. L., 12,263 and 12,049; miscellaneous, 26,315 and 20,021; total, 1925, 
60,332; 1924, 50,779; 1923, 50,294. 

Total, all roads: Grain and grain products, 40,901 and 32,014; 
live stock, 34,677 and 31,760; coal, 180,468 and 159,511; coke, 13,593 
and 11,091; forest products, 47,870 and 47,929; ore, 8,268 and 8,133; 
merchandise, L. C. L., 192,745 and 184,381; miscellaneous, 247,205 and 
231,473; total, 1925, 765,727; 1924, 706,292; 1923, 767,296. 


Total revenue freight loading by classes of commodities in 
1924 and in 1923 was as follows: 

Grain and grain products, 2,575,514 and 2,275,698; live stock, 
1,754,276 and 1,768,495; coal, 8,524,807 and 9,503,646; coke, 517, 
958 and 717,393; forest products, 3,650,529 and 3,744,883; ore, 
1,678,847 and 2,341,713; merchandise, L. C. L., 12,519,478 and 
12,165,044; miscellaneous, 17,306,318 and 17,295,241. 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
December 23-31, inclusive, totaled 266,252 cars, while the aver- 
age daily shortage was 101 cars, according to the car service 
division of the American Railway Association. The number 
of surplus cars represented an increase of 35,454 over the avel- 
age for the preceding period. 

The surplus was made up as follows: Box, 103,580; ven- 
tilated box, 463; auto and furniture, 13,391; total box, 117,434; 
flat, 9,252; gondola, 46,887; hopper, 61,302; all coal, 108,189; 
coke, 1,666; S. D. stock, 14,077; D. D. stock, 2,693; refrigerator, 
11,434; tank, 108; miscellaneous, 1,399; total, 266,252. 

The shortage was made up of 27 box, 28 flat, 15 gondola, 15 
hopper, 10 S. D. stock and 6 D. D. stock cars. 

Canadian roads reported a surplus of 25,250 cars, made uD 
of 20,500 box, 700 auto and furniture, 2,700 flat, 200 gondola, 
900 S. D. stock and 250 refrigerator cars. 
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January 17, 1925 


AGRICULTURAL FREIGHT: RATES 


The Trafic World Washington Bureau 


In a report on the emergency in the live stock industry 
submitted to President Coolidge January 14 by his Agricultural 
Conference the following statement was made with respect to 
transportation: 


By reason of the horizontal changes in freight rates during re- 
cent years and of greater depression of prices of agricultural prod- 
ucts than those of other products during the same period, the raw 
products of agriculture are now bearing a relatively excessive cost 
for transportation. A special burden is laid upon the cattle industry 
py this situation. A serious emergency exists not only in freight 
rates but also in the lack of provision of inter-line rates and in 
routing arrangements. The conference will, therefore, announce its 
recommendations concerning the consideration of transportation serv- 
ice and costs for agricultural products, including live stock, in a subse- 
quent report. It does wish to emphasize at this time its conviction 
that, while adequate service is essential, the welfare of agriculture 
also demands an early and thorough revision of the freight rate 
structure to relieve the raw products of agriculture and live stock 
from their disproportionate share of transportation costs. 


The report said that, in response to the request of the 
President, the conference was endeavoring to point out such 
practical steps as might be taken to put agriculture on a busi- 
ness basis. 

The conference will issue other reports later. With respect 
to the cattle industry it said adjustments that would assist in 
putting the industry on a sound and efficient basis should be 
made as speedily as possible, and that these adjustments should 
deal with finance, transportation costs, tariff, and grazing. 


REDUCED AGRICULTURAL RATES 


Ten railway presidents composing the Western Railways’ 
Committee on Public Relations have issued a statement oppos- 
ing the proposal made from time to time that there should be 
made a general readjustment of freight rates that would involve 
a special reduction in the rates on farm products. The state- 
ment calls attention to the fact that such a readjustment of 
rates would be especially harmful to western railways be- 
cause twenty-one per cent of their freight tonnage consists 
of farm products as compared with seven and one-half per cent 
for eastern railways and nine and one-half per cent for southern 
railways. It recalls that the Commission, in its decision in the 
western grain rate case last July, specifically held that the west- 
ern roads had not been earning a fair return, and says: 





We especially call attention to the effect upon the transportation 
service the western railways could render the farmers that would 
be produced by changes in rates that would unduly reduce the earn- 
ings of the railways that serve them. Because of the recent ad- 
vances in prices the farmers desired in the late summer and fall 
months of 1924 to ship their grain in wholly unprecedented volume. 
A serious ‘‘car shortage’’ would have caused the farmers losses of 
many millioins of dollars. Fortunately, the railways, within the two 
preceding years, had made such large expenditures for new locomo- 
tives, freight cars, and other improvements that, with the cooperation 
of the shipper’s regional advisory boards, they were able to move 
the grain to market as fast as it came to them. In the months of 
August, September, October, and November they loaded 1,133,000 cars 
with grain and grain products, an increase of no less than twenty- 
five per cent over the number in the corresponding months of 1923. 

The western railways have raised and invested large amounts 
of new capital recently, not because the earnings they have been 
making have justified it, but because they have had faith in the fairness 
and wisdom of the American people. The net return earned by the 
western roads in 1923 was $88,500,000 less than in 1917 and amounted 
to only 3.94 per cent on their property investment. The return 
earned by them in the first eleven months of 1924 was only at the 
annual rate of 3.87 per cent. If this condition should continue, most 
of the railways in this territory would be compelled to quit making 
the additional investment required to enable them to handle the 
freight business offered to them. 

If this were done the result would be especially to cripple the 
transportation service upon which western farmers must rely to get 
their products to the markets of this country and the world: 

The proportion of the traffic of different roads that consists of 
farm products varies widely. On some railways in western terri- 
tory farm products constitute almost one-half of the total freight 
business. It is upon the roads handling the largest amounts of farm 
products that the farmers especially depend for service, and, of 
course, it is upon these roads that there would be caused the most 
serous reductions of earnings and impariment of service by special 
reductions of rates on farm products. 

It is the almost unanimous opinion of agricultural experts that 
freight rates are not and have not been a cause of the depression 
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determined almost entirely by the amount of each class of farm 
Products produced and the demand for them in this country and 
throughout the world. 

A study made by the National Livestock Praducers’ Association, 
regarding the prices paid in 1923 for 4,831,707 head of livestock shipped 
from twenty-nine states and received at fourteen markets, showed 
that out of every dollar paid for this livestock at the central markets 
the producer received 93.55 cents. Freight charges were 3.78 cents 
and other marketing costs 2.67 cents. If the freight charges on all 
this livestock shipped in western territory had been the same as 
before the war it is probable the producers of the livestock would 
have received no more for it. Between May and October, 1924, as 
shown by reports of the Department of Agriculture, the farm price 
of corn advanced from 79 cents to $1.09, or 30 cents per bushel. The 
farm price of wheat advanced from 97 cents to $1.30, or 33 cents per 
bushel. Since then further advances have occurred. Between June 2 
and December 30 the cash price of corn on the Chicago market in- 
creased from 77% cents to $1.28, or 50 cents a bushel and the cash 
price of wheat from $1.10 to $1.88, or 78 cents a bushel. These 
advances in prices were greatly in excess of the total freight rates 
paid upon corn and wheat, and many times as great as the reduc- 
tions of rates that were sought. Innumerable instances could be 
cited showing that the prices farmers receive for their products 
depend upon marketing methods and market conditions and not upon 
freight rates. 

The Interstate Commerce Commission found as follows in the 
decision it rendered in the western grain rate case last July: 

“That the benefit which would accrue to the average farmer in 
case of a reduction in rates is small compared with the aggregate 
disastrous effect on certain of respondents’ (the railways’) revenues 
and on their credit, and there is serious doubt whether farmers would 
not in many instances lose from impaired railroad serevice more than 
they could possibly gain from a reduction in rates, even if the 
farmers would get the entire benefit of any reduction made.” 

This is the decision that was reached before recent advances 
in farm prices occurred by the highest and most important govern- 
mental body charged with the duty of regulating railways rates. It 
is, therefore, entitled to the most serious consideration by the 
farmers and their representatives. 


The railway presidents signing the statement are: C. H. 
Markham, president, Illinois Central; L. W. Baldwin, president, 
Missouri Pacific; Ralph Budd, president, Great Northern; H. E. 
Byram, president, Chicago, Milwaukee & St. Paul; S. M. Felton, 
president, Chicago Great Western; W. H. Finley, president, 
Chicago and North Western; J. E. Gorman, president, Chicago 
Rock Island and Pacific; Carl R. Gray, president, Union Pacific; 
Hale Holden, president, Chicago, Burlington & Quincy; C. E. 
Schaff, president, Missouri-Kansas-Texas. 


RATES ON LIVE STOCK 


Freight charges on live stock shipments represent only 
5% cents out of each dollar the purchaser paid for live stock, 
while the producer or seller at point of shipments realizes net 
proceeds of 91% cents, other costs of distribution being 3 cents, 
according to a study made by the Bureau of Railway Economics 
into the relationship commodity prices bear to transportation 
costs. A summary of the study follows: 


The wide spread in the prices received in the markets for live 
stock of good quality and that of poorer grade, is clearly brought 
out in the study, which shows that this spread accounts for the 
variations in the percentage of the price absorbed in freight charges. 
It appears that the better the grade sold, the greater the proportion 
of the dollar which went to the purchaser, and the smaller the 
proportion that was absorbed in freight charges. 

This study, which relates entirely to live stock, was based on 
sales of more than 6,000 carloads of cattle, calves, hogs and sheep 
made at ten principal markets in the United States during the 
year which ended on October 6, 1924. ; 

The study tends to show the following: 

1. That the freight charges are a relatively small factor in the 
price paid to the seller for live stock. 

2. That apparently the principal factors influencing the seller’s 
net proceeds are the quality of the stock and marketing conditions. 

8. That in the mraketing of cattle and calves, hogs and sheep, 
the transportation costs permit of the free movement of live stock 
to the various marketing centers from a wide range of territory. 

Freight charges on cattle and calves represent 5.8 per cent of 
the price paid by the purchaser; other costs of distribution were 2.8 
per cent, while the net proceeds to seller at shipping point were 
91.4 per cent of the price. For hogs, the freight charges were 5.1 
per cent with other costs of distribution 3.2 per cent, which leaves 
to the seller. at shipping point net proceeds of 91.7 per cent. For 
sheep, freight charges were 6.0 per cent; other costs of distribution 
3.0 per cent and net proceeds to the seller at shipping point 91.0 

er cent. 
‘a The study also indicates that the percentage of the price paid 
by the purchaser, which is absorbed in freight charges, varies greatly, 
and that the principal cause of these variations is the difference in 
kind and quality of live stock. 


This conclusion, that the principal factors influencing live stock 
prices are the quality of stock and marketing conditions, is borne 
out by a compilation of prices paid for beef steers of various grades 
sold at Chicago during the year ended on November 8, 1924. 

The figures show that out of 1,304,907 head of steers sold during 
the year, 132,432, or 10.2 per cent, were graded as “choice and 
prime’ and sold at an average price of $10.94 per hundred pounds; 
365,401 head, or 28 per cent, were graded as “good”? and sold for 
$10.06 per hundred pounds; 638,403 head, or 48.9 per cent, were 
graded as ‘‘medium” aid sold for $8.88 per hundred pounds; 168,671 
head, or 12.9 per cent, were graded as ‘‘common’”’ and sold for $7.27 
per hundred pounds. This means a difference between the ‘“‘com- 
mon” and ‘“‘choice and prime” prices of $3.67 per hundred pounds. 

For ‘‘choice and prime’ grade, the highest average weekly price 
paid during the period was $12.15 per hundred pounds when sales 
were light, and the lowest average price was $10.22 when sales were 
heavy, a fluctuation of $1.93 per hundred pounds. 

For “‘common’” grade, the highest average weekly price was $8.08, 
during the period when sales were light, the lowest price was $5.85, 
when sales were heavy, a fluctuation of $2.23 per hundred pounds. 

The spread in average price between ‘“‘common” and ‘‘choice and 
prime” grades for the individual weeks varied from $3.19 to $5.16 
per hundred pounds, 


= in a aan but that the real causes have been much more funda- 
ental, 

The movement for making special reductions in freight rates 
upon farm products, upon the ground that they were too high in 
Proportion to the rates on other commodities, was begun before 
recent large advances in the prices of certain farm products occurred. 

, Comparisons between pre-war and present freight rates and 
Prices are usually based upon the rates and prices which prevailed 
in 1913. The average freight rate now received by all the railways 
in western territory for hauling each ton of freight one mile is less 
than 37 per cent higher than in 1913. According to a report of the 
United States Bureau of Labor Statistics the average wholesale price 
of farm products in October, 1924, was 49 per cent higher than in 
1913. The same situation was shown in the reports of the Department 
of Agriculture with respect to prices actually received at the farms. 

€ present relationship between the prices of farm products and 
freight rates in western territory—in which one-half of all the tonnage 
of agricultural products in the country is handled—affords no justi- 

Cation for special reductions in freight rates on farm products. 
The freight rates are so small in proportion to the market prices of 
Practically all farm products that the prices the farmers receive are 
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RAILROAD LEGISLATION 


The Trafic World Washington Bureau 


There is no indication that the Senate interstate commerce 
committee expects final action at this session of Congress on 
proposed railroad consolidation legislation. Few members of 
the committee have attended the hearings on the Cumntins 
bill and it is understood that not much more time will be 
given to hearings on the subject because of the general feeling 
that nothing can be accomplished at this session. 

The Howell-Barkley railway labor bill probably will not be 
taken up in the House January 19, the next day on which it could 
be called up. It is understood that the friends of the bill are 
still hoping for some action in the Senate as the result of the 
conferences Senator Cummins has had under way. The situa- 
tion is reaching the point, however, that even if the bill passed 
the Senate it could not be passed in the House before adjourn- 
ment at midnight March 3. 


It is regarded as doubtful whether final action will be taken 
on the Gooding long-and-short-haul bill at this session. Hear- 
ings on that bill will be begun January 20 before the House 
interstate commerce committee. They will last at least until 
the first part of February. The measure then will have to be 
considered in executive session and there may not be prompt 
action because of the controversial nature of the proposed 
legislation. For the same reason prompt action in the House 


on the bill, even if it should be reported by the committee, 
probably would not be possible. 


The report of President Coolidge’s Agricultural Conference 


recommending a revision of the freight rate structure may 
revive the Hoch-Smith rate revision resolution. 


HOOVER ON DISTRIBUTION 


The Trafic World Washington Bureau 


Secretary Hoover, of the Department of Commerce, in an 
address January 14 before the national distribution conference 
of the Chamber of Commerce of the United States, speaking 


on “The Problem of Distribution,” said, with respect to waste 
in transportation: 


Expeditious, regular transportation is a fundamental necessity. 
Any stricture or clog brings untold wastes in distribution. A coal 
car shortage not alone raises the price of coal but it dislocates pro- 
duction and distribution right and left. The penalties of any trans- 
portation failure are far greater than the whole freight charge on 
the commodity in motion. Due to the energies of our railway man- 
agers we have now emerged from this particular chaos of the war. 
We have, however, a problem in freight terminals which has not 
grown in tune with our cities. There are cities where the terminal 
distribution costs on many commodities, particularly perishables, are 
larger than some long haul rates. The problem is by no means one 
that can be entirely solved by the railways. There are wastes in 
transportation for which the shipper is responsible—wastes of partial 
car loading, wastes of long routing and cross haul, wastes of bad 
packing, wastes in reconsignment. They probably aggregate a half 
billion a year over what we could do if we did it better. The volun- 
tary regional committees of shippers and railway operatives now 
functioning in these fields are bringing much economy. 


COAL PRODUCTION AND SHIPMENT 


“The bituminous coal industry entered 1925 with production 
at a weekly rate in excess of 10,500,000 tons,” the Geological 


Survey said in its current weekly coal report, which in part 
follows: 


The total output in New Year’s week is now estimated at 10,- 
591,000 net tons, an increase over Christmas week of 2,953,000 tons, or 
nearly 39 per cent. The failure to reach the pre-holiday level was 
due to the wide observance of January 1 as a holiday. 

Railroad reports on the number of cars loaded daily indicate that 
New Year’s Day counted as about 0.3 of a normal working day. 
Computed on this basis, the average output per working day nearly 
reached the 2,000,000-ton mark. 

The preliminary reports on daily loadings also disclose the fact 
that loadings on the Monday and Tuesday of the week (January 
5-10) increased sharply to about 76,286 cars, as against 68,895 cars on 
the corresponding days of the week before, indicating the possibility 
of a-further increase in the total output. 

The production of anthracite improved perceptibly in the week 
ended January 3, and the total output is now estimated at 1,255,000 
net tons, an increase of 226,000 tons. The incomplete information 
now available indicates that New Year’s Day was almost universally 
observed as a holiday, and that less than 200 cars were loaded. The 
improvement was therefore due to better performance on the other 
days of the week. 

Preliminary estimates, based on the figures of weekly railroad 
shipments, as reported to the Geological Survey by the American 
Railway Association, place the total output of anthracite in 1924 at 
approximately 90,000,000 net tons. - Experience has shown that similar 
estimates for preceding years have been within two or three million 
of the final figures as reported by the operators. ‘The revision for 
1924 is likely to be downwards. 

Reports from the Ore and Coal Exchange show that 2,207 tons of 
cargo coal and 2,242 tons of vessel fuel were dumped at the lower 
lake ports during the last three days of 1924. This brought the total 
dumpings for the season up to 24,322,552 tons. The record for the 
— just past was 6,853,793 tons, or 23 per cent less than that for 

Final statements for the lake season of 1924 show that 23,124,000 
net tons of cargo coal were shipped from the lower Lake Erie ports, 
a decrease of 22 per cent from the record for 1923. There was an 
increase of 25 per cent over shipments in 1922, however, and a de- 


crease of but 3 per cent from the average for the six preceding sea- 
sons. 
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The quantity shipped to Canadian ports—4,901,000 tons—was 
actually a half million tons less than in 1923, but it formed a rela- 
tively larger part of the total shipments. The tonnage consigned to 
United States ports was proportionately smaller than in 1923, and 
there was an actual decrease of nearly 6,000,000 tons. The most sig- 
nificant change, as compared with 1923, was a decrease of 4,269,000 
tons in shipments to United States ports on Lake Superior, which 
received but 41.3 per cent of the total as against 46.6 per cent jn 
1923. Shipments to Lake Michigan points decreased appreciably. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended January 4 totaled approximately 15,000 cars, according 
to the weekly report of the Bureau of Agricultural Economics 
of the Department of Agriculture. The totals from the sum- 
mary of carlot shipments follow: 





Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 








ec. 28, Total Total 
Jan, 1924- Jan. ThisSea- Last Sea- Total 
4-10, Jan,3, 6-12, son to son to Last 
1925 1925 1924 Jan. 10 Jan.12 Season 
Summary Apples: 
Western States 606 518 967 35,361 49,596 63.014 
Eastern States 653 395 762 47,461 61,919 75,100 
ORME dciee:s 1,259 913 1,729 *82,822 111,515 138,114 
Cauliflower: 
OO eee 168 62 93 2,001 1,785 4,242 
Cabbage (Old Crop): 
rr : 641 1,061 *37,119 33,335 37,011 
Cabbage (New Crop): 
oS ee 118 *33 137 *208 B 396 *B 37,119 
Celery (Old Crop): 
<i eee 549 416 629 *16,362 15,691 *17,107 
Celery (New Crop): z 
3 ere 118 9 181 127 B 299 *B 16,362 
Grapefruit: 
OEE kwvtowses 858 504 538 *7,147 7,924 19,991 
Lemons 
2 eee 105 52 189 2,503 2,548 12,610 
Lettuce e 
eee 774 615 925 *7,084 6,522 *38,716 
Mixed Citrus Fruit: a oi 
— ere 146 75 7 *1,156 7 4,72 
Mi Vegetables: 
“Total peters : . 656 *143 447 *799 835 28,207 
Onions: 
etal Ralnocnzed 754 *511 700 *23,962 22,667 29,480 
Ora Ss: 
Total Saecemaee 2,364 1,366 1,824 20,068 23,834 78,431 
Peppers: ” 
Protal sabcwsaradane 18 29 20 *1,069 1,388 *2 539 
Sweet Potatoes: 5 
| | re 393 *337 319 *11,714 12,112 *13,977 
Spinach: 
‘ EL. wcces cess 208 *158 162 *1,922 2,149 7,618 
String Beans: a 
Total ee 134 100 44 383 386 *5,006 
Strawberries: 2 co 
| AA 32 5 26 37 55 18,769 
heey St 8 8 70 56 157 25,980 
I t 
5 19 13 49 16 41 
Mexico ... 27 31 14 76 31 1,824 
CERES .c<sse —— 3 8 21 8 63 
Summary Potatoes: 
Leading S os. 
tions, ate a: 
ee 5,185 3,588 5,647 93,263 107,538 193,582 
Other Sections, ‘ 
Late Crop.. 42 12 42 17,658 13,623 15,126 
Early Crop ... 2 aoe 5 49,840 33,328 33,391 
Total. .5,229  *3,600 5,694  *160,761 154,489 “ss 
Imports Canada 1 os nee 35 27 ae... 
ll Commodities: 
* Grand Total. .15,042 9,577 14,788 377,303 397,392 724,600 


B Not included in Grand Total. 
7 Unavailable. 


LOCATION OF CARS 


The percentage of home cars on home roads, as of Decem- 
ber 15, was 65.7, according to the semi-monthly bulletin of the 
ear service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
55.3; refrigerator, 70.2; coal and coke, 72.5; stock, 83.8; fiat, 
78.7; others, 94.6. By districts the percentages for all classes 
of equipment were as follows: Eastern, 55.2; Allegheny, 74.6; 
Pocahontas, 62.2; Southern, 61; Western, 70.4. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of December 15 was as follows: LEast- 
ern, 94.8, as against 96.1 a year ago; Allegheny, 102.9, as against 
102.3 a year ago; Pocahontas, 83.8, as against 84.6 a year ago; 
Southern, 98.1, as against 100.5 a year ago; Western, 100.7, as 
against 99 a year ago; all districts,-98.6, as against 98.5 a year 
ago; Canadian roads, 92, as against 91.6 a year ago. 


POTTER RESIGNATION 


Commissioner Potter has definitely advised the President 
that he wishes to retire from the Commission, it was said at 
the White House January 9. A spokesman for the President 
said Mr. Potter did not know, however, just when he would 
leave the Commission. 
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CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureau 


Solution by Congress of the problem of the “weak” rail- 
roads would be a marvelous and necessary accomplishment, 
Alfred P. Thom, general counsel of the Association of Railway 
Executives, told the Senate interstate commerce committee 
January 9, when he resumed his general discussion of the 
question of consolidation of railroads. He said it was an abso- 
lute necessity that the “weak” lines be preserved and that it 
would be a calamity if they should be permitted to die and the 
communities built along such lines deprived of service. He 
said the question in dealing with the problem was how to 
preserve the weak roads in a way that would not result in 
artificial regulation of rates. He explained that he meant that 
a way should be devised to make the weak roads parts of 
systems that would be self-supporting, so that the regulation of 
rates could be dealt with in a natural way and not by making 
rates for the weak lines with the purpose of aiding them in 
that way. He said he had always thought that consolidation 
contained the means of meeting the problem of the weak roads. 


“If you have self-supporting systems you can make rates 
that are reasonable and not say that they are reasonable for 
some purpose and not for other purposes,” said he. “Then 
you can afford to let the roads keep what they earn from 
reasonable rates and hold out a reward for economy.” 

Developing his thought further, Mr. Thom said systems 
so built up would have credit to get money for necessary ex- 
tensions. He said the solution to the problem was in “sensi- 
ble consolidations.” 


Another consideration in favor of consolidation, he con- 
tinued, was that weak roads now performing only moderately 
satisfactory service would become strong instrumentalities of 
commerce. He illustrated his point on that subject by referring to 
a conversation he had had once with Henry Walters, chairman 
of the board of the Atlantic Coast Line. He said Mr. Walters 
was one of the great railway executives of the country and 
that he had said that the Atlantic Coast Line, which Mr. Thom 
said was one of the strongest systems in the country, profited 
by throwing together a number of smaller lines. He said Mr. 
Walters said there was scarcely a part of the Atlantic Coast 
Line by itself that would have been profitable, but that by 
bringing them together they had formed a successful enterprise. 

Another substantial advantage that would result from con- 
solidation, Mr. Thom continued, would be the greater facilities 
for the distribution of traffic over a system to the end that con- 
gestion would be relieved. Economy and promptness of service, 
he said, were important considerations. 


Mr. Thom said it was his idea that provision should be 
made for permissive consolidations. He said he did not favor 
an arbitrary system of consolidations that would be preceded 
by the “making of a map,” adding that he would develop that 
idea later. He said another advantage from consolidation would 
be the larger variety of traffic available to a given large system 
as compared to that availble to a small system. He remarked 
that a great deal had been said by cabinet officers and other 
government officials about giving relief to certain classes of 
traffic by taking the burden off one class of traffic and plac- 
Ing it on another class of traffic. He said the question raised 
was how the revenues of a carrier could be preserved and have 
a sympathetic attitude toward a suffering industry. He said if 
a system had a variety of traffic it could distribute the revenue 
burden in such a way that was not possible with a small variety 
of traffic. He pointed out that to reduce rates on agricultural 
products to give relief to that industry might bankrupt the road 
having such products as a major part of its traffic. He said 
that situation would be changed by consolidation giving a 
System a large variety of traffic. 

Mr. Thom then discussed the present law on consolidation 
and what the law should be. He referred to the present law 
authorizing acquisition of control by lease or stock ownership 
under paragraph 2 of section 5 of the act, such acquisitions being 
short of consolidations, and said that that part of the law had 
been most useful. He referred to the Van Sweringen acquisi- 
tion proposals and the acquisition of control of the El Paso & 
Southwestern by the Southern Pacific as illustrations of what 
could happen under that part of the law. He said it was the 
— of many lawyers that that part of the law was working 
well. 

Taking up the part of the law requiring the Commission to 
provide a plan for consolidation of the railroads into a limited 
number of systems, Mr. Thom said he believed that that part of 
the law was “thoroughly unworkable” and that it lost sight of 
the fundamental difficulties in the way of consolidations. Sen- 
ator Cummins remarked that he agreed with Mr. Thom’s gen- 
eral proposition on that point, but said the Commission could 
— its plan. Mr. Thom had indicated that understanding of 

e law. 

Consolidations will not be promoted by “hanging a map 

On the wall,” Mr. Thom said, adding that the requirement for a 
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definite plan was a positive deterrent to consolidations. He 
said the result would be that given roads named as a part. of a 
proposed system would say that they had to be taken into 
that group and that they would make their prices for their 
properties accordingly. He said it would make every road that 
wished to be taken in the system “avaricious in its terms.” 
He said another consideration was that capital was necessary to 
effect consolidations and that the chances were that nobody 
would invest a dollar in consolidations thus created. 

Senator Cummins intervened to give some of the history of 
the enactment of the legislation, pointing out that the consolida- 
tion provisions as enacted into law were not those in the bill as 
it passed the Senate. He said he frankly admitted that the 
existing law was imperfect and inadequate. He said one of 
the things he would like to see changed was the provision re- 
quiring the publication of a plan. Mr. Thom said Congress was 
not to be criticized for the first step it had taken in the matter— 
that it was a matter of evolution. He said he thought it was 
important that Congress should repeal the provisions requiring 
a plan to be made. He said President Coolidge had recom- 
mended permissive consolidations for a period of years. 

Mr. Thom said if there was a permissive system of con- 
solidations, railroads desiring to consolidate could get together 
and finance a consolidation. He insisted that, if a plan were 
promulgated by the Commission, carriers proposing to consoli- 
date could not obtain as fair a hearing before the Commission 
as they could if the Commission had not in advance committed 
itself to a plan, assuming that what was proposed differed from 
the plan. He said Senator Cummins would recall that that 
view had been submitted to him by Samuel Rea, Hale Holden 
and himself, and that Mr. Holden had remarked that lawyers 
knew how difficult it was to get a new trial. He said the Com- 
mission should be free to consider a proposed consolidation 
on its merits and that it was of the utmost importance that the 
preparation of a plan be stopped and that no “map” be made 
at the present time. He said he did not think a.“map” should 
be prepared until permissive consolidations had an opportunity 
to be worked out. He said he did not think the Commission 
had arrived at a decision on the plan under preparation. 

Senator Cummins then reviewed the status of the work of 
the Commission on the consolidation of railroads. He said 
Commissioner Hall, head of the Commission’s committee han- 
dling the subject, had told him at the last session that he had 
hoped to submit the report of the committee to the Commission 
by the middle of the latter part of last year. The senator said 
he thought Mr. Hall had been disappointed in that respect and 
that he had not yet submitted the report to the Commission. 
a - he had no idea just when the plan would be promul- 
gated. 

Senator Cummins said Mr. Thom argued with a great deal 
of force that Congress should relieve the Commission of the 
duty of preparing and promulgating a plan. He said his bill 
made no change in the law in that respect. He said it did 
clear up some doubt with regard to the Commission’s authority 
to authorize voluntary consolidations, and the acquisition of con- 
trol of one carrier by another after the promulgation of a plan. 

Mr. Thom said the work done by the Commission was not 
thrown away. He said the Commission had made an intensive 
study of the transportation situation in the country as the re- 
sult of the direction that it prepare a plan, and that the infor- 
mation obtained by it would be of great value when consolida- 
tions were proposed under permissive provisions as urged by 
him. 

The carriers desire paragraph 2 of section 5 authorizing 
acquisition of control short of consolidation to remain in the 
law, Mr. Thom said. He said people knew how to use it now 
and that it was doing satisfactory work in the country. Sen- 
ator Cummins remarked that that part of the law was pre 
served by his bill. Mr. Thom said he thought the bill repealed 
that part of the law. Senator Cummins said the provision was 

re-enacted in a better form. Mr. Thom said the carriers de- 
sired the section preserved as it was now. 


Mr. Thom then developed his idea of what would consti- 
tute a “workable” consolidation provision. He said Congress 
should do what President Coolidge had recommended—provide 
for a period of say seven or ten years in which any group of 
railroads could work out a plan for consolidation of their prop- 
erties on terms and conditions voluntarily agreed upon by them 
and then submit the proposal to the Commission for approval. 
He said the test to be applied by the Commission to any such 
plan would be the public interest and that also the Commis- 
sion should have authority to modify any plan proposed or fix 
certain conditions to be complied with by the carriers involved. 
He said it should have authority to say whether or not a cer- 
tain road should be in a proposed group and to require a cer- 
tain road to be put in a proposed group as a condition prece- 
dent to approval. 

Mr. Thom said consolidations would have to be worked 
out on practical business lines and that they could not be worked 
out on any other basis. He said no railroad would be taken in 
voluntarily on the basis of its reconstruction cost. He said the 
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test would be its contribution to the business success of the en- 
tire enterprise. He said the question could not be dealt with on 
an artificial basis as to value. 

Senator Howell raised the question of excessive valuations 
of property resulting from consolidations. Senator Cummins 
said it would make no difference whether excessive valuations 
claimed by carriers figured in consolidations so far as rates 
were concerned because the rates would be fixed on valuations 
made by the Commission and the courts. 

Mr. Thom said there need be no fear that the railroads 
agreeing to consolidate would do so on any other than a busi- 
ness basis. He said it might be that after a given time for 
permissive consolidations methods of compelling completion of 
consolidation could be considered. 

Acquisitions of railroads in recent months and proposed 
acquisitions, Mr. Thom said, had aroused the executives of the 
systems in competition with those properties to looking around 
to see what properties they could acquire to meet the compe- 
tition of the new systems. He said railroad executives were 
in a mood to effect consolidations if the way were opened for 
them. He referred to state laws that prevented consolidations 
of competing or parallel lines and said the way should be opened 
for consolidation of such properties under federal laws. He 
said provisions should be enacted to take care of cases of dis- 
senting stockholders so that stock could be condemned and ac- 
quired in such cases, and referred to the desirability of fed- 
eral incorporation of railroads in connection with consolidation. 
Senator Fess remarked that a high authority had said federal 
incorporation was a step toward government ownership of the 
railroads. Mr. Thom said he did not agree with that view. 

Senator Fess asked what test should be applied with ref- 
erence to disposition of a property like that of the Philadel- 
phia & Reading. Mr. Thom said the test should be the public 
interest as determined by the Commission. 

Mr. Thom said a provision in the Cummins bill providing 
that the securities of consolidated properties should not ex- 
ceed the valuation fixed by the Commission would prevent con- 
solidations and that the provision, if enacted into law, would 
be an insuperable obstacle to consolidations. 

At the hearing January 10 only Senators Cummins and 
Fess were present throughout the hearing; Senators Gooding 
and Dill having been present for a part of the time. The hear- 
ing was not begun on time because Mr. Thom desired more 
members present, but finally he resumed his statement with 
considerably fewer than a quorum present. 

Mr. Thom developed his objections to the provisions in the 
Cummins bill restricting the amount of securities to the valua- 
tion of carrier property fixed by the Commission. He made 
the point that enactment of the provision into law would hold 
up consolidations until the Commission had found the value of 
the properties and litigation over such value, if any, wound up. 
He also said railroads required to accept the valuation of the 
Commission as the maximum amount of securities to be is- 
sued would not consent to consolidations. 


Senator Cummins remarked that the carriers could not get 
a return on a value other than that fixed by the Commission 
and asked what possible motive there would be for a carrier 
to refuse to accept the value fixed by the Commission. Mr. 
Thom pointed out that values fixed by the Commission would 
be contested. He also objected to provisions in the bill fixing 
the basis on which valuation of consolidated properties would 
be determined by the Commission because, he contended, the 
roads would be deprived of value resulting from the growth of 
the properties, if any. He insisted that the importance of 


watered stock had disappeared with the enactment of the trans- 
portation act. 


Senator Cummins said there was in the mind of part of 
the public, at least, that it was paying a return on fictitious 
value. He said the purpose of his bill was to have the public 
understand that in case of consolidations under it the public 
would not pay a return on anything except the actual value. 
He said he thought that that was a rather important consider- 
ation. 

Mr. Thom said enactment of the provision into law would 
destroy the chances of consolidation and that, furthermore, it 
was not necessary. He said it was true as the senator had said 
that the law provided now that the shipper should pay rates 
only on the value fixed by the Commission and that the law on 
that subject could not be made any plainer than it was now. 
He said there was no danger of watered securities—that the 
days of the railroad wreckers had gone by. He said no rail- 
road could issue securities without the approval of the Com- 
mission under existing law. He said the railroads desired to 
have a sound financial structure. He said in any consolida- 
tion submitted to the Commission for approval the Commis- 
sion would have the authority under existing law to approve 
or disapprove the issues of securities proposed in connection 
therewith. 

Senator Cummins said that, so far as rate making was con- 
cerned, capitalization was not involved but that it was impor- 
tant that the public should have an understanding that there 
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was some relation between capitalization and value of the prop- 
erty. He said there was a desire on the part of railway execu- 
tives to bring their returns to the point where fair dividends 
and interest could be paid on capitalization, and that if the 
capitalization did not exceed fair value of the property the 
notions of the railway executives and the public interest would 
be in harmony. He added, however, that he did not regard the 
provision in question as vitai to his bill. Mr. Thom said he 
was glad to hear that. He said he was not an advocate of ex- 
cessive capitalization. His objection, he said, was making such 
a provision a condition precedent that would actually repel 
those anxious to work out consolidations. He said he was 
trying to advocate a system of law that would promote con- 
solidations, and that he was not trying to advocate anything 
not in the public interest. 

Mr. Thom objected to the provisions of the bill providing 
for the appointment of committees by the government to stim- 
ulate consolidations in the voluntary period. He said if there 
was to be a period for voluntary action, there should be no in- 
terference from such proposed committees in that period. He 
said the provisions of the bill were not adequate to meet situa- 
tions invglving dissenting stockholders and that provision 
should be made for eondemnation of stock in such instances. 
At the end of the voluntary period for consolidations, Mr. Thom 
said, the Commission should make a survey of what had been 
accomplished and formulate a plan for completing the consoli- 
dation of the roads and make recommendations to Congress as 
to invoking the power of the government to bring about com- 
pletion of consolidations, if necessary. 

Mr. Thom referred again to preservation of paragraph 2 
of section 5 of the act. Senator Cummins, while contending 
that his bill took care of that situation, said he had no objec- 
tion to preservation of that section as it was. He also said he 
would like to see the Commission relieved of the duty of pre- 
paring a plan at this time and that consolidations should be 
considered on their merits without regard to any particular plan 
of consolidations. Arrangements were made for Mr. Bledsoe 
of the Santa Fe to be heard January 20. 


Plea of Short Lines 


A plea that provision be made for the inclusion of “weak” 
lines in consolidations of railroads was made before the Senate 
interstate commerce committee January 13 by Bird M. Robinson, 
president, and Ben B. Cain, vice-president and general manager, 
of the American Short Line Railroad Association. Chairman 
Smith and Senators Cummins, Fess and Fernald were present. 


Mr. Cain, who made the principal statement for the short 
lines, said the short lines were not opposed to the Cummins bill 
in principle because they believed that consolidation of the rail- 
roads into a limited number of systems was economically sound. 
He said Congress might be too hasty in dealing with the problem, 
however, and suggested that this was an instance where it would 
be best to make haste slowly. 


Taking up paragraph 2 of section 5 of the interstate com- 
merce act, under which acquisition of control by lease or stock 
ownership, is permitted, Mr. Cain said what in effect were con- 
solidations were going forward and that the lines involved in 
those mergers were ignoring the weak lines. He asked what 
was to become of the weak lines if such mergers or consolida- 
tions were permitted to go forward, adding that some safeguard 
much be provided for the weak roads. He expressed doubt as to 
the legality of the “consolidations” under paragraph 2 of section 


5. He said in the recent Missouri Pacific merger the weak roads 
were left out. 


Mr. Cain said he did not see umch hope for the weak roads 
in Mr. Thom’s suggestion that there be provided a period for 
voluntary consolidations not in accord with any plan. He did 
not think that the stronger roads would be “held up” by the 
weaker roads in the matter of price. At the end of a seven- 
year period for voluntary consolidations, as suggested, he said, 
there would be many weak roads left out of consolidations. 
Many such roads, he said, referring particularly to the Orient 
and the Missouri & North Arkansas, probably would be on the 
scrap heap at the end of the seven years. He insisted that the 
public interest in the matter went further than improved service 
and financial standing of the strong lines. He said the pioneers 
who settled undeveloped parts of the country were entitled to 
have their products carried to market on through rates. He 
thought some plan might be developed that would not retard 
consolidations and that at the same time would safeguard the 
weak roads. He thought the problem was such that it would be 
worth while to have a special committee of experts appointed to 
deal with it and “not gamble with it as in the proposed bill and 
as is being done under paragraph 2 of scetion 5.” 

Senator Cummins remarked that he did no know of any 
more expert body than the Interstate Commerce Commission 
to deal with the subject, and that it would be impossible to 
select a body of men better qualified than the Commission to 
consider the matter. 

Mr. Cain said there could not be compulsory consolidation. 
He said the “consolidations” being effected now could not be 
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unscrambled. He suggested the following amendment to the 
Cummins bill to take care of the weak roads: 


Provided, That during the period of voluntary action if and 
when it appears that a railroad not owned, controlled or operated 
py one of the carriers proposing to merge or consolidate their 
properties and/or which competes or connects with one of such 
earriers so proposing to consolidate, may or might be affected 
thereby, then such carrier shall be made a party to the proceed- 
ing; and if upon a hearing, it shall be shown to the Commission 
that said carrier will be put at a disadvantage by such consoli- 
dation, then the Commission shall withhold its approval unless 
and until such carrier shall also be included in the proposed mer- 
ger, or it is shown to the Commission that said carrier will- not 
agree to join in the same, or that an agreement cannot be reached 
pecause of a difference as to the value of the property and after 
failure to agree as to such value the said carrier has not offered 
to include its property in the proposed merger at a price to be 
fixed by the Commission. ; 

Provided, further, That for the purpose of establishing divi- 
sions of joint rates, fares and charges as between any carrier 
that competes or connects with another carrier which may be 
consolidated, merged or grouped under the provisions of this: act, 
such carrier for the purpose of establishing divisions of joint 
rates, fares and charges, shall be regarded as if attached to such 
consolidated system and the Commission shall establish such 
divisions as between such carrier and the consolidated system as 
will as nearly as may be, so distribute the revenue to be derived 
from the rate structure as to equalize the earning power of each 
and every carrier which may thus be actually or constructively a 
unit in or part of such group. 


Mr. Cain said the Van Sweringen interests had been ap- 
pealed to to take in certain weak roads as a part of their pro- 
posed system, but that the reply was that they did not want 
the roads offered and that they would talk about acquiring them 
after they had perfected their proposed merger plans. He said 
he had advised the Commission that the Van Sweringen pro- 
posals would be opposed because the weak roads were not taken 
in. He said it was proposed that the weak roads be taken in 
at any price that might be fixed by the Commission. 

Mr. Robinson said he had spent six weeks recently in Eng- 
land and France studying the railroad situations there and had 
inquired particularly into the question of economies resulting 
from grouping of the roads in England and Scotland into four 
systems. He said the experts he consulted said no economies 
had resulted, but that cost of operation had increased. He said 
they believed that costs would be reduced as the new groups 
adjusted themselves to the new conditions resulting from the 
consolidations. He said they doubted whether any real econ- 
omies would result. 

Senator Cummins, reiterating his viewpoint that he did not 
propose consolidations on the ground of economies that might 
flow therefrom, said economies would be effected by elimination 
of long hauls of empty cars, and that long hauls did not exist 
in England Mr. Robinson said he did not think that econo- 
mies resulting from consolidation ever would be material. He 
said some of the English managers felt that one of the sys- 
tems with 7,500 miles was too large. In France, he said, the 
government guaranteed a standard return to all roads, seven 
lines not being government owned. He said they had a re- 
capture clause under which excess earnings were paid direct 
to the roads not earning the standard return and that if the 
excess fund was not sufficient, the government made up the 
difference. 

Mr. Robinson said he agreed that the Commission was the 
most expert body that could be found to deal with the question 
of consolidations, if it had the time to give to the subject. He 
said only one commissioner had given his entire time to the 
subject thus far and that he had been told by commissioners 
that the other members of the Commission knew little 
about the matter and that they did not have time to read 
the volumes of testimony on the subject. Therefore, his 
idea was that it might be well to have a body that could give 
its entire time to the subject. He said consolidations should 
include all roads rendering a public service and that any road 
not rendering such service should be dismantled. He asserted 
there was no desire on the part of the small roads to “unload” 
on the larger roads and that they were willing to have the 
Commission fix the price at which they would be taken in. 

Chairman Smith asked what were the facts with respect 
to construction of new lines. Mr. Robinson said that, speak- 
ing in a broad way, the transportation act had _ effectively 
stopped the construction of new lines and that this was de- 
cidedly detrimental to the public interest. Senator Cummins 
remarked that railroad construction had practically ceased ten 
years before the transportation act was passed. 

Mr. Robinson said it was difficult to get permission from 
the Commission to build new lines. He said it seemed to be 
the idea of the Commission that its duty was to prohibit the 
building of new roads. 

Senator Cummins said lack of construction was not due 
to the transportation act. He said the fact was that railroad 
building and operation had passed out of the speculative era. 
Mr. Robinson said the Commission seemed to hold that a rail- 
road had to be a success financially from the beginning to 
Justify construction. Senator Cummins asked who would put 
their money in a road on the basis of getting 5 per cent on it 
in 25 years. Mr. Thom will finish his testimony later. 
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Assuming that April, 1924, was a representative traffic month, 
southern railroads, in a supplemental brief in 13494, southern 
class rate investigation, asserted that adoption of the proposed 
report submitted by Commissioner Eastman would cause a 
reduction of their revenues, of not less than $9,204,398. They 
asserted it could not be less. They said that that loss, equal 
to 7.93 per cent, was exclusive of revenue results shown by 
the test flowing from cancellation of the less-than-carload com- 
modity rates. Commissioner Eastman, when the result of the 
revenue test was submitted, suggested that a revenue loss of 
4.29, based on both class and less-than-carload commodity rate 
cancellations, was not a bad showing in such a big undertaking. 
The carriers, in their brief, devoted themselves to the reduc- 
tions that would flow from the reductions in the class rates. 

“It cannot be possible,” said attorneys for the carriers, 
“that the Commission will subject the carriers to these unneces- 
sary reductions in rates on traffic which moves principally 
under class rates and which can best afford to pay revenue 
commensurate with the value of the service. ‘i 

“In presenting these statistics (referring to the mass of 
data in their brief) the southern carriers cannot forbear ex- 
pressing their concern and disappointment that an effort to 
comply with the law of the fourth section (the case being an 
outgrowth of the fourth section case) should have resulted 
in a tentative report that threatens such enormous reductions 
in rates and revenues. 

“But, in view of the policy of the law and of this Com- 
mission, and in the interest of efficient transportation, they 
still cherish the hope that there is no desire or intention to 
penalize them so heavily for revising their rates to conform 
to the long-and-short-haul rule, and that whatever order is 
finally made in this investigation, it will be so framed as to 
prevent the heavy losses which the report at present proposed 
would produce. 

“If the Commission would only hold that the carriers’ pro- 
posed schedules are not unlawful, and permit them to be given 
a fair trial, as we still hope and trust they will, all these threat- 
ened and uncalled for reductions in the carriers’ earnings 
would be avoided, there would not be anything like as many 
long-and-short-haul violations, or other inconsistencies, as would 
be caused by the proposed report, there would be no undue 
or unreasonable prejudice or disadvantage to any locality, and 
there would be no excessively high charges for the carriage 
of class rate traffic over any southern railroad.” 

It would not do to suggest, they said, that the minimum 
loss of approximately $9,000,000 immediately confronting the 
carriers, and which they would sustain if the report were made 
effective, could be partially offset by the cancellation of inter- 
state less-than-carload commodity rates or by increases in 
intrastate rates, or the cancellation of state classifications or 
exceptions. They said the amount of revenue that might be 
derived from those suggested sources was purely speculative. 
They added that the record was not in such shape as to per- 
mit, at this juncture, the making of an order in this proceed- 
ing rendering immediately available to the carriers any in- 
creased revenue from the sources suggested, while the reduc- 
tions shown in the preceding parts of their brief, automatically, 
would be brought about by the tentative report, if made effec- 
tive, in their interstate revenues. 


The revenue test, they said, merely served to strengthen 
the exceptions the carriers had filed. When the extent of the 
losses which would flow from the report were considered, they 
said, it became at once apparent that no scheme of rates which 
would bring about such sacrifices in their revenues, year after 
year, should be approved or made effective. 


Twenty hours of argument were begun January 14 in the 
southern class rate investigation, before the full bench of the 
Commission. With the federal body sat three representatives 
of southern states, Commissioners Burr of Florida, Perry of 
Georgia and Patterson of Alabama. Time was assigned to about 
forty attorneys and traffic managers, including J. J. Wait, chair- 
man of the transportation committee of the Chicago Association 
of Commerce who died suddenly a few hours before he was due 
to start for Washington. The time assigned to him, it was ar- 
ranged, should be used by J. P. Haynes, in part, at least. The 
assignments were as follows: 

Cc. J. Rixey, Henry Thurtell, Nelson W. Proctor and R. V. 
Fletcher for the southern: carriers; W. J. Stevenson for the 
Central Freight Association lines; F. R. Cross, for the eastern; 
Fitzgerald Hall, for the Nashville, Chattanooga & St. Louis; 
J. F. Dalton, for the Norfolk Southern; S. M. Loftin, for the 
Florida East Coast; A. M. Bull, for the Mississippi Central; C. R. 
Marshall and Mason Manghum for the Virginia interests; J. V. 
Norman, Ohio river cities; J. R. Allen, the Philip Carey Co.; 
Edgar Moulton, New Orleans; T. M. Henderson, Nashville; J. S. 
Fletcher, Chattanooga; C. R. Moffett, Knoxville; C. R. Drayton, 
for the shippers favoring the any quantity rate basis; Ross D. 
Rynder, for Swift & Co.; A. E, Beck, for Baltimore; EB, EB. Clark 
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and A. J. Maxwell, for North Carolina; L. F. Orr, for Kentucky; 
Edgar Watkins, J. C. Colquitt and C. E. Cotterill, for the South- 
ern Traffic League; J. J. Wait and J. P. Haynes, for Central 
Freight Association shippers; W. P. Coyle and R. W. Ropiequet, 
for St. Louis; E. B. Gaines, Savannah; T. J. Burke, Charleston; 
W. H. Hendley, Spartanburg; S. S. Bridgers, southern Ohio 
group; A. J. McGehee, Jackson, Tenn.; G. L. Tillery, Hebard 
Cypress Co.; W. H. Chandler, New York; and T. D. Guthrie, for 
Jacksonville. 

Henry Thurtell and C. J. Rixey opened the case for the 
southern carriers and used up all the time assigned for the first 
session. Broadly speaking, they argued for the adjustment pro- 
posed by the railroads, as a better one than the one proposed 
by Commissioner Eastman, upon the propositions laid down in 
which the arguments were supposed to be addressed. In their 
brief on the Eastman proposal the carriers pointed out the loss 
in revenue, estimated at not less than $9,200,000, as a most seri- 
ous matter and one which could not be offset by increases re- 
sulting from changes in the intrastate rates because the state 
commissions were not committed to follow what the federal body 
might do, and because the record in the federal case was not in 
such shape as to permit the Commission to issue an order dis- 
placing the state rates with rates made in accordance with what- 
ever settlement the federal body might ordain. 


Among other things, Mr. Rixey called attention to the fact, 
us he said, that what the carriers, in this case, had proposed, 
was but a continuation of the revision they had put into effect, 
January 1, 1916, without objection by the Commission, in com- 
pliance with the Commission’s fourth section order which caused 
the carriers to appoint a fourth section committee, headed by 
Lincoln Green, now vice-president of the Southern, to bring the 
rates into harmony with the Commission’s fourth section ideas. 
He directed attention to the fact that before the carriers could 
finish their work the disturbance caused by the Commission’s 
decision in the Memphis-Southwestern Investigation had to be 
considered. That had been done by the removal of fourth sec- 
tion departures in the Mississippi valley territory. The proposal 
for which the Eastman suggestion was intended as a substitute, 
he pointed out, was a carrying forward of the work the carriers 
had to undertake in 1915. It was interrupted by the war and 
federal control, Mr. Rixey said, but that when it was taken up 
again, the carriers proceeded with it on the lines laid down in 
the revision made in 1916, and brought forth a scheme to comply 
with the fourth section that would be better, from a fourth sec- 
tion point of view, than the Eastman scheme, and would preserve 
the revenues of the carriers. 


At the afternoon session of the first day, Mr. Riley said 
that one-half of the reduction in revenue, on traffic from Cen- 
tral Freight Association territory, to the south, proposed by 
the Eastman report, would be on traffic rated third class or 
higher; that is, he said, on traffic that could best afford to 
carry higher rates. The $9,200,000 reduction in revenue, he 
said, would be offset only by the cancellation of inter-territory 
less-than-carload rates, cancellation of classification exceptions 
and increases in intrastate class rates. If the estimate of off- 
setting revenue from such cancellations and increases proved 
accurate, he said, the revenue loss would be reduced to 4.29 
per cent. But he desired to call attention to reductions that 
would take place in the rates on grain and grain products, 
amounting, as he said an exhibit in the supplemental brief 
showed, to $8,818,016. The statement that, if the increases 
anticipated were realized the revenue loss would be reduced 
to 4.29 per cent was elicited by a question propounded by Com- 
missioner Lewis. Mr. Rixey said the estimated increases in 
revenue would be $6,278,000. 


Nelson W. Proctor, devoting himself largely to intra-terri- 
torial rates and rates between the southeast and central terri- 
tory, said that in his testimony, given as the chief witness for 
the carriers, the late D. M. Goodwyn said the carriers regarded 
the instant case as the most important which they had been 
concerned since the effective date of the interstate commerce 
law, in 1887. Mr. Proctor said that if the case was then the 
most important, it had become one of life and death since then. 
Every rate the southern carriers had ever established, every 
relationship they had ever fixed or hoped to establish, he said, 
by the adoption of the report would be condemned as unlawful. 
He said he could not believe that the work the southern carriers 
had done was open to such a sweeping denunciation, adding that 
the destruction of the southern rate structure, in his eyes, was 
all that had been said about it. The Ohio combination basis 
of rates, which had long been in use, he said, could hardly be 
held to be unjustly discriminatory in instances where the south- 
ern carriers made the same rate on traffic moving to or from 
the river, regardless of whether the traffic originated at the river 
or came from beyond. He said that unless there was a differ- 
ence there could not be discrimination and where there was 
no discrimination it could be held there was an unjust discrim- 
ination. That, he said, he considered good law, or rather a 
fact that could not be disputed. Yet he pointed out rates of that 
kind were proposed for condemnation. 

Arguments by the group of attorneys for the southern car- 
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riers generally were completed at the morning session of Jan- 
uary 15 by R. V. Fletcher, who dealt with the subject in many 
of its aspects but devoted much attention to phases presented 
by the Mississippi valley part of the Eastman report. Revision 
of rates in, to and from the Mississippi valley, following the 
Commission’s decision in the Memphis-Southwestern case, so as 
to make them conform to the provisions of the fourth section, 
was the last part of the revision of rates in the south under- 
taken by the carriers. It was the disturbance caused by that 
part of the general revision that was regarded as the immediate 
cause of the general proceeding on which the Eastman report 
was based. 

After Mr. Fletcher had finished, the objections of particu- 
lar lines, particularly short lines, were taken up by A. M. Bull 
for the Mississippi Central, S. M. Loftin for the Florida East 
Coast and J. A. Streyer for the Norfolk Southern. The latter 
used the time assigned to J. F. Dalton. 

Objections by Central Freight Association lines were pres- 
ented by W. J. Stevenson, to whom nearly two hours were as- 
signed. Those lines had even more strenuous objections, if pos- 
sible, to offer to the Eastman report, than were voiced by the 
southern railroads. He said only a stern sense of duty caused 
him to utter criticisms of the report counter to the great per- 
sonal liking he had for the commissioner. 

The Eastman report, he said, threw all the proposals of 
the Central Freight Association lines into the discard and pro- 
posed as a substitute something, which, if not new, was at 
least untried, including a mileage scale which no one had pro- 
posed, and finally a shrinkage of the mileage of Central Freight 
Association lines in the computation of the mileage to be used 
in making up the rates, to 90 per cent of the actual mileage. 
The Eastman proposal he held illogical. The mileage scale, he 
said, bore evidences of having been proposed primarily for in- 
tra-territorial application and that its inter-territorial use seemed 
to be an afterthought. Application of a mileage scale to traffic 
of the kind affected, he said, would disrupt the rate relation- 
ships of northern cities supplying the south. This country, he 
said, was built up on an elastic rate basis, one calculated to 
enable the producers of a given commodity at different places 
to compete in common markets on terms of equality, if the 
points of origin were not too widely separated. A mileage scale, 
he suggested, would not permit continuance of commerce on 
that basis. 

Commissioner Hall seemed much interested in a declara- 
tion that no one had proposed a mileage scale, although several 
witnesses had pointed out objections to the application of mile- 
age to such rates as were under discussion. Mr. Hall was also 
much interested in a declaration made by Mr. Stevenson that 
the facts upon which Commissioner Eastman based his conclu- 
sion that the mileage of C. F. A. lines should be shrunk to 90 
per cent of the actual mileage in the ascertainment of the dis- 
tances upon which the rates were to be calculated, were not in 
the record. He asked if it were accurate to say the record did 
not contain testimony in support of the propriety of the use of 
a mileage scale and the 90 per cent rule and Mr. Stevenson 
said the record did not contain testimony on those features of 
the report. He also contended that the Eastman report was in 
the face of seventeen decisions by the Commission approving 
the combination basis of making rates and contended that the 
three decisions quoted by Mr. Eastman against the combination 
basis were not in point. He said that while the Commission 
had approved the combination basis, the carriers themselves, 
in their desire to solve the difficulties of the situation, had made 


proposals, which, if adopted, would reduce all but a few rates 
between the territories. 


E. P. & S. W. MERGER SUIT 

A three-judge court sitting at New Orleans to hear the ap- 
plication of El Paso interests for an injunction preventing the 
acquisition of the El Paso & Southwestern by the Southern 
Pacific, Home Furniture Company et al. vs. United States and 
Interstate Commerce Commission, has dismissed the bill on 
the ground that it was not brought in the proper jurisdiction. 
Edward C. Wade, Jr., counsel for the Home Furniture Company, 
was quoted, in New Orleans after the bill was dismissed, as 
saying that the matter would be taken to the Supreme Court 
of the United States, appeal from the three-judge court to the 
highest tribunal being provided by statute. 

The government and the Commission made the point, when 
the bill was filed at El Paso, that jurisdiction lay in either 
Kentucky, the home of the Southern Pacific Company, or in Ar!- 
zona, the home of the El Paso & Southwestern. Argument for 
the government was presented by H. R. Gamble, assistant United 
States attorney at El Paso, and J. H. Tallishat, of Houston, gen- 
eral counsel for the Southern Pacific. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for No- 
vember, 1924, shows 18,111 cars held overtime—a percentage 
of 08.16—as against 23,287—a percentage of 08.96—for Novem- 
ber, 1923. 
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THE TRAFFIC WORLD 


Demurrage Tariffs 


Second of a Series of Four Articles on the Application and Interpretation of Demurrage Tariffs, 
Written for the Traffic World by G. Lloyd Wilson, A. B., M. A., Instructor in 
Commerce and Transportation, University of Pennsylvania 


PART II 


ANALYSES OF THE RULES OF DEMURRAGE 
Rules 1 to 3 Inclusive 
Actual Disposition and Not Intention Determines Status of Cars 


Rule 1. Paragraph b of item 1, which precedes this rule, 
reads: 
The disposition at point of detention determines the purpose 


for which a car is held and the rule applicable thereto, except where 
there is specific tariff provision to the contrary. 


This is of fundamental importance. 

The principle underlying this paragraph has been supported 
many times by decisions of the Commission. So many mis- 
understandings had arisen between shippers and carriers that it 
was deemed advisable to incorporate the paragraph in an item in 
the uniform tariff. It has been frequently contended that, as 
the original intention had been to unload a car at destination, 
the car should be entitled to the same free time, when recon- 
signed, as if it had actually been unloaded and then reloaded 
with the original lading and ghipped to another destination. 
Obviously, the tariff cannot be applied according to the inten- 
tion that the shipper or consignee has in mind, for this would 
have the effect of allowing him more free time to reforward 
the shipment than is allowed other shippers and consignees, 
whose intentions had originally been to reconsign the shipment 
after arrival at original destination. The tariff does not apply 
according to what would have happened under other conditions, 
but according to what actually is done with the cars. 

In the case of Jewett, Bigelow & Brooks vs. the C. R. & 
D. Ry. (36 I. C. C. 655), certain cars of coal were forwarded 
to a lake port, in anticipation of the opening of navigation. 
The freight was intended to be transshipped to vessels. Under 
the effective demurrage tariff, had the cars been transshipped 
to vessels, no demurrage would have accrued pending the open- 
ing of navigation. However, instead of transshipping the coal 
to vessels, the cars were reconsigned for delivery at an inland 
point. The Commission held that “the reconsignment ordered 
changed the character of the shipments to inland shipments 
ab initio.” Thus, the cars were considered as having been 
held from the beginning for reconsignment to inland points, 
which made them subject to the local demurrage tariff, ap- 
plicable at final destination, instead of to the tariff applicable 
to cars containing coal transshipped to vessels. 

In the cases of the New Jersey Zinc Company vs. the C. 
R. R. of N. J. (36 I. C. C. 289), and Adam vs. the Illinois Central 
R. R. Company (41 I. C. C. 685), the Commission sustained the 
principle that demurrage and storage rules applicable to a 
shipment are to be determined with reference to what is actu- 
ally done with the shipment, and not with reference to what 
was intended to be done. 

Cars Subject to and Exempt from Demurrage 

Rule 1, Section A.—There are some who consider this rule 
to be merely a preamble without any particular significance. 
Nothing could be further from the truth. Briefly, it provides 
that cars of either railroad or private ownership that are held 
for or by consignors, or by consignees, for loading, unloading, 
forwarding directions, or for any other purpose, are subject to 
the rules of the demurrage tariff, except such cars as are ex- 
empt as provided in section B. Practically the whole tariff is 
summed up in those words and the balance of the tariff is more 
in the nature of rules of practice, with the exception of the 
sections naming the amount of free time and the rates of de- 
murrage charge. If, during the time a car is detained, the ship- 
per or consignee is responsible for its detention, as much of 
the detention as he is responsible for is subject to demurrage. 
If the railroad is responsible for any portion of the detention, 
then the period in which the car was not held for or by the 
consignor or consignee is not subject to demurrage. 

Section B.—The cars not subject to demurrage rules are 


Specifically declared to include only the following classes of 
cars: 


1. Cars under load with railroad company material for the use 
eee consigned to the railroad in whose possession the cars are 
€ld, i. 

2. Cars under load with live stock. This exemption does not in- 
clude cars held for or by shippers for loading live stock nor cars 
containing live poultry. 

. . Empty cars placed for loading coal at coal mines, coal 
Mine sidings, washers, or cars under load with coal at such places 
or with coke at coke ovens. The exemption applies only at mines 
washeries or ovens at which car distribution rules apply in lieu of 
demurrage rules. 


4. (a) Private cars on private tracks when the ownership of 
the car and the track is the same. This includes cars of other than 
railroad ownership ( a lease being considered as equivalent to own- 
ership) held on tracks owned or leased by private owners and of 
which the carriers own neither rails, ties, roadbeds or rights of way, 
or on a track or portion of a track devoted to the purpose of its 
user either by lease or written agreement. Here, again, a lease or 
a written agreement is considered equivalnt to ownership. 

(b) Empty private cars stored on railroad or private sidings, 
including private cars sent by their owners to shippers for loading 
provided the cars have not been placed or tendered for loading or 
order of shipper. 

5. Cars in the sugar cane service in Louisiana intra-state traffic. 

6 and 7. Specific exemptions of cars in logging and coal and 
coke services on a few roads. Local tariffs of these roads apply in 
these cases. 


Free Time Allowed 


Rule 2, Section A.—Rule 2 deals with the amount of free 
time allowed consignors and consignees. A free time period 
of forty-eight hours is allowed for loading a car and furnishing 
shipping instructions or completely unloading a car. Unloading 
includes surrendering the bill of lading on an order shipment, 
the payment of freight charges when required before unloading 
is permitted, or the furnishing of an order to deliver the car 
to some other party without the necessity for an additional 
movement, 

The amount of the free time of forty-eight hours allowed 
for such purposes has been frequently sustained by both the 
Commission and various courts, so that there has been little 
criticism within recent years as to the reasonableness of the 
amount of free time allowed. 

Rule 2, Section B.—Section B of Rule 2 prescribes a free 
time period of twenty-four hours for the purposes named therein. 
A twenty-four-hour period is allowed the shipper or consignee 
to furnish the carrier with an order for reconsignment; for 
surrendering bill of lading or paying freight charges when a 
car is held, under tariff authority for that purpose, pending de- 
livery of the car to a connecting carrier; for inspection or 
grading, including reconsignment or other disposition ordered, 
of grain and hay; and for clearing a carload shipment through 
United States Customs. 

In each of these cases it will be noticed that there is no 
physical work to, be performed, such as loading or unloading 
cars, and for this reason it has been held that twenty-four 
hours igs a reasonable time for the shipper or consignee to 
complete this sort of transaction. The only exceptions to this 
feature are found in paragraph 4, of Section B, of Rule 2, which 
allows twenty-four hours on a car held to complete the loading, 
or twenty-four hours on a car held partly to unload. It is 
within reason that if forty-eight hours is a reasonable time 
within which completely to load a car at point of origin, or 
completely to unload it at destination, the same amount of time 
should not be required on a car set off in transit, to add more 
freight, or a car set off in transit or held at destination to 
remove a portion of the freight. The note to that paragraph 
provides for an allowance of forty-eight hours for the entire 
transaction when a car is held for unloading is partly unloaded 
and partly reloaded. 

Rule 3.—Rule 3 deals with the computation of time. In 
all cases, the free time begins to run uniformly from 7 a. m. 
This provision of the rule has come down to us from the past 
and undoubtedly was based on the fact that the hours of labor 
began at 7 a. m. The precise 7 a. m. at which the free time 
begins to run, however, differs according to the actual facts. 
Sections A, B.and C, of Rule 3, deal more particularly with 
cars that do not take delivery on other-than-public delivery 
track—or private tracks. 


Computing Time 


Under Section A, of Rule 3, the free time on cars held for 
loading begins to run from the first 7 a. m. after the car is 
placed on public-delivery track and without notice of placement; 
but if the car is not placed within twenty-four hours after 7 
a. m. of the day for which the shipper ordered it for loading, 
then the carrier must give the consignor a notice of placement 
of the car on public-delivery track and the free time begins 
to run from the first 7 a. m. after the day on which the notice 
is sent or given. When a car is placed within twenty-four 
hours after 7 a. m. of the day for which it was ordered by 
the shipper, the carrier is not required to give notice of place- 
ment (or, if it does so, it would not affect the computation of 
time). The report of Mr. Lane’s committee, previously men- - 
tioned, states that the shipper, having ordered the cars in 


























162 THE TRAFFIC WORLD 


advance, will not be taken unaware when they are placed for 
loading by the carrier within this time. 

Section B, paragraph 1, of Rule 3, provides for the begin- 
ning of free time on cars held for orders—cars regarding which 
the carrier has no knowledge of the disposition the consignee 
intends to make, or cars that are held for reconsignment orders, 
etc.; also cars that require the surrender of bill of lading or 
the payment of freight charges. The time begins to run from 
the first 7 a. m. after the day on which notice of arrival is sent 
or given by the carrier to the consignee or partty entitled to 
receive the notice. The time is computed in this manner re- 
gardless of the fact of whether the car may be placed in posi- 
tion to unload or not. Manifestly, the consignee does not 
require the car to be placed in position to unload if it is his 
purpose to reconsign it, nor does he require it to be placed in 
position to unload if he intends to unload it until he has sur- 
rendered the bill of lading or paid the freight charges. He 
would not be permitted to unload the car until he had sur- 
rendered an order bill of lading or paid the freight charges, 
so that it would be asking the carrier to do a vain and useless 
thing, which the Supreme Court of the United States has held 
carriers are not required to do, if the consignee insisted on 
the car being placed in position to unloa, when he could not 
unload it until after he had attended to the preliminaries men- 
tioned. 

Section B-2.—Particular attention is called to paragraph 2, 
of Section B, of Rule 3. It deals with the release of cars rather 
than the beginning of free time. It is pointed out that it refers 
to orders mailed, wired, or otherwise transmitted by the “re- 
consignor.” Manifestly, the rule does not apply to anyone who 
is not acting in the capacity of a reconsignor of a shipment. 
Cars are released by such communications as of 7 a. m. of the 
day on which received by the carrier, when they have been 
mailed on a prior date. If they were mailed, wired, or other- 
wise transmitted and received the same date, they will release 
cars at the hour received by the carrier. 

Section C-1—Section C, paragraph 1, of Rule 3, fixes the 
beginning of free time on carg to be unloaded on public-delivery 
tracks. The time begins to run from the first 7 a. m. after 
the car is placed on public-delivery track, provided notice of 
arrival has been sent or given by the carrier to the consignee 
or party entitled to receive it on the day prior to such first 
7 a.m. after placement. If a car is placed on a public-delivery 
track, let us say, after 7 a. m. on Monday and prior to 7 a. m. 
Tuesday, the free time begins to run 7 a. m. Tuesday, provided 
the notice of arrival has been sent or given the consignee on 
Monday. If the notice has not been given on Monday, then 
the free time would not begin to run from 7 a. m. Tuesday, 
but would begin to run from the 7 a. m. following the day on 
which the notice of arrival is sent or given. This tariff pro- 
vision further stipulates that, if the car is not placed within 
twenty-four hours after notice of arrival has been sent or given, 
the free time will begin to run from the first 7 a. m. after the 
day on which a notice of placement on public-delivery track 
has been sent or given to the consignee or party entitled to 
receive such notice. Briefly, this means that if the carrier 
sends a notice of arrival to the consignee on Monday, but does 
not see to it that the car is placed on the public- delivery track 
within twenty-four hours thereafter, then the consignee is en- 
titled to notice from the carrier that the car has been placed, 
in which event the free time begins to run from the first 7 
a. m. after the day on which the notice of placement has been 
sent or given to the consignee. 


Section C-2.—Paragraph 2 of Section C, of Rule 3, deals with 
cars subject to Section B, of Rule 5, which is an emergency 
measure providing for alternative delivery places, and will be 
explained in connection with the latter rule. 

Section D.—Section D, of Rule 3, deals with cars to be 
delivered on other-than-public delivery tracks. Other-than-pub- 
lic delivery tracks include private tracks or any railroad track 
or portion of a railroad track assigned for individual use. Inas- 
much as the delivery of a car on such track constitutes notifi- 
cation to the consignee, a written notice of arrival is not re- 
quired. The only notice necessary with respect to such cars 
is a notice of constructive placement (which means that the 
car will be construed to have been placed), when the carrier is 
prevented, through some fault or condition attributable to the 
consignee, from actually placing the car. In such cases, the 
carrier gives a notice (as provided in Rule 5, Section A, para- 
graph 1) of its readiness to deliver the car, and it is construed 
to have been placed at the time such notice is sent or given. 
The free time begins to run from the first 7 a. m. thereafter, 
just the same as if the car had been actually placed on the 
consignee’s track at the time the constructive placement notice 
was sent or given. 

Section D, Note 1.—Note 1, Section D, of Rule 3, defines 
“actual placement,” and, as Section D applies only to cars to 
be delivered on other-than-public-delivery tracks, the definition 
of “actual placement” in this note applies only to placement 
on other-than-public-delivery tracks. It states that “actual 
placement” is made when a car is placed in an accessible posi- 
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tion for loading or unloading, or at a point’ previously desig. 
nated by the consignor or consignee. Some consignees taking 
delivery on private tracks designate the particular point where 
certain car or cars containing certain commodities are to be 
placed. Cars must be placed in this manner to be “actually” 
placed. The note further provides that, if the carrier is pre- 
vented from so placing cars from any cause attributable to 
the consignor or to the consignee, so that the car is left on 
the consignee’s track in an inaccessible position, it is con- 
sidered as though it had been constructively placed at the time 
it is left on the track. No notice, however, need be given to the 
consignee. The car has been placed on the consignee’s track 
and he does not require a notice, because the car is actually 
left in his possession. Free time begins to run from the first 
7 a. m. after it is thus left on the track when, through some 
condition attributable to the consignor or consignee, the car- 
rier was prevented from placing it in an accessible position for 
unloading, or from placing it at a point previously designated 
by the consignor or consignee. 

Section E.—Section E of Rule 3 deals entirely with cars to 
be delivered to industrial plants that perform the switching 
service for themselves or others located on their rails. In such 
cases the cars are interchanged between the carrier and the 
industrial plant in similar manner to the interchance of cars 
between two different railroads. 


The cars are placed by the carrier on tracks accessible to 

the power of the industry. The industry, with its power, re- 
moves the cars from such tracks and takes them into the plant, 
The carriers, as a rule, not having access to such plants with 
their own locomotives, the cars are held within the plant for 
or by the consignor or consignee until they are brought back 
to the point of interchange, where they are accessible to the 
carrier’s locomotives. Consequently, it is provided that the 
free time shall begin to run from the first 7 a. m. after the 
carrier places the cars on the interchange tracks. Such place- 
ment is considered an actual delivery (as provided in Rule 4, 
Section C), so that a notice of arrival is not required by the 
consignee. No notice from the carrier is necessary on cars 
placed on interchange tracks of industrial plant performing 
the switching service for themselves or others, with their own 
power. 
If the cars cannot be placed by the carrier on the inter- 
change tracks because the tracks are full or the consignee is 
unable to receive them, or because of any condition attributable 
to the consignee, the carrier (in accordance with Rule 5, Sec- 
tion A, paragraph 1) gives the consignee a notice of readiness 
to deliver, or that the carrier igs unable to deliver the cars be- 
cause of conditions named. In such cases notice is considered 
a constructive delivery—that is, the cars are construed to have 
been placed on the interchange track at the time the notice is 
sent or given—and the free time begins to run from the first 
7 a. m. after such notice, just as if the cars had actually been 
placed on the interchange track at the time the notice was sent 
or given. 

The note to Section E, of Rule 3, provides for a notice 
of placement to be given under certain conditions under which 
the consignee would be unable to identify his cars from other 
cars. Such cases include the use of one track by several con- 
cerns or the use of the interchange track by the carrier for 
other cars, or where the interchange track igs not adjacent to 
the industrial plant. The placing of cars at the point of inter- 
change in such cases is not an actual delivery to the consignee, 
under which conditions the free time begins to run from the 
first 7 a. m. after such notice is sent or given. 


ATHLETES STUDY RAILROADING 

By a unanimous vote of its 1,250 members, the New York 
Central Athletic Association, of Rochester, N. Y., has decided 
to study railroading and its problems. Plans have been com- 
pleted for a course of lectures along the general lines of a 
university extension course, and members of the association 
will be invited to prepare papers on the subject treated in each 
lecture. The lectures will be given the last Thursday in each 
month. 

The program for this winter is as follows: 

January 29: “The Part Played by Railroads in the Eco- 
nomic Life of the Nation,” T. W. Evans, assistant vice-presi- 
dent, operation, New York City. 

February 26: “Transportation and Supervision,” F. E. Wil- 
liamson, general superintendent, New York terminal district. 

March 26: “Railroad Financing and Accounting,” W. C. 
Wishart, comptroller, New York Central Lines. 

Apri] 30: “Principles of Railroad Location and Construc- 
tion,” G. W. Kittredge, chief engineer, New York Central Lines. 

In the fall it is planned to have lectures on locomotive and 
car design, by F. H. Hardin, chief engineer, motive power and 
rolling stock; maintenance of locomotives and cars, by R. M. 
Brown, assistant superintendent of motive power; maintenance 
of track, buildings and bridges, by J. V. Neubert, engineer of 
maintenance of way, all of the New York Central. 
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MONEY FOR COMMISSION 
The Trafic World Washington Bureau 


The independent offices’ appropriation bill, reported to the 
House January 10, carries an appropriation of $6,853,962 for 
the Commission for the fiscal year ending June 30, 1926, an 
increase of $1,940,462 over the amount recommended by the 
Bureau of the Budget. The House committee on appropriations 
recommended the unusual increase in the estimate of the Budget 
as the result of urgent appeals to the committee that adequate 
appropriations be made for the work Congress required the 
Commission to do. ; 

The amount carried by the bill represents also an increase 
of $2,212,098 over the amount appropriated for the fiscal year 
ending June 30, 1925, the current fiscal year. The Commission 
asked the Bureau of the Budget for $7,364,497 for the fiscal 
year of 1926. The amount recommended, if appropriated by 
Congress, will be the largest ever given to the Commission. 

The following table shows in detail a comparative state- 
ment of the amounts appropriated for 1925, the Budget esti- 
mates for 1926, and the amounts recommended in the bill for 
1926: 








Appropriations Budget Amount 

for 1925 in the estimates recom- 

independent of- for 1926, regu- mended 

fices, deficiency lar annual and in the bill 

and other acts supplemental for 1926 

RRTIOR 6:05 v.capriwesiecevie 139,500 139,500 139,500 
General expenses ...... 2,148,760 2,100,000 2,318,660 
Regulating commerce.. 553,284 600,000 1,189,250 
Signal safety systems. 375,000 500,000 650,000 
Locomotive safety insp. 300,000 450,000 450,000 
Valuation of property. .1,000,320 1,000,000 1,946,552 
Printing and binding.. 125,000 124,000 160,000 
TStal vsccceee weawwes 4,641,864 4,913,500 6,853,962 
Increase 

Increase (+) or (+) or de- 

decrease (—), crease (—), blil 

bill compared compared with 

with 1925 1926 budget 

appropriation estimates 

Salaries ....ccee pgabie wwe weemeeeeaa tes pale wielal GEES 
General EXPENSES .....ccceccccccees +169,900 +218,660 
Regulating commerce .......+-.+.e+ +635,966 +589,250 
Signal safety systeMS.........eeeee -+275,000 +150,000 
Locomotive safety inspection...... +150,000 jj§§= j= = _— ceesccverce 
Valuation of property..........ee0. +946,232 +946,552 
Printing and binding............6. - +35,000 +36,000 
EGER. cccesress vines ee pie e Caen’ +2,212,098 +1,940,462 


In its report accompanying the bill, the committee made 
the following explanation with respect to items for the Com- 
mission: 


For the general expenses of the Interstate Commerce Commission 

the committee recommends an appropriation of $2,318,660, which 
is an increase of $169,900 over the current year and $218,660 over the 
budget estimates. The work of the commission has_ steadily in- 
creased. The number of formal proceedings that were filed as com- 
plaints and subcomplaints in 1906 was 74 and during the last fiscal 
year the number was 1,332. In addition to the regular work of 
the commission and the activities of its various bureaus, the Su- 
preme Court decision in the “Wolfe case” resulted in the filing of 
some 40,000 overcharge claims which must be disposed of. Reduc- 
tions in personnel have been made during the past two years, and in 
order to keep the absolutely necessary work current the employes 
have worked overtime, which during the last three months of the 
year amounted to 9,8651%4 hours. There are at present some 49,000 
informal docket cases pending, over 3,000 special docket cases, and 
approximately 2,100 undisposed of formal cases now before the com- 
mission. Under the law the railroads may file a tariff, which may 
be suspended by the commission on its own initiative or upon the 
complaint of any shipper. The law requires that this suspension 
be for a period of 120 days (with a possible extension of 30 days), 
and of necessity the commission must postpone other matters to 
investigate the proposed rates. This has resulted in such a conges- 
tion of the formal docket that it now takes almost 600 days to dis- 
pose of a complaint and answer case, which is a hardship upon the 
shipper. It has also been the custom in previous years to send 
examiners out to handle rate cases near the home of the shipper, but 
lately it has been necessary to hold many of these hearings in Wash- 
ington, and since July 1, 1924, more than a hundred such hearings 
have been held here. Shipper representatives numbering more than 
1,200 attended, and this expense could be eliminated by providing 
additional examiners. After careful consideration the committee 
believes that the appropriation of $2,318,660 recommended in the 
accompanying bill is necessary to enable the Interstate Commerce 
Commission to bring its general work current and give the character 
of service to which the shippers are entitled. 
. For the buearu of accounts of the Interstate Commerce Commis- 
sion the committee recommends an appropriation of $1,189,250 for the 
year 1926, which amount is $635,966 more than the appropriation for 
the current year and $589,250 more than the estimate. Although 
the recommended appropriation represents a substantial increase over 
the sum now available and the estimates, it is believed the in- 
crease is justified. Under this bureau the accounting work under 
section 15a of the transportation act and the policing of carriers 
accounts is performed. Section 15a provides for the recapture of 
excess earnings by the carriers and there has been paid into the 
treasury the sum of $5,021,894.97. The major portion of this, how- 
ever, has been paid in under protest, and this contingent fund has 
not been available for the uses contemplated by the statute. It is 
estimated that the recapturable surplus for the pout several years is 
as follows: 1920 (3 months), $5,568,000; 1921, $12,500,000; 1922, $15,- 
000,000; 1923, $36,000,000; 1924 (estimated), $25,000,000. 

There are approximately 564 cases on the docket now for con- 
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sideration, and it is estimated that with the present force not more 
than 405 can be taken care of by June 30, 1925. In order that the 
work may be kept current during the ensuing fiscal year, and the 
work in arrears may be brought up to date, the committee recom- 
mends the increased appropriation. The amount recommended can 
be divided as follows: 

To bring current the work which will have accumulated as of 
July 1, 1925, $471,585; to keep current the work originating during 
the fiscal year 1926, $717,665; total, for recapture work, $1,189,250. 

It will be seen from the above that the total appropriation for the 
work on carriers’ accounts is to be expended for recapture of excess 
earnings under section 15a of the transportation act. The sum of 
$317,604.46 was under consideration by the committee for policing 
the accounts of carriers, but it is believed that this work can be post- 
poned safely until the more urgent work of the commission is brought 
current. For the bureau of safety the committee recommends an 
appropriation of $650,000, which is $275,000 more than the ap- 
propriation for the current year and $150,000 more than the estimate. 
There is also inserted in the paragraph authority to employ a chief 
inspector at $6,000 per annum and two assistant chief inspectors at 
$5,000 each per annum. This action equalizes the compensation of 
these employes with those in similar positions in the bureau of 
locomotive inspection. Section 26 of the transportation act greatly 
increased the duties of the bureau of safety by authorizing the 
commission to require carriers to install automatic train control 
upon any part or the whole of any railroad, and also to apply other 
safety devices. In response to this law an order was issued in June, 
1922, requiring 49 of the Class I roads to install some form of auto- 
matic train stop or train control device upon a passenger division 
between specified terminals, and a subsequent order effective in 
February, 1924, required 45 additional Class I carriers to install 
train control upon one locomotive passenger. division. 

The insufficiency of the inspection force made necessary a sus- 
pension of the latter order pending the completion of the installations 
required by the order of June, 1922. The committee is of the opinion 
that the safety work is of primary importance and should be pro- 
ceeded with as rapidlv as is consistent with good administration, and 
for that reason have inserted the increase noted to provide supervision 
of new installations and keep up the current inspection of installations 
previously made. 

The report of the commission shows that during the fiscal year 
1924 the bureau of safety investigated 100 collisions and derailments 
and found that 50 of them were preventable, and if prevented would 
havé saved 113 lives and prevented the injury of 780 persons. 

For the bureau of locomotive inspection the committee recommends 
the budget estimate of $450,000 for the year 1926, which is an increase 
of $150,000 over the sum available for the current year. This in- 
crease is made necessary by the act of June 7, 1924, which provided 
for the employment of 15 additional inspectors, and specified the 
salaries of the chief inspector and assistant chief inspectors at $6,000 
and $5,000, respectively, per annum. There is submitted herewith 
a statement showing the number of locomotives for which reports 
were filed, the inspections made, and the results of the inspections. 


1924 1923 1922 1921 1920 
Number of locomotives 


ad which report are 


Eee 70,683 70,242 70,070 70,475 69,910 
Number inspected ...... 67,507 63,657 64,354 60,812 49,471 
Number found defective 36,098 41,150 30,978 30,207 25,529 
Percentage inspected 

found defective ...... 53 65 48 50 52 
Number ordered out of 

ehccpind., eee ee 5,764 7,075 3,089 3,914 3,774 
Total number of defects . 

POE. oa Nissen cs ecke 146,121 173,840 101,734 104,848 95,066 


An appropriation of $1,946,552 is recommended for 1926 for the 
bureau of valuation. This sum is $946,232 more than the appropria- 
tions for the current year and $946.552 more than the budget 
estimate. It is also provided that $200,000 of the appropriation shall 
be made immediately available, to enable the bureau of valuation 
to build up an organization with which to operate at utmost efficiency 
at the beginning of the next fiscal year. Investigation by the com- 
mittee developed the fact that to finish the primary valuations of the 
steam, telegraph, and sleeping-car carriers of the country, under the 
present rate of appropriations, would take from 6 to 13 years, during 
which time much of the information already obtained would be 
useless. In order, therefore, to make use of available data and com- 
plete the primary valuation work, the committee recommends that 
a three-year program be adopted, calling for appropriations for 
strictly valuation work as follows: Fiscal year 1926, $1,555,602; fiscal 
year 1927, $1,037,010; fiscal year 1928, $915,264; total, $3,507,876. 


In addition to the above, order No. 3 of the bureau of valuation 
provides for bringing up to date the primary valuations for the pur- 
Pose of determining recapturable excess income under section 15a 
of the transportation act. Further additional appropriations are 
necessary to provide the necessary engineering forces required under 
section 15a work. For the fiscal year 1926, in addition to the sum to 
be made available for valuation of property of carriers, there must be 
provided sufficient sums to enable the commission to perform the 
necessary work under section 15a of the transportation act and order 
No. 3 of the bureau of valuation. The sum recommended by the 
committee may be divided for these three classes of work as follows: 
Valuation, $1.555,602; order No. 3 work. $137,350; recapture under 
section 15a, $253,600; total for 1926, $1,946,552. 


An appropriation of $160,000 is recommended for printing and 
binding for the Interstate Commerce Commission. This sum is 
$35,000 more than the appropriation for the current year and $36,000 
more than the estimate. There was carried over to the _ present 
fiscal year work amounting to approximately $12,500. This arrearage 
comprised about five volumes of reports of the Interstate Commerce 
Commission, and it is estimated that during the current fiscal year 
10 volumes of reports will be issued. Each volume consists of ap- 
proximately 770 pages, and the cost ner volume is about $3,000. The ap- 
propriation recommended will enable the commission to keep their 
printing current and will aid the commission and others interested 
to refer readily to decisions and reports. Unless this sum is ap- 
propriated no printing of the reports can be accomplished and it 
would be necessary to get citations or decisions from miscellaneous 
pamphlets, which would be difficult in cases before the courts or 
state commissions. 


The report of the committee given above constitutes a sum- 
mary of the testimony given before the committee in executive 
session. The testimony was made public when the bill was 
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reported. Witnesses who appeared were Commissioners Esch, 
Lewis and McManamy, Secretary McGinty, Joseph H. Beek, 
executive secretary of the National Industrial Traffic League; 
R. C. Fulbright, chairman of the League’s legislative committee; 
Luther M. Walter, the League’s general counsel, and H. J. 
Wagner, traffic commissioner of the Norfolk-Portsmouth (Va.) 
Freight Traffic Commission. 


Commissioner Esch, in his testimony, said the President 
allotted $2,100,000 for the general appropriation, which was 


$48,000 less than the amount appropriated for the present fiscal 
year. 


“We are here to urge as strenuously as we can that this 
sum of $2,100,000 for our general appropriation be not decreased, 
and we make that statement for the reason that we cannot 
see our way clear to do the work allotted to us under existing 
law, and possible work added by reason of resolutions of Con- 
gress or decisions of the courts for anything less than the 
$2,100,000,” said Commissioner Esch. “I stated when I appeared 
before you last that the work of the Commission was growing 
and the Commission itself was dropping behind in its work.” 


Mr. Esch then submitted detailed figures showing the scope 
of the Commission’s work. These were briefly summarized in 
the committee’s report above. 


Investigations instituted by the Commission on its motion, 
such as the class rate investigations, Mr. Esch said, were of 
exceedingly great value and resulted in good throughout wide 
areas, but that they cost money and time and that therefore 
the Commission felt constrained to limit the exercise of its 
right to investigate on its own motion. It was for that reason, 
he said, that “we had only 11 such investigations in 1924, 
whereas we had 28 in the preceding year.” 


The committee recommended that the Commission be given 


$2,318,000 for its general appropriation, as against the $2,100,-- 


000 recommended by the Budget. The Commission asked the 
Budget for $2,318,000. Mr. Esch, asked for his opinion by Rep- 
resentative Wood of Indiana, said he frankly stated why the 
Commission could not get along on $2,100,000. 

Secretary McGinty said the Commission needed at least 
twelve additional attorney-examiners. 


Representative Wood remarked that Commissioner Esch 
seemed a little bit embarrassed because he did not wish to 
run counter to the recommendations of the Bureau of the 
Budget. He said Congress was the responsible agency for the 
expenditure of money and it had to be fully advised and that 


therefore the committee had no hesitancy in going fully into 
the matter. 


Commissioner Lewis, who has supervision of the valuation 
work of the Commission, went into great detail in his testi- 
mony as to the status of the work and what was needed to 
complete the primary valuations. Commissioner McManamy 


made a statement in behalf of the Bureau of Locomotive In- 
spection. 


Mr. Beek said what the members of the League’s com- 
mittee desired to do was to emphasize the value of the Com- 
mission’s work to the shipping public. He referred to complaints 
of members of the League that the work of the Commission 
was falling behind. Two or three years elapsed before some 
cases were disposed of, he said, and further delay resulted 
from inadequate appropriations for printing decisions. He 
referred to the appearance of the League’s special committee 
before the Director of the Bureau of the Budget in support of 
larger appropriations for the Commission and the subsequent 
visits made to president Coolidge on the subject. 


Mr. Fulbright went into detail as to the necessity, from 
the viewpoint. of the shipping public, for an adequate force 
to do the work imposed by law on the Commission. He re- 
viewed the numerous additional regulatory duties imposed on 
the Commission by the transportation act. 


“I call your attention to the fact that this is a case of 
the shippers,” said he. “The railroads are not greatly excited 
over the fact that you are about to cut down this appropriation.” 

Mr. Walter emphasized the necessity for prompt action on 
complaints of shippers. Mr. Wagner said the general impres- 
sion now was that the shippers of the country had been sacri- 
ficed on the altar of the railroads, because the transportation 
act had placed such duties on the Commission that it was not 
in a position to do justice to the shippers. He said rate cases 
were put aside for other matters. He said he was not criti- 
cizing the Commission—that he could not see how it could do 
otherwise. Formerly with the Commission as an examiner, Mr. 
Wagner gave the committee a picture of the work done by the 
rate regulating forces of the Commission. 

Mr. Beek filed with the committee the statement submitted 
on behalf of the League to Director Lord of the Budget. 

The Senate appropriations committee, in reporting the first 
deficiency appropriation bill passed recently by the House, in- 
cluded an item of $101,420 additional for the Commission for 


the present fiscal year. The item was not in the bill when it 
passed the House. 
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SHIPS SOLD FOR LAKE SERVICE 


The Trafic World Washington Burcay 


Chairman O’Connor, of the Shipping Board, January 15 an- 
nounced that the board had approved the sale of four lake type 
cargo vessels to the McDougal Terminal Warehouse Company 
of Duluth for use on the Great Lakes. The company said the 
urgent need for establishment of service on the lakes, as pro- 
posed, was evidenced by requests from shippers for such service, 
The board will receive $100,000 for the four ships. A. M. Mc. 
Dougall, president, said the ships would engage in a service 
hitherto handled by Canadian flag tonnage. 


GOVERNMENT OPERATION ON LAKES 


The Inland Waterways Corporation, created by Congress to 
operate the barge lines on the Mississippi and Warrior rivers, 
would be authorized and directed to establish, maintain and 
operate lines of transportation as a common Carrier of goods and 
passengers on the Great Lakes if a bill (H.R. 11541), introduced 
by Representative Peavey, of Wisconsin, becomes a law. 

The bill provides that the capital stock of the corporation 
shall be increased from $5,000,000 to $20,000,000, all of such 
increase to be subscribed by the United States. An appro- 
priation of $12,000,000 is authorized by the bill for the purpose 
of paying for part of the total subscription. 

The bill further provides that the Shipping Board shall 
transfer to the Inland Waterways Corporation all the lake ves- 
sels of the emergency fleet and that such vessels shall be op- 
erated on the lakes as provided. 


TANKER AND TUG SOLD 


President Palmer, of the Fleet Corporation, has announced 
the sale of the San Pasqual, a concrete tanker of 7,500 dead- 
weight tons, to the Old Time Molasses Company of Havana, 
Cuba, for $16,000, and of the Moositauka, a steel ocean-type 


coal-burner tug of 429 gross tons, to the Matson Navigation 
Company, of San Francisco, for $46,000. 


UPHOLD THE BARGE CANAL 


The Trafic World New York Bureau 

Officials of twelve companies operating vessels on the New 
York Barge Canal met Tuesday at the offices of E. G. Warfield, 
chairman of the Canal Operators’ Association, and adopted the 
slogan, “Finish the Canal and Give Us a Chance,” as their reply 
to the recent statement of Governor Smith that the waterway is 
not being used to an extent justifying the large sums of money 
spent on its construction and maintenance. 

The canal officials said that if the state would maintain the 
channel at a depth of 12 feet and a width of 75 feet, as contem- 
plated in the law, it would be used in a way meeting all expecta- 
tions. They pointed out that at present the depth was fre- 
—- not more than nine feet and full utilization was pre- 
vented. 

The inquiry into the situation, as proposed by Governor 
Smith, met with approval. Mr. Warfield said that this was the 
best means of bringing the situation to the attention of the 
public, and would show why the canal had been neglected. The 
association urged that the governor appoint shippers, shipowners, 
and engineers on his committee, as well as state officials. 

In support of the contention that the canal is an important 
advantage to the state and city in establishing low freight rates, 
J. H. Muller, manager of the canal division of the Transmarine 
Lines, said that Buffalo steel was used in the construction of the 
Coney Island Boardwalk and other local projects solely because 
barge canal rates made it possible for the New York plants to 
compete with those at Pittsburgh. The effect of the canal on 
rates, he said, was felt far in the interior of the country. 

A meeting will be held under the auspices of the Canal 
Operators’ Association January 21 in the rooms of the Merchants’ 
Association. Representatives of all commercial and business or- 
ganizations in the metropolitan district will be invited. Com- 
missioner of Canals Roy K. Fuller will also hold a meeting on 
the subject at the Merchants’ Association the following day. 

The canal companies represent 500 barges, 25 towing units, 


20 single cargo carriers of 2,000 tons capacity each, and a total 
investment of $10,060,000. 


PARCEL POST FOR BRAZIL 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


, Referring to the last paragraph of “‘Observations” under the item 
“Brazil” on page 200 of the Postal Guide for July, 1924, requiring 
parcels for Brazil to be sealed, postmasters are requested not to 
accept parcels for Brazil unless sealed with wax, lead, adhesive tape, 
or otherwise. 

By reference to the last paragraph of section 218 on page 234 of the 
annual guide it will be seen that parcels for China, Ita ly, Panama 
and Portuguese West Africa may be. sealed with wax, lead seals, or 
otherwise. Parcels addressed to Albania, Argentina, Brazil, Cape 
Verde Islands, Egyptian Sudan and Fiume must be sealed. 
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OCEAN SHIP RATES STRONGER 


The Trafic World New York Bureau 


Within the last two weeks the ship charter market has 
undergone a reversal of trend and rates are now improving all 
along the line. The demand for grain and coal space is increas- 
ing. Vessels are scarce and shippers are finding that they must 
pid up to attract tonnage. There is still some question whether 
this is a seasonal improvement or is based on a gradually ex- 
panding commerce, but steamship officials are inclined to believe 
that the advance has more than a temporary basis. 

The coal trade indicates healthier conditions. Several ves- 
sels have been closed for Hampton Roads to West Italy at $3.35 a 
ton, an advance of ten cents over previous fixtures, and shipbrok- 
ers expect the rate to be $3.50 a ton within a short time. Prompt 
ships for the east coast of South America are also in demand at 
stronger rates. 

The volume of business in grain is still small but is rapidly 
approaching the basis where full cargo ships will be attracted. 
After several weeks during which tramp ships were out of the 
market and regular liners were able to take all offerings, fixtures 
have now been made at 21% cents from Atlantic ports to Greece, 
1834 cents to the western Mediterranean, an advance of two to 
two and a half cents over previous fixtures. 

The sugar market showed greatest activity with a dozen 
or more fixtures ranging from 21 to 27 shillings a ton from Cuba 
and San Domingo to the United Kingdom and Continent, averag- 
ing about 23 shillings. Present indications point to a strong 
demand in February and March. 


The following changes were adopted by the trans-Atlantic 
Conference to the United Kingdom and Ireland: Automobile 
accessories, 60 cents a cubic foot or $1.20 a 100 lbs.; common fur- 
niture, value not over $100 per 40 cu. ft., and wooden folding 
chairs and tables, 30 cents cu. ft.; spark plugs, 60 cents cu. ft.; 
horn shavings, 65 cents per 100; powdered milk in cans crated, 
50 cents per 100; X-rays apparatus, 60 cents cu. ft.; tools of all 
kinds, 40 cents cu. ft. or 75 cents per 100. 

The following rates were established in the trans-Atlantic 
Conference to the Continent: Provisions, 3214 to 35 cents; gluten 
feed, 20 to 22 cents per 100; vanadium ore, $6.50 to $7.00 per 
2,240 Ibs.; the lower rates applying to Antwerp, Amsterdam and 
Rotterdam, and the higher to Hamburg and Bremen, respectively. 

The following changes have been made in rates to Portu- 
guese and Spanish Atlantic, French and Spanish Mediterranean 
ports: Rates on lubricating oil advanced to 30 cents per 100 Ibs., 
Barcelona and Cadiz, 40 cents to Bilbao, Santander and Seville. 
Add 15 cents to all ports to which it is necessary to transship. 

The following changes were made to the West Coast of 
Italy, Genoa, Naples and Leghorn: Seed oats in bags, $13.25 
and $12.00; seed wheat and corn, $9.25 and $8.25; fertilizer, $9.00 
and $8.00; wooden bungs and shanks in bags, $20.00 and $18.00 
per 2,240 Ibs., on passenger and freight vessels, respectively. 


The rates from Pacific ports to China, Japan, Manila, Straits 
Settlements and Indo China from transcontinental territory have 
been increased from $10.00 to $10.50 on machinery, and from 
$10.00 to $11.00 on agricultural implements, per ton of 2,000 Ibs. 
or 40 cu. ft. Add 50 cents for rates to Shanghai. 


There are indications in the South and East Africa trade 
that rate advances averaging 10 to 15 per cent will be made in 
February or March. 

The following changes have been made to the West Coast of 
South America, Chile, Ecuador, Peru and Bolivia: Peroxide of 
hydrogen reduced to 45 cents cu. ft. or 80 cents a 100 lbs.; grind- 
stones to 35 cents cu. ft. or 63 cents a 100 Ibs. 


The following changes have been made to Venezuela and 
Guiana: To La Guayra and Porto Cabello, auto tractors, percus- 
sion caps, copper wire, grease, in cases, 40 cents cu. ft., or 65 
cents a 100 lbs.; same to Coro and Maracaibo, 40 cents cu. ft. 


‘and 85 cents a 100; on automobiles and motor trucks the rates 


are 35/65 and 30/85 to the two groups, respectively. The follow- 
ing new rates apply to all four ports: Blasting caps, $5.00 a 100; 
shot guns, $1.80 each; empty drums and barrels, not exceeding 
101% cu. ft., each $1.75. The rate on oleomargarine to La Guayra 
and Porto Cabella has been reduced from 70 cents to 65 cents per 
100. On structual steel over 35 feet in length 20 per cent must 
be added to the port rate. 

Freight rates from Europe to the Pacific Coast are now being 
quoted in American dollars for the first time in a century. The 
new tariff of the outbound Continental-North Pacific Conference 
lists all quotations in U. S. currency. 

Competition of non-conference lines in the intercoastal trade 
has created a serious situation for the regular companies and 
discussions are now being held on the best means of meeting the 
situation. Some of the members are asking permission to meet 
cut rates. 

The Harbor Department of the City of Los Angeles directs 
attention to an error in the recent report of increased wharfage 
rates. On January 1 there was put into effect a revised wharf- 
age schedule providing a uniform charge of 10 cents per ton of 
2,000 Ibs., or 40 cu. ft., except on live stock, lumber and lumber 
products, oils and vehicles. Prior to this change a number of 
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commodities paid only 5 cents a ton. The dockage charge was 
changed and was based on the net registered tonnage of a vessel 
and the length of time at berth. 

Accumulation of more than 11,000,000 bushels of grain, 
valued at more than $20,000,000, in the port elevators of Balti- 
more has resulted in the declaration of an embargo by the 
Pennsylvania. A similar embargo was declared by the Western 
Maryland several days ago, when its storage space was ex- 
hausted by shipments from the west. Traffic officials explain 
that the congestion has been caused by the decline in the 
export market at a time when the flow of grain to the sea- 
board has continued on a large scale. It is believed, however, 
that the situation will be relieved in a few weeks in view of 
the recent revival in grain trade. 

Regulations providing for the split delivery of carload lots 
of freight at Philadelphia, effective February 1, have been issued 
under the supervision of the Ocean Traffic Bureau. Heretofore 
deliveries have been in carload lots only for export. The 
formal announcement says: 


On carload freight assessed at carload rates, consigned in ship- 
ping order and bill of lading for export, two free export lighterage 
deliveries, or one free export railroad station delivery for export 
and one free export lighterage delivery, or two free railroad sta- 
tion deliveries for export, will be made in quantities as the con- 
signee may direct. Any additional lighterage or station deliveries in 
addition to the two above referred to will be charged for on basis 
of the local rates as per tariff on file with the Interstate Commerce 
Commission and Public Service Commission of Pennsylvania. When 
order for delivery of two or more parts of a shipment is received 
the free deliveries shall attach to those of the greatest weight. 


PLUMMER REPLIES TO PALMER 
The Trafic World Washington Bureau 


Commissioner Plummer, vice-chairman of the Shipping 
Board, appearing before the House committee investigating the 
board and Fleet Corporation, this week replied to testimony 
given by President Palmer of the Fleet Corporation as to Mr. 
Plummer’s attitude toward the Fleet Corporation head. Mr. 
Plummer said that, to correct the record as to his alleged 
“interference” in the affairs of the Fleet Corporation, he wished 
to submit several matters that had come under his observation 
of a nature that justified the policy of Congress in having cre- 
ated a supervisory board for the protection of “the important 
interests here involved.” He said he was not to be understood 
as thinking it necessary to justify the fact that “I have dis- 
charged duties imposed’ on me by law in being alert 
in all matters relating to the welfare of the great merchant 
fleet committeed to the care of the board.” 

Commissioner Plummer said that what he had done with 
respect to the Fleet Corporation was done in an effort to “help 
the service.” In reviewing “some of the facts that I felt called 
for action,” Mr. Plummer said, in part: 


I_ went to Europe on the George Washington last July. A 
few days out the Leviathan passed us some five miles away. 
The first that we knew that the ship was near was when & 
great cloud of smoke loomed up on the horizon and she passed 
us leaving behind a trail of smoke. which I remarked to one of 
the congressmen in the party, looked as if she was trying to throw 
a smoke screen; and that trail of smoke continued until after 
she had disappeared from sight. Now in an oil burning vessel 
after the furnaces are hot, there is no excuse for any such trail 
of smoke as that, and it was careless handling of the burners 
which resulted in a double waste: for not only in such cases is 
the oil being blown into the stacks unconsumed, but the tubes 
of the boilers are becoming insulated by carbon so that the heat 
of the furnaces is in part lost. When I returned to the United 
States that was one of the complaints I made, and the fact that 
since I made that complaint the consumption of oil on the 
Leviathan has been reduced over 500 tons a voyage. shows that 
it only needed a little effort, by a man who was really interested, 
to have that waste reduced. Yet Emergency Fleet officials had 
been riding on that boat ever since she was commissioned. 

I returned to this country on the Leviathan. I had not been 
on board that ship twenty-four hours before I began “boiling” at 
the waste I saw, and as soon as we landed, without’ waiting to 
get to Washington, I stepped into the United States Lines head- 
quarters, and dictated what was on my mind. The following is 
the ovening paragraph of that statement: 

“‘T have been unwillingly compelled to the conviction that 
there is a systematic effort to discredit the Leviathan. Just who 
are engaged in this, I am not prepared to state at this time—I 
shall endeavor to learn.” (August 13, 1924.) 

I left this memorandum with the manager and gave copies to 
Mr. Palmer and to each commissioner of the board. As a re- 
sult, the chief steward was immediatelv suspended and the man- 
ager of the lines, Mr. Rossbottom, made a trip on the ship him- 
self. I had complained of the useless help on that ship. They 
discharged 174 of these surplus employes. They reduced the cost 
of food nearly 20 per cent per person and improved the service 
at the same time, as is shown by the fact that during the past 
six weeks we have been receiving copies of letters from passen- 
gers, forwarded to us by Mr. Palmer, showing how wonderful 
is the food and service aboard the Leviathan. 

Again, I was on that ship when a propeller broke. The next 
morning I went into the engine room. I went as far as I could 
get in the shaft alley and felt of those shafts. I talked with 
the engineer. Then I went on deck and talked with one of the 
officers who was on duty when the Leviathan left Southhampton. 
I became convinced that all four of the propellers had been 
damaged. Then I went to the Captain and received permission 
to send a message advising the Emergency Fleet to divert the 
ship to Boston, in order that she might have time to make repairs 
and not miss a trip. It cost about $20,000 every time we take 
that ship from New York to Boston and back; and $20,000 would 
pay for quite a number of special trains to carry westbound 
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passengers from Boston to New York. That radiogram speaks 
for itself. When that ship went into dry dock it developed that 
my conclusions had been absolutely correct. All four wheels 
had been damaged. All four wheels needed to be replaced and 
then I was astonished to learn that, although the Chief Engineer 
had asked for new wheels for that vessel at the time she was 
in dry dock last spring, his recommendations had been disregarded 
by the Emergency Fleet Corporation and there were only two 
spare wheels awaiting her. She needed four. The two new 
wheels were put on in place of two which were badly crippled. 
She went back to New York and made another voyage. On that 
voyage another of the injured wheels broke and the outer shaft 
bearings were so chewed up that when the Leviathan went into 
dry dock the second time it was found that she could not be 
repaired in time to make her schedule voyage. So we had to 
turn over to a British ship nearly a quarter of a million dollars 
in transportation money, which would have come to us, because 
our ship was not available to handle the traffic we had secured. 
If the four wheels had been available as I, of course, supposed 
they were when I wirelessed, the new_wheels could have been 
put on at once. We would have saved all of that money that 
we had turn over to our competitors after the second break- 
down; saved the $50,000 that extra dry dock trip cost and we 
would have avoided another loss which cannot be measured—the 
loss which comes to us from the unfortunate advertising that 
our ship suffered as a result of these frequent visits to the dry 
dock. Here is one of the several clippings which were sent me: 

“In the light of experience the Leviathan may as well sched- 
ule her trips with a view to making the dry dock a regular 
point in her itinerary.” 

learned, while attending the Leviathan Veterans’ Reunion 
a few evenings ago that we lost many passengers on that ves- 
sel’s last trip from the other side because our ticket solicitors 
were met with the statement by travelers approached that they 
wanted to be sure to get home for Christmas and they were 
afraid that the Leviathan would break down and not get them 
there in time. We must have lost many more than those of 
which we have notice. 

Now if the Emergency Fleet officials had heeded the request 
of the Chief Engineer; if they had done what any prudent steam- 
ship man with only one high speed vessel available would have 
done under the circumstances, viz., put on the new wheels asked 
for by the engineer last spring and kept those ten year old 
wheels for spares, then if the new wheels had broken there 
would have been merely the diversion to Boston and the putting 
on of propellers already fitted. Not a trip would have been lost. 
Now she’s been provided with six new wheels—but she’s laid up. 

Of course, at the time I made that memorandum I was not 
aware that anyone would resent efforts on my part to help make 
the service a success. I was trying to cooperate with Mr. Palmer 
just as I should have wanted him to cooperate with me, had our 
positions been reversed and I been the employe and he the em- 
ployer, instead of my being the employer and he the employe. 

And at this point I must call your attention to the persistent 
propaganda designed to create the impression that the Emergency 
Fleet Corporation is a coordinate branch of the government with 
which the Shipping Board keeps interfering. Of course, the Emer- 
gency Fleet is merely an employe of the board—a private cor- 
poration created by the board for convenience in handling its 
Soumporetas business, but none the less an “employe” of the 

oard. 

Whether or not I was justified in the rather indignant memo- 
randum I made for the Emergency Fleet upon leaving the Levia- 
than as before stated, the following figures may help you to 
judge. Take seven voyages by the Leviathan beginning June 
lith, last summer, and covering the period of greatest travel 
across the Atlantic. The average number of passengers she 
carried per trip, counting everybody in all classes, was thirty- 
seven (37) less than the number of persons she carried as her 
average crew. That is: if the Emergency Fleet people had 
succeeded in rR five hundred and sixteen more passengers 
than they did get for those seven voyages, the Leviathan then 
would have averaged, carrying on each of those trips, as many 
people on her passenger list as she actually did carry on her 
average crew list. During the voyage I was on her, she had 
eight hundred and forty-two (842) employes in the steward’s 
department alone. While she carried but 15,673 passengers, of 
all classes, during those seven voyages, the raw food put aboard 
her for those trips cost the government $527,129.45. Only three 
times did she sail from this country with more than a thousand 
poapenaave on board and her capacity is 3,397 passengers. Yet 

uring those seven voyages, she was charged with an Emergency 

Fleet administrative expense alone of almost exactly half a mil- 
lion dollars, which is nearly one-fifth of all it cost to actually 
operate the ship during those seven best voyages. Now the 
Leviathan is the finest passenger ship on the ocean. As you 
know, she was built to bear the name of the German Fatherland. 
They put into her the very best materials and workmanship 
that Germany could secure. She was the recognized queen of the 
whole Atlantic fleet. We set a table, that, all veteran travelers 
agree, is not approached by any ship under any foreign flag, 
and she ought to be given every chance to make a success. 

I was astonished during this voyage on’ the Leviathan to learn 
that she had taken on 5,000 new table napkins at Southampton. I 
began an investigation. I was advised that it had been the practice 
on this ship for some room stewards to take to passengers who were 
about leaving a supply of napkins, that they might use them in 
wrapping any of their belongings which might require protection. 
I learned that in various “‘cubby-holes’” in the ship there were thou- 
sands of pieces of linen which had been placed in them while damp 
and had remained there so long that they had become mildewed. 
As soon as I reached New York, I not only dictated the memorandum 
before referred to, and mentioned many other things which occurred 
to me after dictation, but I began an -investigation as to the truth 
of all this information I had received while on that ship. I re- 
mained over a day at New York to start the necessary inquiries, 
I received certain reports of replacements. I found that, for one 
item alone, there had so far been a replacement of 108,479 pieces 
of china and glass. Then my sources of information suddenly dried 
up. I learned that objection was being made to my pursuing those 
inquiries; and I stopped then and there. I could not understand 
why anyone should object to my trying to bring out the facts, but 
I wanted peace in the organization and, therefore, I have not pur- 
sued the subject further, although as a lawyer I, of course, realize 
that the wishes of subordinates would be no legal defense for me 
if action were brought against the board to recover for government 
property wasted. So far as I know, nothing further has been done, 
and now that the ship is laid up I see little chance of verifying 
what was reported to me. 

I had become satisfied that another service, which was losing 
us tens of thousands of dollars, could be benefited if a commissioner 


Vol. XXXV, No. 3 


made a trip on one of those ships. That I had planned to do, but 
after my experiences with the Leviathan and not wishing to be 
charged with interfering, I dropped the idea. I have not attempted 
to make the trip. 

He (Palmer) complains to you (page 905) that he is handicapped 
by an unsympathetic attitude toward the personnel of the Fleet Cor- 
poration; that he should have a free hand to choose his assistants. 
So far as I know he has had an absolutely free hand in selecting 
his assistants; and proof of that statement is the fact that he has 
picked them—he has fixed their salaries and still has them. We 
never interfered. But he wants us to like them. That’s a different 
matter. I wanted him to have assistants that actually knew merchant 
shipping and who could be specially helpful to him. 

He speaks particularly of Mr. R. T. Merrill, district director in 
Baltimore. Now what I told Admiral Cone when he was talking to 
me about Merrill was that I didn’t believe any man who had to 
have forty assistants help him supervise one operator handling a 
few ships right in the back yard of Washington, the headquarters 
of Emergency Fleet knowledge, was worth $8,500 a year. Here’s 
the list of assistants he has: 

W. S. Sutherland, operating manager, $4,200; D. F. Washburn, 
manager, traffic department, $3,900; J. K. Davies, technical assistant, 
$3,600; E. S. Flynn, port captain, $3,600; Geo. B. Young, engine in- 
spector, $3,600; S. E. Almy, inspector, $3,300; V. R. Holt, manager, 
purchases and supplies, $3,000; W. A. Ramer, district auditor, $3,000; 
H. E. Wallace, stevedore supervisor, $2,400; J. T. Heis@ record sec- 
tion head, $2,400; Geo. Warmbold, radio head, $2,400; . I. Miller, 
inventory section head, $2,160; J. M. Hiries, chief clerk, $2,160; E. H. 
Smith, storekeeper, $2,160; James E. Ensor, trades section, $2,160; 
V. J. Norris, stevedore checker, $2,100; August Conroy, senior tele- 
grapher, $1,980; H. H. Hooper, fuel inspector, $1,800; W. E. Robert- 
son, clerk, $1,560; V. A. Gourley, inventory checker, $1,500; M. F. 
Abell, stenographer, $1,440; B. Roddy, chief file clerk, $1,440; L. B. 
Wise, senior stenographer, $1,440; M. E. Iley, stenographer, $1,440; E. 
Dessel, senior stenographer, $1,440; A. E. Spies, telegraph operator, 
$1,200; W. C. Allman, clerk, $1,200; L. Apple, stenographer, $1,200; 
C. Durkan, stenographer, 1,200; A. Long, chauffeur, $1,200; W. P. 
McDonald, clerk-stenographer, $1,080; F. W. Heuer, watchman, $1,080; 
F. W. Haines, agent, $3,900; B. Bandelin, shipping agent, $2,160; 
Si Za Windus, placement clerk, $1,800; T. L. Nugent, launch operator, 

On pages 1018-19, Mr. Palmer makes the following statement 
explanatory of the large detachments of Emergency Fleet employes in 


our seaports kept to watch over the practical shipping men whom . 


the Board has approved as operators: 

“But I want you to understand that all of these operators, that 
a good many of these operators—not all of them—are comparatively 
new in the shipping business, and they are gaining more experience 
as they go on and are better able to take over the responsibilities 
of different parts of our activities; and, as that goes on, we should 
release our personnel that has charge of this, and turn them over, 
giving as much responsiblity as is practicable to the operators.” 

Now Captains Blake and Stayton, whom Mr. Merrill and his force 
of forty are educating, have been in the shipping business for a third 
of a century. There’s another contingent of forty-five Emergency 
Fleet gentlemen supervising Rogers & Webb who are handling five 
ships out of Boston—and Frank Webb has been building and handling 
ships for thiry years. In New York there are 750 Emergency Fleet 
employes (109 in the maintenance and repair department alone) who 
are doing their bit to help the following operators ‘‘gain more ex- 
perience as they go on” that they may be “better able to take over 
responsibilities,” viz.: Oakley Wood with thirty-six years of suc- 
cessful ship operation; Ernest Bull, whose whole life is a record 
of success in shipping; A. F. Mack, with twenty-five years of suc- 
cess, and Winchester & Company in charge of Mr. Smull, a life- 
long shipping man who helped teach most of the Emergency Fleet 
operating force a large part of whatever it may know; Carter of 
the Pacific Mail; Stanley Dollar, whose cradle was a ship; to say 
nothing of Waterman, Whittsitt, Lykes Brothers, Herbermann, Sgit- 
covich, Mississippi Co.. Ripley, Frank Munson and others. The 
board did not entrust its ships to amateurs. It picked good men and 
I cite these facts in mere justice to the board. 

I have had no part in any of the newspaper controversies 
that have been going on. I know that such controversies in 
the public press are necessarily detrimental and, although much 
has been said about the board that was not only totally un- 
called for but obviously unjust, I have made no reply. I am 
going no farther now than I consider necessary to prevent this 
record being misunderstood. I have done my best to cooperate 
with Mr. Palmer in making the operations of the ships a success 
for, as I told him the first time he came to my office after he had 
been appointed, his success is our success; his failure is our 
failure. I told him then that I was ready and anxious to give 
him any aid that my long connection with shipping matters made 
it possible for me to give. Only last summer, I suggested to 
him that what he needed as one of his assistants was a man 
who had started as a sailor, who had worked up and served 
for years as a mate—because it is the mate of a ship who has 
to look after the proper handling of cargo, who has to look after the 
condition of the ship and who has to know every trick of the trade 
in order that his ship may be loaded more advantageously, may 
be seaworthy, and may deliver her goods in first-class condition 
—a man who had also served as a master and who had handled 
a fleet. I thought he received my suggestion in the same spirit 
that it was given. He told me that he thought I was right 
and later I learned that he had engaged the services of Captain 
Elmer Crowley, who is just that kind of a man. I was more 
encouraged after my talk with Mr. Palmer. I felt that the re- 
duction in our losses would begin. I have not talked on this 
branch of the subject in public at all; but I have said in the 
board and have said it many times, that any competent shipping 
man _ could reduce our losses at least ten millions of dollars. 

When you remember this fundamental truth, that the Ship- 
ping Board’s vessels do not have to earn interest on their capital 
investment; that they do not have to lay aside annually a 
sinking fund providing for their replacement—items which we 
designate in shipping circles as interest and depreciation and 
which we usually figure at ten per cent—and when you remember 
that this ten per cent fully covers the advantages which our 
European competitors (with the possible exception of Germany) 
have over us in lower cost of operation, it is evident that where- 
ever the English ship is able to break even in a service, the 
American ship, as a rule, should break even. 

That this is not a theory has just been once more demon- 
strated by our own ships. Take the fleet operated by Mr. Small’s 
firm, Messrs. J. H. Winchester & Company. Mr. Small was form- 
erly a vice president, and later president of the Emergency Fleet 
Corporation, in charge of operations. Possibly he is not interfered 


with so much by Emergency Fleet officials as other men are, and 
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only a few days ago I received from him a letter enclosing a 
voyage account, sent to me as commissioner in charge of traffic, 
showing that he already had brought one of his ships into the 
black; i.e., showing an excess of earnings over operating ex- 
penses, and that he hoped soon to have them all there. 

Another case is that of the American Export Line. Mr. Her- 
bermann, a world expert in freight handling, has had a reason- 
ably free hand in operating his ships and he is making a record 
which again demonstrates the truth that where we have to pay 
no interest or depreciation, our ships, as a rule, can break even 
where our competitors who have to pay interest and depreciation 
can break even. 

Moore & McCormack have not only been able to put their 
ships in the black but, being unable to obtain extra ships from 
the Emergency Fleet officials, have put in two of their own 
vessels to help take care of their increased Scandinavian business. 

We have some services where we are developing trade, as 
we are commanded to do by the law, where we do not and cannot, 
at present break even. Some of our competitors have business 
relations in various ports which make ‘it difficult for us to get 
our share of the business there; but we can reduce those losses. 
We can build up our business; and meanwhile we are giving the 
exporters and importers of the United States the benefit of trans- 
portation facilities which mean much to the development of our 
foreign trade. 


Board Has Done No Wrong 


Chairman O’Connor, of the Shipping Board, in testifying 
before the House appropriations committee, declared there was 
nothing wrong with the Shipping Board. 

“I want to say this to you that the Shipping Board has 
not had a fair deal and not fair hearings on the matters that 
have been discussed in the newspapers,” said he. 

“There is not a thing the matter with the Shipping Board. 
You have been investigating it for seven months, and what 
have you? What is there that they have done wrong? What 
is there that has been done wrong by the Shipping Board?” 

“You do not mean to suggest that this committee has not 
given you a fair hearing?” asked Representative Wood. 

“No, indeed; I am talking about the newspapers; you 
noticed that I mentioned the newspapers,” replied Chairman 
O’Connor. 

Representative Wood questioned Chairman O’Connor as to 
the members of the board devoting all their time to the board’s 
work. The questions and answers on that point follow: 


Mr. Wood: Do these commissioners devote most of their time to 
this business? 


Mr. O’Connor: Yes, sir. 
Mr. Wood: Does Mr. Plummer devote all of his time to it? 


Mr. O’Connor: Yes; I would say he does. He is one of the 
busiest of the commissioners. 


Mr. Wood: How about Mr. Thompson? 

Mr. O’Connor: He has been handling that regulation and has 
made a very good job of it. Mr. Thompson at the present time is 
sick. 


If I understand it, he had an operation performed on him and 
he has not recovered from it. 

Mr, Wood: The law requires that all of these gentlemen shall de- 
vote all of their time to this business, does it not? 

Mr. O’Connor: Yes, sir. 

Mr. Wood: Some of them have not been doing it—Mr. Thompson 
has not been doing it, has he? 

Mr. O’Connor: I would not want to go on record that he has 
not been doing it. ’ 

Mr. Wood: I don’t care to embarrass you. 
on the job most of the time, is he not? 

Mr. O’Connor: All of the time. 


MERCHANT MARINE POLICY 


The Trafic World Washington Bureau 


Comprehensive recommendations as to the merchant ma- 
rine policy of the United States are contained in the report 
submitted to President Coolidge by his special committee com- 
posed of T. V. O’Connor, chairman of the Shipping Board; Leigh 
C. Palmer, president of the Emergency Fleet Corporation; Sec- 
retary Hoover, of the Department of Commerce; Secretary 
Mellon, of the Treasury; Secretary Weeks, of the War Depart- 
ment, and Secretary Wilbur, of the Navy. The report follows: 


The committee appointed by you on March 12 to study certain 
matters with respect to the future policy of our merchant marine 
has in detail gone into different phases of the question, and the sub- 
committee appointed with representation thereon of each member of 
the main committee has submitted concrete recommendations based 
upon such analysis as it was possible to make in the limited time. 

The whole work of the committee has been based upon your 
instructions to keep definitely in view the determination to maintain 
our position on the case through government control until such time 
as it is possible to transfer the operation of these vessels to private 
hands. The committee does not consider it necessa to enter into 
a reiteration of the imperative need from a commercial and defense 
point of view of maintaining an American merchant marine, but 
rather to deal with our shipping problem from the point of view of 
the facts which confront us today in the operation of a government 
fleet and its bearing on the future development of an American mer- 
chant marine. 

Every trade route on which an appreciable quantity of American 
commerce moves is now served by American ships. About 80 per 
cent of the American tonnage in‘ operation in overseas trade routes 
is government owned; and about one-half of the remaining 20 per 
cent is owned by ‘‘industrial carriers” not employed to any consider- 
able degree in the competitive field. 

The committee believes: 

1. Regular service upon overseas trade routes of national im- 
Portance should be maintained by the Fleet Corporation where pri- 
vate enterprise will not undertake the task, and this should be 
included in a reaffirmation of the national policy. 

. Every effort should be made at all times to dispose of the 
various lines to private ownership. The government can never op- 
erate commercial shipping as economically as private capital; the 
very presence of the government in the business, with all the uncer- 


Admiral Benson is 
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tainties of government policies that are inherent, stifles private 
growth, It is far better to pursue a liberal sales policy and take an 
immediate loss on the sale of ships than to continue their operation 
over long periods with the prospect of a greater loss, provided sales 
contracts can be made of such character as will guarantee the con- 
tinued maintenance of necessary services. Lines which cannot be 
disposed of to private interests in the near future, but which are 
necessary in the national interest, should be placed on the best 
possible business footing and maintained thereafter by the govern- 
ment until such time as it may be possible to determine the charac- 
ter and amount of aid that may be necessary to bring about their 
purchase and continued maintenance by private American citizens. 
Any line which does not develop real promise of becoming self-sus- 
jac even with reasonable government aid, should be discon- 
tinued. ; 

3. Trade routes cannot be established on a permanent basis un- 
less provision be made for the gradual replacement of obsolete ves- 
sels with up-to-date equipment. A recent survey indicates that the 
present equipment (if proper conversions of steamers to motorships 
of the cargo liner type are made) is sufficient without major replace- 
ments for the next five years. After that new construction will be 
necessary. 

4. The whole tendency of world shipping is toward the cargo 
liner type of vessel maintained in regular operation on specific trade 
routes. This type also lends itself to defense purposes. Conversion 
and construction activities should therefore be directed toward this 
type. Vessels of such character, especially of Diesel power, lend 
themselves to Americam genius in organization and labor-saving 
operation. Cargo liner services are those which contribute most 
substantially to the expansion of distribution of our products abroad. 
Recent studies of world shipping indicate that the liner is dis- 
placing the tramp to a considerable extent. The government would 
serve no useful purpose, and would sustain much loss of public 
funds, by undertaking to maintain tramp services. 

5. Aside from its use in speeding the mails and its potential 
usefulness as a naval auxiliary, the fast passenger liner has com- 
paratively little value. It does not carry consequential cargo and 
therefore is an almost negligible factor in the extension of commerce, 
The government serves no useful purpose in supporting a luxurious 
passenger service except to increase the mail facilities and to pro- 
vide a reserve for possible national defense, and the requirements of 
this reserve can be largely fulfilled by the cargo liner type of vessel. 
If the naval and postal authorities determine that there is a neces- 
sity for larger and faster type ships than the cargo liner type, 
which shall be more adapted to passenger and mail services, then 
the construction and operation of such ships should be undertaken 
definitely upon naval and mail appropriation sufficient to cover the 
additional cost of construction and losses in operation chargeable 
to the operations of the Emergency Fleet Corporation. Except on 
this consideration we do not favor further construction of large Atlan- 
tic types of passenger vessels. The further construction of this type 
of vessel means the indefinite continuation of the government in the 
shipping business. : 

6. Consideration should be given to the possibility of the gov- 
ernment joining in the creation of local corporations at the various 
ports for the purpose of taking over the ships maintaining the trade 
route services of the cargo liner type. The government could well 
afford to turn its vessels over for stock in such corporations at a 
very low price valuation if the local residents would be prepared to 
subscribe the capital necessary for operation and new construction 
purposes. The government could then give to such local subscribers 
the option to purchase government stock at par during a stipulated 
period. The enlistment of local skill, interest and pride in the con- 
duct of these services should contribute to decentralization and ulti- 
mate disposal of the government interest. 

7. All restrictions upon railway ownershi 


of vessels in inter- 
national trade should be removed. 


L The probable consolidation of 
our railways into larger systems is likely to offer a possibility of 


the railways undertaking to extend their transportation routes to 
overseas destinations. As railway rates and profits are now under 
regulation public interest would be fully protected. If this could be 
brought about, it would offer an additional means for the systematic 
establishment of the merchant marine. 

_ The committee agrees with the recommendation of the Presi- 
dent in his message to Congress that the Emergency Fleet Cor- 
poration should be completely separated from the Shipping Board. 
The separation should be effected on the following premises: 

(a) The board should be restored to its original status of a 
semi-judicial regulatory body for the merchant marine as a whole. 

(b) The custody and operation of all shipping and shipping 
properties should be transferred to the Emergency Fleet Corporation, 
including the administrative control of all docks, piers, warehouses 
and other terminal facilities. The promotion functions, economic 
investigation, etc., should be transferred to the Department of Com- 
merce. The negotiation and sale of shipping should rest in the 
Emergency Fleet Corporation, subject to approval of the board of 
directors. The administration of the construction loan fund should 
remain in the Shipping Board. 

(c) The Emergency Fleet Corporation should be an independent 
entity with the general characteristics of a commercial business 
organization. The president of the Emergency Fleet Corporation 
should be selected by the President of the United States and should 
report to a board of directors, to be appointed by the resident of 
the United States. 

The relation of the board to the Emergency Fleet Corpora- 


(d 
tion should be the same as toward private American shipping or- 
ganizations. 


MONEY FOR SHIPPING BOARD 


The Trafic World Washington Bureau 


Budget estimates for the Shipping Board and Fleet Corpo- 
ration for the fiscal year ending June 30, 1926, totaling $24,- 
330,000 as against $30,344,000 appropriated for the current fiscal 
year, were sustained by the House committee on appropriations 
in the independent offices’ appropriation bill reported to the 
House January 10. In addition to the $24,330,000, of which 
$24,000,000 is for the Fleet Corporation, the bill provides that 
the Fleet Corporation may use from sales receipts not exceed- 
ing $4,000,000, as against $6,000,000 this year, for expenses of 
liquidation and cost of tie-up of vessels. Salaries in excess 
of $10,000 are limited, as at present, to one at not to exceed 
$25,000 and five at not to exceed $18,000 each. A provision in 
the present law requiring estimates to be obtained from navy 
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yards on repairs to vessels costing more than $50,000 is in the 
bill. 


The committee’s explanation, in part, follows: 


Appropriations for the United States Shipping Board and the 
Emergency Fleet Corporation are recommended in accordance with 
the budget estimates. With one exception the restrictive para- 
graphs relating to the Shipping Board and the Fleet Corporation 
are continued in the accompanying bill. The paragraph which pro- 
vided that no part of the appropriations available be expended ,for 
the preparation of newspapers, magazines, etc., has been eliminated 
because of the necessity of preparing newspapers for use of the 
passengers on vessels under the control of the United States. All 
competing lines furnish this service to their passengers and similar 
service must be given to people using the Sa ships. 

Attention is called to H. R. 11309, introduced in the House on 
Jan. 5, 1925. One of the purposes of this bill is to separate the 
Shipping Board and the Emergency Fleet Corporation. Your com- 
mittee on Jan. 2, 1925, carefully considered this matter with the 
officials of the Shipping Board and the president of the Fleet Cor- 
poration, and there is submitted herewith a portion of the hearings 
giving the view of Mr. O’Connor, chairman of the Shipping Board: 

“Mr. O’Connor: When the Shipping Board was created it was 
created with the idea in mind that they were not going to operate 
ships; it was never intended that they should operate ships. I will 
oor to you that a divorcement of the two possibly would be a good 

n 


ur. Wood: . Yes; I don’t think now that the Shipping Board 
ought to be charged with the operation of ships or have anything to 
do with the operation of ships. 

“Mr. O’Connor: That is the way we would like to have it, and 
follow up the other work; and there is a lot of it when we get at it. 


“Mr. Wood: And then there would not be any cause for 
a we responsibility or friction. I hope that separation can be 
made. 


“Mr. O’Connor: I do not think you will find an objection from 
a member of the Shipping Board against a divorcement. It would 
take a lot of curse off us.”’ 

Mr. Palmer, president of the Emergency Fleet Corporation, made 
Se following comment ,in reply to a question by Mr. Wood, as 
ollows. 

“Mr. Wood: If you will, Admiral, I wish you would give us 
the benefit of your observation and your suggestions with reference 
to the advisability of either an entire consolidaton of these two 
activities under one management and one control, or an entire 
separation of them, whereby one of them has nothing to do with 
the other—two separate activities. 

“Mr. Palmer: My feeling is that there should be a definite sepa- 
ration by law; that the Shipping Board should carry out the function 
for which it was originally designed, namely, regulatory, semi-ju- 
dicial functions in connection with the merchant marine as a whole, 
both privately and publicly owned, along the general lines that the 
Interstate Commerce Commission operates; and that the Fleet Cor- 
poration should have charge of all the physical properties of the 
government-owned part of the merchant marine, and should be en- 
tirely responsible for their operation and have the authority that 
should go with the responsibility. 

“I think there should be no connection between the two organi- 
zations, except such as corresponds to the operation of the Inter- 
state Commerce Commission with reference to the railroads.” 

In, view of the above statements of the officials most directly 
concerned in a separation of the activities of the Shipping Board and 
the Emergency Fleet Corporation, the committee believes that early 
action of this character is desirable. 

For expenses incident to the operation of ships during the fiscal 
year 1926 the committee recommends an appropriation of $24,000,000, 
in accordance with the budget estimate. For the current year an 
appropriation of $30,000,000 was made, with authority to use an 
additional $6,000,000 from receipts derived from liquidation of sur- 
plus property. The amount available represented a reduction of 
$14,000,000 under the 1924 appropriation, and according to Mr. Palmer 
‘had great value in bringing down the losses. We have really 
accomplished something that is in line with the reduction from 
$50,000,000 to the $36,000,000 which the Congress allotted to us. I 
think the wisest thing that Congress has done has been to put all 
$14,000°0005° mettle by that reduction of appropriation last year. of 

Large reductions have been made, due to consolidations by 
which the Fleet Corporation is enabled to handle the vessels more 
flexibly, covering a certain number of ports with fewer vessels. 
More efficient operation has resulted in reduced consumption of oil, 
and overhead savings in salaries have amounted to approximately 
$700,000. There is_ submitted herewith a statement showing the 
receipts and expenditures of the Fleet Corporation, as well as the 
number of vessels operated for the years 1924 and 1925 (estimated): 


1925 
$ 95,500,000 
125,500,000 
297 


1924 
y | BRC eee ee RT $194,000,000 
PO: Accestewsderedicewendoeeeeedeeeee 145,500,000 
Average number of cargo vessels............ 3 
In addition, the average number of passen- 
ger vessels, tanks, and other vessels, 
I | Savocwsicteenewseeesonsacdee ss 50 50 


Note—The number of ships to be operated in 1926 can not be 
determined, as any estimates into which such elements as ocean 
freight rates, cost of fuel oil, cargoes offered, etc., enter, must be 
very general, especially when made so far in adcance. We have 
roughly estimated $22,000,000 loss on freighter operation, $2,000,000 loss 
on other vessels and miscellaneous revenue and expense; total, $24,- 
000,000 loss on all operations. 

The economies effected and the great reductions made in oper- 
ating losses are commendable, and the committee believes that the 
judgment of the president of the Fleet Corporation with respect to 
the porgeniowe paid to the operator should be paid in proportion to 
the kind of service rendered, and with special reference to the part 
of the world in which he operates, as compared to the_ present 
arrangement, which is 7% per cent commission on outward freight 
and 3 per cent commission on incoming freight. The Fleet Corpora- 
tion is at present operating eighteen main trade routes in the entire 
merchant marine, * * *. 


It has been the policy of the Shipping Board not to enter the 
tramp-ship business, which carries low-priced cargoes, yet 30 per 
eent of our commerce is tramp cargo, such as grain, nitrates, coal, 
ete. Therefore, limiting the Fleet Corporation to high-class passen- 
ger and cargo freight service, in which there is much competition, 
the operating losses will continue, and the committee is of the opin- 
ion at a trading service might be established which would not 
interfere with existing routes, and which could be operated without 
loss, and possibly at a profit. However, inasmuch as such a service 
would require a large organization and the depression in shipping 
still exists, no action or recommendation is submitted. 
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BILL OF LADING PROBLEM 


The Trafic World New York Bureay 


Settlement of the problems in connection with bills of lading 
on silk imports, pending for a considerable time, is now near 
as a result of conferences held recently by the Silk Association 
of America, the American Acceptance Council, and officials of 
steamship lines, according to a statement by J. J. Fennessey, 
secretary of the Bill of Lading Conference. 

The chief difficulty has arisen from the fact that, as ship- 
ments of silk are loaded on board vessels in the Orient within 
a few hours of sailing, it has been virtually impossible for ship- 
pers to get “received on board” bills and complete the necessary 
banking details in time to forward the documents by the same 
ship. In consequence there have been delays to the silk im- 
ports at American ports pending arrival of the bills. 

Under the plans as now worked out in conference, the 
nature and disposition of “received on board” and “received 
for shipment” bills are clearly defined and arrangements are 
being made to have the latter serve in place of “received on 
board” documents to facilitate the movement of silk upon ar- 
rival in this country. It is recognized that the previous practice 
led to abuses and worked against a sound commercial system. 

Steamship companies in the Oriental trade are being asked 
by the Silk Association of America and the American Accept- 
ance Council to agree to a plan which they have evolved to 
eliminate abuses in bills of lading on silk imports and to place 
the commerce on a sounder basis. 

The central feature of the plan is that no bill of lading 
shall be signed unless the silk has actually been received by 
the company, the captain or authorized agents at the port of 
loading. It provides that an “on board” bill shall not be issued 
unless the shipment is actually on the vessel, and that a 
“received for shipment” bill shall not be issued unless the 
goods are designated for a particular vessel on which space 
has been reserved and until the goods are in the possession of 
the company or an authorized agent for whom the company 
is responsible. The plan provides further that in the latter 
case the shipment must be placed on the vessel designated un- 
less the company is prevented by circumstances beyond its 
control. 

In the latter event the goods must be forwarded by the 
next vessel of the line or, at the carriers’ option, by a ship of 
some other company. 

Recommendations of the Silk Association and the American 
Acceptance Council on new bills of lading for silk imports from 
the Orient are in line with the practice of the government 
services on the Pacific and represent a long step toward elimi- 
nating past difficulties, in the opinion of W. B. Keene, vice- 
president of the Fleet Corporation in charge of traffic. 

Asked if the Fleet Corporation indorsed the plan put for- 
ward by the bankers and importers, Mr. Keene said he con- 
sidered the suggestions as fair to all concerned—the shippers, 
steamship lines and consignees—and he hoped their efforts 
would be succesful. 

“The Fleet Corporation has always been in favor of issuing 
bills of lading covering the true status of the shipments,” he 
explained. “That is the only sound, businesslike way to handle 
the matter, and, if agreed to by all interested, will result in 
much better conditions in the trade.” 


PORT DIFFERENTIAL BILL 


The Trafic World Washington Bureau 


Senator Butler, of Massachusetts, has introduced a bill 
providing for elimination of rail and ocean rate differentials 
and making unlawful agreements preventing the Gulf steam- 
ship lines from meeting competition of lines serving north 
Atlantic ports. In a statement issued when he introduced the 
bill, Senator Butler said: 


The principal objects of this bill are: 

Elimination of the so-called ‘“‘port differentials” in rail rates 
whereby the ports of Philadelphia, Baltimore and Norfolk are accorded 
lower export and import rail rates than any other ports on the 
Atlantic seaboard. - 

2. Elimination of the so-called “ocean differentials” from the 
south Atlantic ports, whereby the south Atlantic ports are required 
on gamed commodities to pay rates higher than the north Atlantic 
ports. 

3. Granting permission to the Gulf steamship lines to meet the 
competition of steamship lines serving the north Atlantic ports and 
to declare unlawful any contract agreement or arrangement restricting 
such competition. 

Port differentials in rail rates are unknown on any seaboard of 
the United States except north Atlantic. The New England ports 
and the port of New York are grouped under a common rate. The 
south Atlantic ports are grouped. The same is true of the Gulf coast 
and of the Pacific coast. A shipper in the middle west can ship 
Pensacola as the same rail rate as applies to New Orleans; or he can 
ship to Vancouver on the same expcrt rail rate as applies to Los 
Angeles. It is only when we come to the north Atlantic ports that 
we find the so-called “port differentials’ whereby certain ports are 
given a rate advantage. The present port differentials are the result 
of a compromise made between the railroads following a long series 
ef rate wars The flow of the nation’s export and import commerce 
is a matter of national concern. Its flow should not be determined 
by individual railroads selfishly interested in obtaining the traffic 
or in favoring certain ports. ngress should declare a policy that 
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would forever put an end to the highly unsatisfactory condition now 
existing. The port differentials are particularly burdensome to the 
New England ports. In a joint report of the Sh pping Board and the 
Secretary of War it was recently found that Boston is merely a port 
of call for much of its foreign commerce, and attributed Boston’s 
decline to the so-called “port differentials’? in rail :ates. ' 

Ocean differentials are unknown on any seaboard of the United 
States except the south Atlantic. The rates from the south Atlantic 
ports on many commodities are 7% cents higher than the corre- 
sponding rates from the north Atlantic. : The Gulf ports are grouped 
under a common rate. The Pacific ports are also grouped, The 
existing arrangement whereby the rates from the south Atlantic ports 
are made higher than the rates from the north Atlantic ports is 
extremely unsatisfactory to southern ports and southern shippers 
and the present condition should not be permitted to continue. Dur- 
ing federal control the Director General of Railroads endeavored to 
help the southern ports by according them the same export rail rates 
as apply to New York and New England, but this failed to give 
substantial relief because the southern ports were unfairly handi- 
capped by the ocean differentials. 

The ocean rates to and from the Gulf ports are on many com- 
modities 15 cents per 100 pounds higher than from the north Atlantic. 
The steamship lines serving the Gulf would like to be free to meet 
the competition of the north Atlantic, but they are bound by a 
conference agreement between the so-called ocean conferences which 
requires that the aforesaid differential of 15 cents per 100 pounds be 
maintained from the Gulf ports. This is a tremendous handicap to 
the Gulf ports, and practically excludes them from competing for 
much of the nation’s export and import commerce. | It is obviously in 
the public interest to have the free play of competition both in rates 
and in service and any contract agreement or arrangement whereby 
the steamship lines serving the Gulf ports are prohibited from meet- 
ing the competition of the north Atlantic lines is contrary to the 
public interest. One of the objects of this bill is to declare any 
such arrangement unlawful. : 

From the expressed view of shippers in the west and middle west 
it is highly important that as many routes as practicable be opened 
for the movement of the nation’s export and import commerce. One 
of the unfortunate effects of the port differentials is to compel 
shippers to route their traffic through certain favored ports. This is 
injuring the New England ports, the south Atlantic ports, and the 
Gulf ports, but it is also injuring the western shippers. Certain 
western trade associations have adopted resolutions in support of 
the equalization of the through charges via the several ports, which 
is one of the objects of this bill. 


The text of the bill introduced by Senator Butler follows: 


Be it enacted by the Senate and House of Representatives of 
the United States of America in Congress assembled, That it is 
hereby declared to be the policy of Congress to promote, encourage, 
and develop ports and port facilities and to co-ordinate rail and 
water transportation; to insure the free flow of the Nation’s foreign 
commerce through the several ports of the United States without 
discrimination, to the end that reasonable development of the ‘said 
ports shall not be handicapped by unwarranted differences in trans- 
portation rates and charges, and to provide as many routes as prac- 
ticable for the movement of the Nation’s export and import com- 
merce. 

Section 2. On and after June 1, 1925, it shall be the duty of 
common carriers by railroad to establish and maintain for the trans- 
portation between United States ports on the Atlantic Ocean, the 
Pacific Ocean, and the Gulf of Mexico, respectively, of all property 
exported to or imported from any nonadjacent foreign country, rates 
that shall be the same as between ports on the same seaboard upon 
the respective classes or kinds of property: Provided, That the In- 
terstate Commerce Commission may define the territory tributary to 
any port or group of ports from and to which the rates and charges 
applicable to such export and import traffic may be lower than the 
corresponding rates and charges to and from other port or ports on 
the same seaboard; 

On and after June 1, 1925, it shall be unlawful for any common 
carrier by railroad to maintain or apply to or from any port in the 
United States from and to nontributary territory any rate or charge 
for the transportation of property for export to or imported from 
a foreign country not adjacent to the United States which is higher 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 











POSITION WANTED—Traffic manager, assistant, or will organ- 
ize department; 18 years’ practical experience, modern shipping 
methods, rates, tariff analysis, claims, cases before the Interstate 
Commerce Commission; legal training. Address Box 719, care Traffic 
World, Chicago. 








FOR SALE—Complete up to date Tariff File covering rates 
throughout U. S. for past 5 years, including all agency issues and 
Traffic World issues since September, 1921. Address Box 741, care 
Traffic World, Chicago. 









Short line in middle west, handling local and throu gh 
shipments, desi es part time representation on per 
cai basis in New York, Boston and Pittsburgh ter- 
ritories. Applicant may represent other railroads in 
same capacity but must devote all his time to rai 
road solicitation. Address inquiries to Box 729, car 
Traffic World, Chicago. 
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than the corresponding rate contemporaneously maintained to or from 
any other port on the same seaboard, or to prefer any port by the 
maintenance of port differentials or other differences in rates; 

It is hereby made the duty of common carriers by water in foreign 
commerce, other than tramp vessels, to maintain and apply for the 
transportation of property imported into or exported from the United 
States to or from foreign countries not adjacent thereto, rates that 
shall be the same for transportation from and ‘to all United 
States ports on the Atlantic seaboard, the Pacific seaboard, and the 
Gulf of Mexico, respectively; 

On and after June 1, 1925, it shall be unlawful for any common 
carrier by water in foreign commerce to maintain or apply to or 
from any port of the United States to or from foreign countries not 
adjacent thereto any rate applicable to the transportation of property 
imported into or exported from the United States that shall be 
higher than the corresponding rate contemporaneously maintained 
to or from any other port on the same seaboard, or to prefer any 
ag: bd the maintenance o fport differentials or other differences 
n rates. 

Section 3. Any steamship line or vessel serving any port of the 
United States shall be permitted, in its discretion, to establish and 
maintain to and from such port ocean rates as low as those main- 
tained by any other steamship line or vessel between any other 
port in the United States and the same foreign port, and any con- 


—— Sl agreement to the contrary is hereby declared to be un- 
awful. 
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1700 Sixteenth Street, DENVER, COLORADO 












Kedney Warehouse Co. 


Grand Forks, N. D. 


Members A, W. A.—C. W. C.—Minn. W. A. 


Minneapolis—St. Paul 
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ENDORSE NEW HAGUE RULES 


The Trafic World New York Bureau 


The Shippers’ Conference of Greater New York, meeting 
last Tuesday, adopted resolutions approving H. R. 11447, known 
as the Edmonds bill, providing for endorsement by the United 
States of The Hague rules on ocean bills of lading. Another 
resolution, suggested by W. H. Chandler, traffic manager of the 
Merchants’ Association, endorsed an amendment providing that 
the language of the English act, embodying the ideas of the 
Brussels conference on “deviation,” or when a ship calls at 
ports other than those advertised, should be approved. 

Mr. Chandler, who is chairman of the committee on trunk 
line rates, reported that it was the intention of the committee 
in appearing before the Commission at the Washington hearing 
February 4, when these rates will be discussed, to take the 
position that Brooklyn and other parts of New York City shall 
be treated as a whole in consideration of rate adjustments. 
He said they would deal with the general level of rates with 
the object of preventing undue increases or decreases in trunk 
line tariffs. 

This section of the Shippers’ Conference was in line with 
resolutions adopted previously by the Merchants’ Association 
approving The Hague rules and the Edmonds’ bill, which were 
studied by the association’s committees on foreign trade, marine 
insurance, maritime affairs, and transportation. The first joint 
meeting took the form of a conference with Federal Judge 
Charles M. Hough, who was one of the two American repre- 
sentatives at the Brussels conference at which The Hague 
rules were formulated, and Charles Haight, chairman of the 
commerce committee -of the International Chamber of Com- 
merce. As a result of these conferences, the association adopted 


the report of the committees, which included several proposed 
amendments to the rules. 


EFFECT OF PANAMA CANAL 


Marked growth in the trade of the United States with the 
countries of the west coast of South America is indicated in 
a report dealing with South America’s shipping relations with 
the United States and Europe, prepared by E. T. Chamberlain, 
of the Transportation Division of the Department of Com- 
merce. Measured by the net tonnage of ships entered and 
cleared, the trade between United States ports and the ports 
of Ecuador, Peru and Chile was 50 per cent greater in 1923 than 
in 1914, says Mr. Chamberlain, while sea intercourse between 
the Pacific coast ports of the two continents was almost doubled 
in 1923 over 1922. 

The opening of the Panama canal is mainly responsible for 
the change in South American trade relations with the rest of 
the world, a change, says the pamphlet, of much advantage to 
the United States. The canal cuts down the distance by sea 
from Valparaiso to New. York from 8,350 miles to but 4,600 
miles; while the distance to Southampton and Cherbourg, 
which by the Straits of Magellan had been 8,500 miles—not a 
day’s run longer than to New York—was reduced to 7,100 miles, 
leaving the Atlantic ports of the United States about 2,500 
miles nearer to Chile and Peru than the channel and North 
‘Sea ports of Europe. Another permanent advantage which 
North America has obtained, the pamphlet points out, is due 
to the growing use of oil as a fuel, and the shifting centers of 
oil production is given as a part cause for the nearly doubled 
traffic between the Pacific ports of the two Americas in one year. 

Trade between the east coast of South America and the 
rest of the shipping world has not yet returned to normal, since 
the war, says Mr. Chamberlain, but the tendency toward resto- 
tation of the normal equilibrium has been evident, especially 
since 1922. No event such as the opening of the canal has 
occurred to divert the east coast trade from its normal chan- 
nels. The great seaports of Brazil and Argentina are 500 miles 
nearer to Gibraltar than to New York and 1,000 miles nearer 
to Gibraltar than to New Orleans. France, Great Britain, Ger- 
many, the Netherlands and Italy have all taken recent measures 
to co-operate with and assist the steamship lines carrying their 
respective flags to South American ports, an evidence of the 
importance they attach to their future trade with South America. 

Shipping of the West and East Coasts of South America is 
published as Trade Information Bulletin No. 304, and may be 
had by request of the Department of Commerce at Washington 
or upon application to its offices in the various cities. 








TRANSPORTING CITRUS FRUIT 


From the results of four experimental trips, the United States 
Department of Agriculture believes that citrus fruit can be effec- 
tively carried from San Juan, P. R., to New York under present 
ship refrigeration conditions. To accomplish this, however, the 
fruit should be handled carefully at the packing house, in load- 
ing and stowing on the ship, and should be placed under re- 
frigeration as soon as possible after it is packed, says a state- 
ment by the department, continuing as follows: 


The experiments are discussed in Department Bulletin 1290, 
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Transportation of Citrus Fruit from Porto Rico, just published by 
the department. 


Probably the most important point brought out by the experi- 
aments was the result of the dunnage tests, in which it was shown 
that the interior of the load was cooled much more rapidly if it was 
stowed with dunnage so that the cold air could circulate on at least 
two sides of each box. In loading warm fruit in refrigerated ships 
where it is intended to cool down, there is no question that methods 
should be followed similar to those found best in cold-storage houses 
and precooling plants on land. Exact records were obtained of the 
rate of cooling in different parts of the ship and under different 
methods of stowing, which should be of interest not only to shippers 
of citrus fruit, but to shippers of other perishable products in re- 
frigerated vessels. 

Less attention has been given heretofore to the problems of 
transporting perishables on water than has on land. Indications are, 
though, that with the increasing demand for citrus and other fruits 
water is bound to become a more important means of shipment. 


MERCHANTS ON RAIL-WATER RATES 


The Trafic World New York Bureau 


In decisions reflecting the attitude of shippers of New York 
on current steamship and railroad issues, the Merchants’ Associa- 
tion has gone on record as opposed to giving the Commission 
control over intercoastal water rates; approving the bill intro- 
duced in Congress by Senator Sheppard providing that the lia- 
bility of carriers for merchandise shall not be affected by recon- 
signments to other destinations after the original bill of lading 
has been signed; and opposing the proposal to change the basis 
of railroad freight rates to the “ton-mile” unit. 

The board of directors of the association acted on these 
matters on the recommendation of the transportation committee, 
of which C. S. Keene is chairman. In the question of intercoastal 
rates, the association said: 





From time to time proposals have been made to place under the 
jurisdiction of the Commission the port to port rates of steamship 
lines engaging in coastwise traffic and at present there is being dis- 
cussed in certain interior sections of the country the advisability of 
advocating legislation to this effect, the object being to prevent free 
competition with rail lines in the hope that water coastwise rates may 
arbitrarily be advanced and thereby deprive the ports of the natural 
advantages inherent in location on the seaboard and of the lower 
ocean rates which are properly incident to that location. 

Unless the coastwise lines are owned by rail lines, they are not 
now subject to the jurisdiction of the Interstate Commerce Commis- 
sion (Panama Canal Act). There are only a few lines falling under 
this head: Southern Pacific to Galveston and New Orleans; Savan- 
nah Line from Boston and New York to Savannah; the Sound Lines 
of the New Haven Railroad. . 

The effect of such legislation would be to nullify the regulating 
force of water competition, to restrict competition through the Panama 
Canal, and materially to increase rates between the Atlantic and 
Pacific ports, which is the object sought by the proponents of this 
legislation. . : 

Your committee is of the opinion that it would be unwise to 
hamper the operation of vessels engaged in coastwise commerce by 
“freezing” their rates by legislation of this character which would 
tend to reduce cargoes and eventually would result in driving a sub- 
stantial part of the tonnage now handled by water lines to the rail- 
roads, with resultant increase in charges. 


In the matter of carriers’ liability, the association said: 


Section 20 of the interstate commerce act, generally known as 
the ‘Cummins amendment,” provided that carriers in interstate com- 
merce shall assume, with certain exceptions, full liability for loss_ of 
or damage to goods received by them for transportation. This section 
has been upheld by the United States Supreme Court. | 

It appears, however, that in_some instances carriers have en- 
deavored to evade this responsibility when goods are diverted in 
transit or are reconsigned to another destination after the original 
bill of lading has been signed. / , 

Senator Sheppard has introduced a bill (S. 3594) that provides 
that on diverted or reconsigned shipments the same liability shall 
attach to the carriers as in the case of a direct shipment. _— 

Your committee is of the opinion that this bill should receive the 
support of this association, and so recommends. , 

Congressman Colton of Utah has introduced a bill (H. S. 10731) 
providing for a revolutionary method of making freight rates. The 
bill proposes to establish the ‘‘ton-mile” rate as the unit for all 
transportation charges, and would require all carload traffic to be 
handled at a uniform rate, irrespective of its character. 

The bill also provides that the Secretary of Commerce shall be 
the official with whom rates shall be filed and makes no provision 
for Interstate Commerce Commission review, or in fact for any re- 
view of rates. Furthermore, it, would prescribe a purely distance 
tariff everywhere and establish the principle used in England, Africa 
and Australia of making all terminal charges separate from and in 
addition to the line haul charge. : ‘ 

While your committee is of the opinion that the bill will not be 
given serious consideration by this Congress, it recommends that the 
association go on record against any proposal to apply that principle 
of rate making. 


AMERICAN-HAWAIIAN SERVICE 


The American-Hawaiian Steamship Company is receiving 
congratulations over an operating feat just completed. Out 
of a total of fifty-three regular weekly scheduled steamers 
sailing from the Pacific Coast to Boston in 1924, fifty-one 
arrived on time while the delay to the other two was slight. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that the Pacific & Eastern is entitled, under section 204 of 
the transportation act, to reimbursement of deficit accruing in 
the period of federal control, of $3,670. It also certified that 
the carrier was indebted to the President of the United States 
to the extent of $21,891 for expenditures made by him in that 
period. 
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It Costs Less to Ship via 
THE PORT OF HOUSTON, TEXAS 


Manufacturers whose products are distributed in Texas, Louisiana, 
Oklahoma, New Mexico, Arizona and other states of the Southwest will find 
it distinctly to their advantage to ship via THE PORT OF HOUSTON—using 
all water routing where possible, water and rail routing where necessary. 

THE PORT OF HOUSTON brings you FIFTY MILES closer by water 


to the markets of the Southwest, the most consistently prosperous territory 
in the world. 


Rates via The Port of Houston to Texas Common Points and to points 


in the states named above are substantially lower than can be secured 
through any other routing. 


Every modern facility is available at The Port of Houston for the speedy 
and economic handling of cargo, and Seventeen Railroads maintain Package 


ear and scheduled Freight service out of Houston, assuring prompt delivery 
to the consignee. Write for 


“PORT HOUSTON” 
A splendid, illustrated magazine describing The Port and for 


THE HOUSTON FREIGHT RATE BOOK NUMBER 1 


THEY ARE FREE. Address 


THE DIRECTOR OF THE PORT, &cukt8 Houston, Texas 


PORT OF 


NEWPORT NEWS, VIRGINIA 


Mr. Shipper: 


We of the Port of Newport News wish to thank you for the support you have given during the 
year just closed. 1924 was a banner year for Newport News. In fact, it was the greatest year in our 


history. More shippers used our port and more shipping lines arranged regular sailings than in any 
other normal year. 


What is the reason for this increased business? It is service, genuine service—the kind that 


appeals to the exporter who desires the most efficient service from point of origin to foreign destina- 
tion. 


At Newport News co-operation is the watchword. The business of getting cargo to the Port and 
loaded aboard ships is done without delay because representatives of the Chesapeake and Ohio Rail- 
way, the steamship lines, and the Port interests work as one big family. 

We are very proud of the increased number of sailings from Newport News. The more sail- 
ings, the better service we will be able to render our patrons; and that is our principal aim. 


It is our earnest desire to improve our service to you in every way possible, and we hope that the 
efficiency of this service will warrant a continuation of your patronage. 


Very truly yours, 
NEWPORT NEWS CHAMBER OF COMMERCE 


W. L. Divine, R. B. Falkiner, 


Foreign Freight Agent, C. & O. Ry. Co., Asst. Foreign Freight Agent, C. & O. Ry. Co., 
299 Broadway, New York City and Newport News, Va. Chicago, Ill. 


R. C, Creager, R. H. Vaughan, 
Asst. Foreign Freight Agent, C. & O. Ry. Co., Asst. General Freight Agent, C. & O. Ry. Co., 
299 Broadway, New York City. Cincinnati, Ohio. 





172 





LOWER INTEREST RATE 


The Trafic World Washington Bureau 


President Coolidge favors a reduction in the rate of inter- 
est on railroad indebtedness to the government from 6 per 
cent to 5 or possibly 4% per cent, it was stated January 9 
at the White House by a spokesman for the President. Inquiry 
was made as to the President’s attitude with reference to the 
proposal that the interest rate be reduced. He was represented 
as feeling that the government should charge a rate as low 
as possible and that a reduction might be reflected in lower 
freight rates and passenger fares. 


President Coolidge, it was said at the White House in con- 
nection with the proposal to reduce the interest rate on rail- 
road indebtedness to the government, thought there might be 
some embarrassment in reducing the rate of interest because of 
the fact that the Railroad Administration had sold 6 per cent 
obligations of the railroads. The question raised, it was indi- 
cated, was as to whether or not anything could be done with 
respect to the rate of interest on those obligations. The pend- 
ing bills providing for reduction of the rate of interest would 
not affect those obligations because the government no longer 
has any interest in them. It is understood that there is no 
disposition on the part of the railroads so affected to oppose 
the proposed legislation on the ground that such obligations 
should be included in the reduction. 


Secretary Mellon, of the Treasury, testifying January 14 be- 
fore the Senate interstate commerce committee on the proposed 
legislation to reduce the interest rate of 6 per cent on railroad 
indebtedness to the government, suggested that the rate be fixed 
at 4% per cent rather than on the basis of 4% of 1 per cent 
above the average cost of money to the government. 


Alfred P. Thom, general counsel for the Association of Rail- 
way Executives, brought out that the total indebtedness to the 
government that would be affected if the bill were passed would 
be approximately $323,500,000, of which approximately $183,- 
000,000 represented loans under section 210 of the transporta- 
tion act, and $139,000,000 funded indebtedness on account of 
capital expenditures by the government in the period of fed- 
eral control. Total railroad indebtedness to the government 
now stands at about $355,000,000, but only $323,500,000 thereof 
will be affected by the proposed legislation. 


In response to an inquiry by Senator Watson, Secretary 
Mellon said railroad indebtedness to the government at its 
peak was approximately $1,112,000,000. 


Mr. Thom made the point that the question before the com- 
mittee was a business question and not a “railroad question.” 
He said the presidents of the Chicago, Milwaukeqe & St: Paul, 
the New Haven and the Boston & Maine, which owe the gov- 
ernment approximately $194,000,000 of the total due, were 
present. 


H. E. Byram, president of the Milwaukee, explained why 
passage of the bill providing for a reduction in the rate of in- 
terest on that road’s indebtedness of $55,000,000 to the govern- 
ment would enable the company to go to the holders of $48,- 
000,000 of 4 per cent bonds due June 1 and offer them a re- 
funding proposal at an increased rate of interest. He said the 
road had paid no dividends since 1917 and that since that year 
it had earned its interest charges only in 1923. He referred 
to additions to rolling stock and general rehabilitation of equip- 
ment made by the company. Increased operating expenses, he 
said, and the fact that the territory served by the road had 
not been prosperous were.the reasons for the condition of the 
property. He said the prospects for 1925, however, were good, 
and that the company expected to earn its interest charges in 
1925. He said a reduction in the rate of interest from 6 to 4% 
per cent would save the company about $687,000 a year. He 
did not know what rate of interest would have to be paid to 
the holders of the $48,000,000 of bonds to get their consent to 
an extension of the maturity date. Senator Couzens asked 
whether the road would not have to pay as much as 6 per cent 
and Mr. Byram said it probably would. Asked as to whether a 
receivership would follow if the company defaulted with re- 
spect to the $48,000,000 of bonds, Mr. Byram said that would 
necessarily follow. 


Senator Fess asked if the proposed legislation would pre- 
vent a receivership. Mr. Byram said if it prevented a default 
in the bonds it’ would. He said the bondholders had not yet 
been approached by the company because it desired to wait to 
see what action Congress took in the matter. He discussed 
undesirable results that would flow from a receivership which 
he said was something to be avoided if possible. 


Mr. Byram referred to loss of business on account of the 
Panama canal. Senator Couzens remarked that the aggregate 
tonnage moving by the canal was not material. Mr. Byram 
said it amounted to 29,000,000 tons last year, which he regarded 
as substantial. Senator Gooding interjected that the tonnage 
that moved via the canal was not material. 


Asked by Senator Dill as to electrification of the Milwau- 
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kee, Mr. Byram said a study had revealed that the part of the 
system electrically operated showed a profit of $3,000 a mile as 
compared with steam operation. 


Mr. Byram said cost of operation had increased 80 per cent 
over 1917 and that rates had advanced about 35 per cent. He 
said the increase in cost was due largely to wages of labor and 
materials. 

Senator Gooding said there was no doubt the road should 
have the relief asked for. 


Secretary Mellon said two-thirds of the indebtedness in- 
volved was held by railroads in financial difficulties and that 
the remaining one-third was scattered among roads better off, 
He said fully two-thirds of the roads now indebted to the govy- 
ernment were unable to finance themselves. He said reduction 
of the rate of interest to the railroads seemed the equitable 
thing to do because money was costing the government less 
now than when the loans were made. He said the money had 
been borrowed at what was then the going rate. He said also 
that the indebtedness had resulted from federal control of the 
railroads. His idea was that the government should give aid 
in a situation like that of the Milwaukee in the interest of 
general business conditions because of the effect that a re 
ceivership of such a large property would have on general con- 
ditions. He believed it would be in the interest of stability to 
reduce the rate of interest. He said the government was bor- 
rowing now on long-term securities at around 4 per cent, and 
much less on short-term securities. 


Asked by Senator Howell whether some of the roads would 
fail to pay the government what they had borrowed, Mr. Mellon 
said there were a few in that class. He mentioned the Orient 
as one of them. Senator Howell brought up a discussion as to 
why farmers, for instance, could not borrow money at cost 
from the government. Mr. Mellon said that was another prop- 
osition—that the government had no contractual relations with 
the farmers as it had with the railroads. Senator Fess said 
the farmers were not public utility corporations. The hearing 
was to be resumed the following day. 


The Senate interstate commerce committee concluded hear- 
ings January 15 on the proposed legislation reducing the rate 
of interest on indebtedness of the railroads to the government, 
after hearing testimony in support of the proposal by J. H. 
Hustis, president of the Boston & Maine; E. G. Buckland, vice 
president of the New Haven, and J. D. Shatford, representing 
the Railroad Owners’ Association. 


A bill providing for reduction in the rate of interest will 
be reported by the committee. The only difference of opinion 
that developed among members of the committee was whether 
a flat rate of 4% per cent should be fixed or a rate one-quarter 
of 1 per cent above the cost of the money to the government. 
Senator Gooding said he favored the latter plan so that the 
railroads would get the maximum of relief. He said the argu- 
ment of the Treasury officials about the difficulty of ascertain- 
ing the exact rate on the basis of a fraction of 1 per cent above 
cost did not commend itself to him. He figured that the gov- 
ernment would be making $875,000 a year if it charged one- 
quarter of 1 per cent above the average cost. 


Mr. Hustis said the importance of the proposed legislation 
to the Boston & Maine would be evident from the statement 
that the government now held 6 per cent mortgage bonds of 
the company to the par value of $48,685,479, on which the an- 
nual interest charge was $2,921,128. He said those loans rep- 
resented 36 per cent of the total funded debt of the company 
but that the interest charge represented 43 per cent of the total 
interest requirements on funded debt. He reviewed the finan- 
cial history of the Boston & Maine. He said it was expected 
that the operating results of 1924 would show a surplus after 
charges of about $1,500,000, which would be better than any 
year since the war. He said that meant less than 314 per cent 
return on the property investment. He said it was necessary 
that credit be restored not only in order that necessary funds 
might be available for improvements to the property but also 
that maturing obligations might be funded at reasonable rates. 
He said in the next ten years obligations of $102,012,479 would 
mature, including the obligations to the government. At the 
present time, he said, committees representing various groups 
of security holders were endeavoring to develop a plan that 
would be helpful in meeting the problem. 


Mr. Buckland explained that the New Haven was indebted 
to the government in the sum of $91,000,000, of which $64,- 
000,000 was indebtedness funded in the period of federal con- 
trol. Of the latter amount, he said, $43,000,000 was loaned by 
the government to keep the New Haven from entering the New 
England market to sell preferred stock when the government 
was floating a Liberty bond issue. Mr. Buckland said the New 
Haven had never failed to earn a net income prior to federal 
control, but that since federal control it had earned a net only 
in 1924, when it was expected there would be a surplus of $3,- 
000,000. He said the property was returned by the government 
with increased operating expenses and depleted revenues. The 
road’s freight cars were returned in deplorable condition, he 
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American __ 
Oriental Mail Line 


Loading flour for the Orient on one of > huge American 
Oriental Mail Line vessels 


SEATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 


Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT McKINLEY................. January 27 
PRESIDENT JEFFERSON............... February 8 
PRESIDENT GRANT ................... February 20 
PRESIDENT MADISON................... March 4 
PRESIDENT JACKSON................00.. March 16 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


WHEATLAND MONTANA ............... January 20 
re) 0 eS eee ee ee February 20 
8g | See ene Ces eR rs. March 4 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St, Phone 
Randolph 7739. 

New York—32 Broadway, Phone Broad 0580. 

Boston—177 State Street. 

Philadelphia—101 Bourse Building. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—626 South Spring Street. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


7ANeelesmlerbel 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by Admiral Oriental Line, Managing Operators 
L. C. Smith Bldg., Seattle 
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Joint Service With 


HOULDER, WEIR & BOYD 
Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
PETER KERR.........00. Jan. 17 Jan. 21 
ere Jan. 27 Jan. 31 Feb. 4 
Ll See Feb. 10 Feb. 14 Feb. 18 
ee Feb. 24 Feb. 28 Mar. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued te Hawaiian Islands, transshipment 

at Los Angeles Harbor without transfer charge, also to all ports 

é yo Oregon, Washington, British Columbia, Alaska and 
e Far 





Joint Service With 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 






































fCLEVELAND ......... Jan. 22 *DEUTSCHLAND ...... Feb. 17 
TWESTPHALIA ........ Jan. 29 {MOUNT CLAY........ Feb. 26 
*ALBERT BALLIN.....Feb. 5 {CLEVELAND ......... Mar. 5 
*THURINGIA .......... Feb. 12 [WESTPHALIA ........ Mar. 12 


{Cabin and Third Class Passengers. ‘*First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 





PHILADELPHIA TO BREMEN AND HAMBURG 


MONTICELLO (via Baltimore and Hampton Roads)....... Jan. 20 
LIGURIA (via Baltimore and Hampton Roads)............ Feb. 5 
MOUNT CLINTON (via Baltimore and Hampton Roads)..Feb. 19 
A STEAMER (via Baltimore and Hampton Roads)........ Mar. 5& 


BALTIMORE TO BREMEN AND HAMBURG 


MONTICELLO (via Hampton Roads)..........cssseeseees Jan. 27 
LIGURIA (via Hampton Roads) ..........ccsecccscccccecees Feb. 12 
MOUNT CLINTON (via Hampton Roads)..........seseees Feb. 26 
A STEAMER (via Hampton Roads) ...........cceccessecees Mar. 12 






NORFOLK AND NEWPORT NEWS TO BREMEN AND 


WESTERWALD  ..ccccccccccccccccvcccccccccsccsceccccecs Jan. 17 
po aad POrrrrrrrrrrrrrrrrrerrerirrrrrrrr errr er ree Jan. 31 
LIGURIA 2... cc cccccccccccccccecccccccvccccccccssccvceees 


See Peete eee eee EEE eSeEEsEEEeEEEEEEeES 


NEW ORLEANS TO BREMEN AND HAMBURG 
EUPATORIA.......cccccccccccccccccccccccsccccccccece Late March 





ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 
























General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 
PITTSBURGH.......2.ee00e0. eocceceee-4128 Jenkins Arcade Bldg. 


POrererrrrererirr rere r rer tre ere 201 Mitchell Bide. 





| MNT 8 A Ee John M. Bern 
RMI, ccccccceseccesceces Dichmann, Wright & Pugh, Inc. 
ia cenit WES nai eget t ~ 


LOS ANGELES............0.. pmaiota hetocen me Angeles 8.8. Co. 
BOS Richard Meyer Co. 
i 4:6:510: 004 00:0.0:0:0009000%0.4 Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA. ........seeeeees -Dichmann, Wright & Pugh, Inc. 
I oi 64 00'000 cevecscscece -.-Columbia Pacific Shipping Co. 


Se cendinin Coe CeCewewe Tee eosceeese Sudden & Christensen 
Christensen 


eeeeteseeceor 





174 THE TRAFFIC WORLD 


said, adding that the locomotives were in about as good con- 
dition when returned as when taken over by the government. 

The witness presented tabulations showing among other 
things an increase in expenditures under the heading of main- 
tenance of way and structure from about $9,000,000 in 1915 to 
$20,000,000 in 1920, maintenance of equipment from $9,000,000 
to $30,000,000, and transportation from $23,000,000 to $67,000,000. 
The net income in 1923 showed a surplus of over $2,000,000; in 
1920 there was a deficit of $27,000,000. The first year of re- 
sumed private control found the deficit cut by $12,000,000. In 
1923 it was $2,917,106. 

Mr. Thom. urged the committee to fix a flat rate of 4% per 
cent. He said he did that because there was an emergency to 
be dealt with and that it must be handled in a practical man- 
ner, outside of the question of whether 4%4 per cent was exactly 
the proper rate to be charged. He feared that if the Senate 
passed a bill fixing the rate on the basis of a fraction of 1 per 
cent above cost to the government, the House might do some- 
thing else and thus delay the matter. 

‘Mr. Shatford made a plea for the reduction on behalf of 
railroad stockholders. He developed that he had brought the 
question of reducing the rate of interest before Secretary Mellon 
more than a year ago. 

Senator Gooding said he wished to correct the statement 
of Mr. Byram as to the volume of traffic passing through the 
Panama canal. He said the fact was that last year a total of 


12,375,000 tons passed through the canal, of which 7,436,000 
tons was eastbound oil. 


RAILROAD SERVICE UNIT COSTS 


The Traffic World Washington Bureau 
No part of the increase in the cost of railroad service, since 
1915, has been caused by any increase in the contribution the 
public has made to the capitalist—that is, to the man who 
furnished the money used in the construction and maintenance 
in service of railroad property. That is one of the striking 
declarations made by M. O. Lorenz, director of the Commission’s 
Bureau of Statistics, in connection with the large number of 
tables submitted to the Commission. Mr. Lorenz calls his 
contribution a “study” of unit costs of railroad service, 1915- 
1923. Explaining the tables, he said: 





The purpose of the tables is to show the average operating ex- 
penses, taxes and contribution to the capitalist per unit of railroad 
service by years for the period from 1915 to 1923. Such a showing 
has significance in the study of the causes for the increases in freight 
rates and passenger fares. 

The most striking feature of the unit cost figures given herein is 
that the increase in the aggregate price to the public is almost en- 
tirely explained by changes in operating expenses and taxes and not 
by any increased contribution to the capitalist. 

Data are also given to show that the increase in the operating 
expenses is largely explained by changes in the prices of materials 
and wages of labor. In the so-called “test period,’ the three years 
ended June 30, 1917; the computed “‘cost’”’ per net freight ton-mile, for 
example, was 7.463 mills, which increased to 11.415 mills in 1923, an 
increase of 53.0 per cent. In the same period, operating expenses per 
ton-mile increased from 5.133 mills to 9.067 mills, or 76.6 per cent, 
taxes from 0.344 mills to 0.602 mills, or 75.0 per cent, and the con- 
tribution to the capitalist decreased from 1.986 mills to 1.746 mills, 
or a decrease of 12.1 per cent. This is upon a unit basis although 
in the aggregate the capitalist’s share increased from 892 millions in 


— period to 962 millions in the year 1923, an increase of 7.8 per 
cent. 


Before proceeding further, certain definitions and distinctions 
should be considered. This paper is entitled ‘Unit Costs of Railroad 
Service,’”’ but, strictly speaking, the figures showing the net railway 
operating income available for capital charges represent the capital- 
ist’s actual residual share available out of revenues each year and 
not what the capitalist should theoretically receive to evoke the 
necessary supply of capital for the railroad industry. The total ‘‘cost” 
shown is in reality the total outlay by the public for railroad trans- 
portation service subdivided into operating expenses, taxes, and the 
share of the capitalist. This “total cost” per unit of traffic, such as the 
ton-mile, will be found somewhat larger than the reported freight 
revenue per ton-mile because the latter does not include the revenue 
from miscellaneous sources assignable to freight service, as distin- 
guished from the strictly “freight’’ revenue. 

One difficulty in showing the changes in unit costs is that there 
is no single unit of service which can satisfactorily represent the 
entire transportation service. The train-mile has been an ever en- 
larging unit. The car-miles will vary in composition with varying 
proportions of passenger and freight, loaded and empty, large and 
small, and steel and wood cars. The net ton-miles of freight also 
are not homogeneous, and do not cover the passenger, mail and 
express services. 

he gross ton-mile is in some respects a better unit. By 
“gross tons’ is meant in this connection the entire weight of 
the freight and car equipment. But the cost of hauling 1,000 gross 
ton-miles of coal is less than that of hauling 1,000 gross ton-miles 
of some commodity with a small load percar. Furthermore, for years 
prior to 1919 gross ton-miles were not reported by the carriers. 
Changes in the length of haul also affect the significance of ton-mile 
comparisons. If the average haul increases, a decrease in the cost 
per ton-mile may be shown when in fact no real change in the cost 
of transportation for a given distance has taken place. This follows 
from the fact that some of the expenses are not variable with the 
length of haul. From 1915 to 1923, the average haul of revenue 
freight increased for the United States as a whole from 271 miles to 
300 miles, an increase of 10.7 per cent. This may account for a 
decrease in the average operating expense per ton-mile of as much 
as 4 per cent. 

Table I shows for Class I roads the total operating expenses, 
taxes and net railway operating income available for capital charges. 
They are the figures to which the units of service are to be applied 
to get average costs. In this table, it will be observed, no figures 
are shown for the years 1918, 1919 and 1920 for taxes and capital 
charges because in those years complications resulting from federal 
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control affect the significance of the amount of taxes and operating 
income shown in the operating reports. For convenience in this table, 
the equipment and joint facility rents are included with operating 
expenses, instead of being made a separate deduction after taxes, 
as shown in the regular reports. 

It is not the [tote of this study to go into an extensive com- 
parison of the differences among the three districts. The main pur- 
pose is to show the general trend of unit costs and to indicate the 
principal cause of the increase. 

A complete exposition of the trend of operating costs of rail- 
roads over a period of years would involve a considerable variety of 
sub-topics. After showing what actually has been the costs per unit 
of service each year, it ‘would be desirable to analyze the effect of 
various influences affecting the costs, such as (1) changes in the 
level of material prices and wage rates; (2) changes in economy or 
efficiency resulting from (a) more capital investment, (b) invention of 
labor-saving devices or improved methods of operation, (c) changes 
in efficiency of labor per hour, and (d) better utilization of plant 
from denser traffic per mile of line; (3) adoption of higher or lower 
standards of maintenance; and (4) changes in standards of service, 
such as greater safety, convenience, or speed of transportation, or in 
public requirements. It is not possible from available data to analyze 
each of the above influences separately, but it is possible to draw 
certain conclusions regarding the influence of changes in prices of 
materials and cost of labor per hour. ¢ ? 

Unquestionably the principal cause for the large increase in unit 
operating expenses as distinguished from the_capitalist’s share has 
been the increase in the prices of materials and wages of labor. This 
can be readily demonstrated even if it is not possible to measure 
with precision the effect of changes in prices and wages. For the 
purpose of this analysis the operating expenses given in Table I 
above for 1923 may be analyzed as follows: 


Millions Per cent 


of of 

dollars total 

I Compensation to eMployeS.......-...eecees namin » 2,785 55.8 
II Materials and miscellaneous..........ceecccseccece - 1,967 39.4 
III Depreciation, retirements, insurance, pensions...... 242 4.8 
GE °c Socakna mative sanaweneees eeEee Renee RT 100.0 


According to the annual reports of Class I roads, the average 
compensation to employes per hour in the year ended June 30, 1916, 
the middle year. of the test period, was 27.6 cents. Based on the 
monthly reports of wage statistics, the average for 1923 was 62.6 
cents, an increase of 127 per cent. But this percentage cannot be 
used as an index of the increase in labor cost, because it is in- 
fluenced by a change in the proportions of various classes of labor. 
It is necessary to find what the working forces in 1923 would have 
received if they were paid in accordance with the condition of the 
earlier period. This is difficult to ascertain because of the change 
in the classification of employes in 1921, but a special study made in 
this bureau indicates that 119 may be taken as the per cent of 
increase in hourly wage costs from the test period to 1923. This does 
not represent the increase in the monthly earnings of employes, nor 
in the straight time rate, but is the increase in the average cost 
per hour to the railroad company, both straight time and overtime. 

As to a weighted average change in the prices of materials the 
reports of carriers do not afford a direct answer. The quantities and 
cost of fuel, rails and ties are reported annually, but not those of 
track material, lumber, cement, paint, etc. A study made in this 
bureau indicates that from the test period to 1923 the weighted av- 
erage of prices for materials used by the Class I roads during the 
test period increased 74.5 per cent.* Coal prices increased more than 
this while prices of iron and steel articles increased less, but this 
represents a weighted average of the many kinds of articles used by 
the railroads. The prices used were the ‘‘charge-out”’ prices, based 
on contracts for varying periods, not the current market prices. The 
former lag behind the latter. The miscellaneous charges under II 
consist largely of contract work and to that extent would represent 
both labor and material. ’ 

The expenses in the third group shown are in part affected by 
changes in prices of materials, hut it is impossible to say how much. 
In order to get a final result that will probably state the minimum 
effect of this influence it will be assumed in this connection that 
group III is not at all affected by changes in prices and wages. If 
the man-hour cost is assumed to have increased 119 per cent, the 
material prices, 74.5 per cent, and if depreciation, retirements, in- 
surance and pensions are assumed to have remained unaffected by 
these influences, the total operating expense of 4,994 millions (includ- 
ing equipment and joint facility rents) stated in terms of test period 
dollars, is reduced to 2.641 millions and the weighted average increase 
in the railroads cost of living would be 89 per cent for the calendar 
year 1923 as compared with the test period. Based on the 2,641 
millions, the unit operating expenses of 1923 would be as follows 
in comparison with those of the test period: 


UNIT OPERATING EXPENSES (INCLUDING EQUIPMENT AND 
JOINT FACILITY RENTS) 
1923 (Equated 


Test to test period 


period prices) 
Wee TPAIMATAMS occ ccceccccrvescsecevecvenss ewes $1,945 $2.187 
Per car-mile—cents ......ccsccccceee igs eave enin wets 9.063 9.028 
Per net ton-mile—centsS ......cccccccccccccccees 0.5133 0.4795 


This would indicate that the increase in the price level largely 
accounts for the increase in unit costs shown in Table IV. Because 
of the imperfection in the units and because of the lack of a precise 
measure of the effet of price changes, one should refrain from draw- 
ing the further conclusion indicated by the figures that the railroad 
operating expense per ton-mile (the influence of price changes being 
eliminated) was upon a lower level in 1923 than in the test period. 
That the total unit price per ton-mile paid by the public in 1923 
increased so much less than the computed ‘‘cost of living’ of the 
railroads, is explained by the additional fact previously indicated 
that the capitalist’s share does not reflect any increased cost of living. 

It is to be hoped that for future years a more exact comparison 
of this kind can be provided. To accomplish this it is desirable that 
the operating expense classification be revised to show separately 
labor, material and other charges, and that the annual or other 
periodical reports of carriers give the quantities and costs of a repre- 
sentative list of materials used by railways. 





*Mr, L. A. Abbot, while a statistical analyst in this bureau, pre- 
pared a weighted index number of labor and material prices appli- 
cable to railroads covering the years 1915 to 1923 and segregated by 
the general expense accounts. It was hoped that this might become 
the starting point for a permanent index of this nature that could 
be kept up currently. But the difficulties resulting from the fact that 
the reports of carriers have not been in past years designed to afford 
the necessary information for the satisfactory construction of such 
an index make it inadvisable to so utilize this report. Certain neces- 
sary revisions of methods also make it inadvisable to publish the 
report as prepared. 
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SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 
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JOS. STOCKTON TRANSFER CO. 
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HILADELPHIA, PA. “eg . 
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Members Philadelphia Chamber of Commerce 
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LARGEST HANDLERS OF 
CARLOADS IN MICHIGAN 


524 Eighth St. DETROIT 
GRAND RAPIDS, MICH. 
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in Michigan 
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Track Capacity, 25 Cars. 
Latest and Best Equipment for Handling. 
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LEDERER TERMINAL 
SER VICE 
BUILDS BETTER BUSINESS 
Mercantile Warehousing and Distributing 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation mar in the city. 


Furniture Manufacturers Warehouse Co. 
DEEP WATER AND RAIL CONNECTIONS 


505-511 Fulton Street, West Grand Rapids, Mich. 


LEASED SPACE 


Class “A” Fireproof Warehouses 


We can furnish any amount. Blocks 
from 100 to 100,000 square feet. 


Modern Offices Now Available 


Complete Service for All Commodities 


The Los Angeles Warehouse Company 
316 Commercial Street LOS ANGELES, CALIFORNIA 
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populated States which have correspondingly great buying-power 
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Write Us Your Requirements 










HENRY 
Ear oa SQBU we STORE 


Ba es 


a... Henry Coburn Storage & Warehouse Co., Indianapolis 
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i gh 16 Steam Railroad Divisions 13 Traction Line Divisions 


Merchandise Storage — Quick Shipments — Distribution Cars 
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TRANSPORTATION IN PARLIAMENT 


The Trafic World Ottawa Bureau 


In an address at Toronto this week, Premier King indicated 
that the big business before the Parliament of Canada this 
session would be the transportation problem, particularly as it 
affects freight rates. Regarding the transportation problem, he 
said: : 


It would almost seem that this problem is more in need of solu- 
tion than any other at the present time. The time is due for a 
consideration of the whole question of freight rates in a compre- 
hensive manner. Just as the last session was a session concerned 
primarily with tariff, I should not be surprised to see the ensuing 
session one in which the question of transportation would be promi- 
nently to the fore. 


He said there should be an equality of freight rates through- 
out the Dominion, in so far as the government or the govern- 
ment agencies could produce that result. 

He reviewed the transportation question, particularly in 
railway history, since his government came into power in 1921. 
He said that his government, despite any personal opinions, 
felt that the return of the railways to private interests was 
not desirable nor feasible. The government had neither com- 
mitted itself nor the country to public ownership, but had prom- 
ised to give it a fair trial. It had secured the right man to 
manage the railways and had taken them out of political con- 
trol. He pointed out that, under the chance given by the gov- 
ernment, since 1920 the operating deficit had dropped from 
$36,842,970 to $6,018199 in 1923. The Grand Trunk earnings in 
1923 had turned the deftcit into an operating profit of $11,656,422. 
Total deficits after paying interest and fixed charges had dropped 
from $74,378,318 in 1920 to $52,779,350 in 1923. 

Regarding freight rates, he said he took into consideration 
not only the Canadian National, but the Canadian Pacific. Both 
roads were serving Canada, and both were worthy of considera- 
tion. Said he: 

The rates at which the Canadian Pacific is compelled to carry 
its traffic are the rates which must govern in competitive areas as 
respects the National Railways. This, it seems to me, should afford 
a sufficient guide to all government policy with respect to freight 
rate charges—namely, that as between all parts of Canada _ there 
should be equality of rates, in so far as it is humanly possible to 
work out such equality by the government or government agencies, 
and that whatever may exist in the way of unjust or unfair djs- 
crimination should be removed, that the channels of trade through 
all parts of the Dominion may, as respects the movement of com- 
a be as unfettered and as free as human agencies can make 

em. 

He pointed out that, besides rail transportation, water 
routes were important, and that Canada must be protected 
against shipping monopolies as well as railway monopolies. 
“That this is a problem to which the British government in- 
tends to give attention, by way of fostering inter-imperial trade 
is something which we are glad to learn and in which the gov- 
ernment of the mother country may expect the wholehearted 
co-operation of the government of Canada,” said he. 


PEACE RIVER PROBLEMS 


The Traffic World Ottawa Bureau 


A definite step toward the solution of the transportation 
problems of the Peace River territory, which have been under 
discussion between the federal and provincial governments, the 
railways and the people of the territory affected for some years, 
was made at Ottawa this week when, at a conference of all 
concerned, the Canadian National and Canadian Pacific Rail- 
ways were asked to co-operate to produce some workable scheme. 
Presidents Beatty, of the Canadian Pacific, and Thornton, of 
the Canadian National, together with other officials of both 
roads, were present and promised to make every effort to ar- 
rive at some scheme for joint operation of the railways in 
the Peace River. It was stated after the conference that the 
Minister of Railways had promised that, if the railways failed 
to reach a unanimous agreement, the Department of Railways 
would supply some alternative on which legislation could be 
framed and the subject thus brought before Parliament at the 
coming session. 

A number of different routes were suggested. It wag de- 
cided to leave the final selection to engineering experts who 
are now studying the field. After the conference, George Gra- 
ham, Minister of Railways, issued a statement, as follows: 





The situation in the Peace River territory was thoroughly dis- 
cussed. It was pointed out that the province of Alberta has a big 
investment there, the Edmonton, Dunvegan & British Columbia Rail- 
way, which the Canadian Pacific has under lease expiring in July 
next, and the necessity for some working agreement to succeed that 
arrangement was urged by Alberta. Premier Oliver, for British 
Columbia, made a strong plea for the development of that territory 
and the utilization, if possible, of the Pacific Great Eastern Railway, 
which is owned by the Province of British Columbia, and which is 
now incomplete. 

Several alternative routes were discussed. The presidents of the 
two big railways acquiesced in the view expressed by the minister of 
railways that there should be no duplication of lines in this terri- 
tory. After weighing the different opinions expressed the conference 
decided, with the approval of the two railway presidents, to ask the 
railways to confer with each other and with their engineers to see 
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if some joint recommendation could not be made to the government 
on which could be based a co-operative agreement between the two 
railways for the development of the Peace River country. A solu- 
tion of the problem will be comparatively easy if this ideal can be 
attained. The expenditure involved will be very heavy, although 
extended over a number of years, and all parties in the conference 
—_ anxious that permanency be provided and that no mistakes be 
made. 


The question of a route was left to the engineers, the ref- 
erence being to the cut-off which has been projected from Grande 
Prairie down to the main line of the Canadian National system 
in Jasper Park, and to several other alternative routes that 
have been suggested. A line from Grande Prairie to the Cana- 
dian National at or near Lake Brule seems to be the route most 
favored. 

The proposal of Premier Oliver to extend the Pacific Great 
Eastern Railway into the Peace River does not seem likely to 
be accepted. It would cost from eighteen million dollars up- 
ward, and, as fifty million dollars have already been spent on 
that line, the resultant capitalization would be pretty heavy. 


CANADIAN CAR LOADING 


Car loadings in Canada the week ended January 3 in- 
creased 3,793 over the previous week, the largest increases being 
coal, 1,476 cars; pulpwood, 436 cars, and miscellaneous 715. 
Cold weather and holidays greatly affected loading. Com- 
pared with the corresponding week last year the increase was 
1,324 cars, which, in view of the decrease of 3,030 in grain cars, 
is considered encouraging. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
Total for Canada 


For the week ended 
Jan. 3, Dec. 27, Jan. 5, 











, 1925 1924 1924 
Gram ON SrAin PLOGUCIS. 0 :...6.00cescciccvcscces 4,286 130 7,31 
Live stock 1,484 1,703 
ee 5,818 5,315 
2 ar - 2 278 239 
ee eee 1,970 1,838 
Pulpwood 2,0 ‘ 1,564 
DDO SINE oso bs 9x. 016d: 6-415 '4- sae arbi eraie wielqie-ecelacer ure 1,596 1,722 1,401 
Ceeeeee SUNOS. PUUNOIE . o.o sic ccave es Saeetsceee cus 1,705 1,456 1,655 
ME  sorch orancserar el = atpt Sarai e's: dace were al din Siaicsio Siaiovwalas 1,06 02 620 
IS ik Be. Bs sive cn oa0vue baccnwcuieneowe 10,958 10,813 10,426 
PEEIOOU hiv s Nie so ceen twee Seivicd canoes 7,050 6,335 6.948 

Total cars loaded.......cccee eeleaine asaneee see 36,556 39,025 

Total cars rec’d from connections......... 26,397 26,193 24,092 


Eastern Canada Western Canada 
Jan. 3, Dec. 27, Jan. 5, Jan. 3, Dec. 27, Jan. 5, 
1925 1924 

















Commodity 1924 1925 1924 1924 
Grain and grain products... 1,287 1,594 1,830 2,999 2,536 5,486 
Be MOE ceccweeccccncawene 999 634 935 1,048 850 768 
MED Bigticetwnadier ecg cotemmane 83,712 2,441 2,254 $3,582 3,377 3,061 
MUNN cota mc alate gave os: 0efeb acceler eee 233 244 200 33 34 39 
DE. cacvuwsrnnewadeoe@e 1,494 1,504 1,310 504 466 528 
Po, eer 1,922 1,580 1,476 162 68 88 
Pulp and paper.......-ceeee. 1,420 1,579 1,308 176 143 93 
Other forest products........ 917 715 610 758 741 1,045 
UE pee sade weds ocaneviccedave 580 464 501 485 438 119 
Merchandise, L. C. L....... 8,279 8,179 17,924 2,679 2,634 2,502 
Miscellaneous ......cccccocce 5,803 6,142 5,672 1,247 1,193 1,276 

Total cars loaded....... 26,646 24,076 24,020 13,703 12,480 15,005 

Total cars rec’d from con- 

MOGIERE siceccevcveues 23,864 23,512 21,938 2,533 2,681 2,154 


RATE ON GYPSUM ROCK 
The Trafic World Ottawa Burcas 


Several interesting points arose in the application before 
the Railway Commission of the Canada Cement Company, 
Montreal, for a ruling that the legal rate on gypsum rock from 
Caledonia, Ontario, to Belleville, Ontario, and Montreal, Que., 
between January 1, 1921, and March 21, 1924, was the rate 
published by the Michigan Central Railway Company from 
Lythmore, Ont., to the same points, governed by the long-and- 
short-haul clause of the tariffs and sections 314 and 329 of the 
railway act, 1914. 

There was involved, among other things, the question of 
the long-and-short-haul clause. It was claimed by the Michigan 
Central that the rates operative from Lythmore were erroneous 
in that, through oversight, the increase authorized by the board 
in various decisions had not been applied to the rate effective, 
and the movements from Lythmore were so small that there 
was nothing in the traffic situation to attract the attention of 
the railway to the erroneous rate quotations. The board held 
that the Lythmore rates were erroneous and the Michigan Cen- 
tral, when the application was launched in 1923, endeavored 
to file a tariff on a basis in accordance with the rate increases 
sanctioned by the board. The applicant company then con- 
tended that the increased rate should not be allowed to become 
operative, pending a decision. The board suspended the in- 
crease, but the railway was allowed to publish for the future 
a rate basis increased by the advances found reasonable by 
the board. The present application is for a declaratory order 
covering the situation pending the decision. The rates stood 
at 16% and 1714, and, under the increases allowed would have 
been 22 cents. The claims outstanding amount to soue $41,000. 

The Canadian National Railways were also affected. A 
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DENVER, COLORADO 


WORLD WIDE 


FREIGHT SERVICE 


FREQUENT SAILINGS PROMPT FORWARDING 
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International Mercantile Marine Company 
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No. 1 Broadway, New York City 





Fireproof Warehouses on Track : 
lle ge pet gm Foreign Freight 


We specialize in the DISTRIBUTION of local 


and pool car shipments Forward er S 


Consign via any Railroad into Denver 





Free Switching to Warehouse Established 1884 
Storage capacity 350,000 feet W 
. eaves rate =_— ” D. C. ANDRE S & CO., Inc. 
Negotiable Warehouse Receipts Issued 27-29 Water Street, New York, U.S.A. 
The Weicker Transfer & Storage Company Se 











OMAHA, U.S.A. 









few # 
oer 
arn? 


ee ae 
a ae oa) 


a ee ae 





The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
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MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 
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general concurrence form of the Grand Trunk Railway system 
filed in favor of the Michigan Central certifies that “the Grand 
Trunk assents to and concurs in all joint tariffs and supple- 
ments filed by the Michigan Central in which the Grand Trunk 
is named as a party thereto in so far as such schedule contains 
rates which apply within Canada to or via (not from) this 
company’s points.” 

The board held that, as the Grand Trunk did not file ds 
an initial carrier under a C. R. C. number, the rule of the tariffs 
as to the application of rates from intermediate stations could 
only have been intended to apply to stations on the lines of 
the initial carriers that filed said tariffs under their C. R. C. 
numbers. The view of the Michigan Central, as submitted, was 
that the tariffs did not apply from stations on the Canadian 
National Railways. 

The judgment of the board quotes the ruling of the Inter- 
state Commerce Commission, in dealing with infractions of 
the long-and-short-haul clause, that a merely theoretical or paper 
rate that has not been used and that was unknown to the 
defendant until casually discovered, will not be accepted as 
affording a just basis for an order for reparation on shipments 
made to an intermediate point at a slightly higher rate. The 


judgment then goes on to define the powers of the Canadian 
Railway Board, as follows: 


The board has no power to deal with separation or to direct 
refunds; and unless the railway act so permits, it has no power to 
consider whether the rate at a longer distance point involved in a 
long and short haul matter is a paper one or not. The board’s 


— are limited to declaring what the lawful rate was or should 
ave been. e 


The applicant in the present case declares that the Cana- 
dian National Railways was a party to the tariffs of the Michi- 
gan Central and equally responsible for the rates published 
from Lythmore. The Canadian National contended that “it did 
not seem proper that an action of this kind on the part of 
the Michigan Central or any other railroad should be allowed 
seriously to deplete the revenues of another railway whose 
rates are adjudged to be reasonable.” The board’s judgement 
says that, under the provisions of the railway act applicable 
to the matter, the board is precluded from giving weight to 
these arguments. The judgment continues: 


In the present case there is an application for a ruling as to 
the lawful rate. The answer of the railway turns on matters involv- 
ing jurisdiction in equity and seeks equitable relief on the ground 
of mistake, not of its own action, but due to the action of the Michi- 
gan Central Company, by. which it may be bound. 

While the answer thus involves consideration of the principles of 
tT. the jurisdiction of the board is limited to the consideration 
of what falls within the scope of the railway act. The board is 
given no jurisdiction in equity and therefore the pleas in equity 
advanced by way of answer do not fall within its jurisdiction. 

It would not appear reasonable or proper that because the appli- 
cant has invoked the jurisdiction of a tribunal whose powers are 
thus limited the railway company should be precluded from such 
consideration as may be proper being given to its answer. And it 
would therefore appear that, since in the case as presented pleas 
both in law and in equity are adduced, the board should not, by 
ruling on the one phase of the matter falling within its jurisdiction, 
preclude action being taken in a court of competent jurisdiction 
whose powers are such as to permit it to consider both the questions 
of law and of equity involved. The parties should be so informed. 

The judgment considers the interpretations put on the long- 
and-short-haul clauses by the railway act in Canada and in 
the United States, respectively. It refers to “the Parrington 
case, which is published, in summary form, in The Traffic World 
of April 12, 1924,” as having been cited by railway counsel, and 
various other American decisions, and adds: 


The long and short haul provisions of the railway act differ in 
various respects from the provisions of the similar legislation con- 
tained in the United States statutes. 


It cites subsection 5 of section 314 as containing what is, 
in effect, a general rule that where there is a movement in 
the same direction “over the same line or route,” under sub- 
stantially similar circumstances and conditions, the charge for 
the shorter distance shall not be greater than that for longer 
distance within which such shorter distance is included, unless 
the board is satisfied that, owing to competition, it is expedient 
to allow said toll. It also cites sub-section 3 of section 329 as 
imposing an obligation on the railway “not to charge greater 
tolls for a shorter than for a longer distance over the same 


line in the same direction, if such shorter distance is included 
in the longer.” 


The judgment adds: 


The amendment by adding the words, ‘“‘or route,” to section 314 
was made in 1919, and from the draftsman’s notes the reason was to 
make the context clearer. While there is thus some uncertainty as 
to the relative scope of the two sections, it may be noted that by a 
tariff circular of the board of April 11, 1924, section 38 provides: 

**Section 329, sub-section 3, of the railway act, in connection with 
special tariffs, provides that greater tolls shall not be charged therein 
for a shorter distance than for a longer distance over the same line, 
in the same direction, if such shorter distance is included in the 
longer distance. Tariffs issued between specific points in Canada 
containing rates which are not competitive under section 329, sub- 
section 4, shall contain the following clause: ‘The rates named herein, 
unless specifically indicated, are maximum rates and must not be ex- 


ceeded in the same direction from or to any intermediate point in 
the direct line of transit.’ ”’ 
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IMPORT RATES ON TEA 


The Trafic World Ottawa Bureay 


The Board of Railway Commissioners has refused the ap- 
plication of the Salada Tea Company of Canada for reduction 
on the import rate on tea and the privilege of repacking in 
transit at Montreal. The company claimed there was a dis- 
crimination in freight rates that militated against it competing 
with competitors in certain parts of Canada. The rate rail-ocean. 
and-rail on tea from Ceylon or India laid down in Toronto is 
about a penny farthing, or approximately 2% cents. The Salada 
company claimed that its competitors in Vancouver could bring 
in tea on what is known as an import rate, hold it there long 
enough to blend and pack it, and ship it east at a rate prac. 
tically equivalent to the penny farthing rate. The Salada 
company says it costs it, in addition, 3.57 cents a pound to 
reach the British Columbia market, so that it costs Vancouver 
importers, “apparently with the board’s assistance,” 3% cents 
less to reach the Salada company’s eastern market than it 
costs that company to reach the British Columbia market. It 
asked to have the import rate made -applicable from Toronto 
and Montreal to outward points. 


The Canadian Freight Association, when referred to, ad- 
vised the board that the rate from Calcutta to Montreal and 
Toronto via Vancouver was from $2.30 per 100 pounds, and 
from Ceylon, $3.15 per 100, the higher rate from Ceylon being 
due to the steamer rate up to Hongkong. The rate from Seattle, 
Tacoma, Portland, and other Pacific coast ports to eastern 
U. S. points is the same as from Vancouver to eastern Canada— 
namely, $1.50 per 100 pounds. No Calcutta or Colombo teas 
destined to points east of Fort William move via Vancouver. 
The only teas moving through Vancouver to points east of 
Fort William are Japan and China teas. The Canadian Freight 
Association points out that, “if the Canadian transcontinental 
lines are to handle any of these China and Japan teas, it is 


necessary that they protect the current rate of $1.50 per 100 
for the rail haul.” It adds: 


This rate is necessary on account of the competition of steamers 
operating from China and Japan to the Pacific Coast in connection 
with the intercoastal lines, and also the direct lines running from 
China and Japan through the Panama Canal to the Atlantic coast. 
If it were possible to do so, the Canadian railways would have no 
objection to limiting the application of the present import rate on 
tea to shipments originating in China and Japan. In actual prac- 
tice, the rate is limited in this manner for the reason that the 
Indian and Ceylon teas move to the Atlantic coast by the all-water 
route. If the railways cancelled the rate of $1.50 from Vancouver to 
eastern Canada it would not in any way change the present situa- 
tion—that is, China and Japan teas could still be laid down in east- 
ern Canada at the present rate. The only result would be that the 
Canadian railways would lose the haul to either the all-water lines 
or the United States transcontinental lines. 


It submitted that the rate of $1.50 per 100 pounds from 
the Pacific coast to eastern Canada did not prejudice the tea 
companies of eastern Canada handling India and Ceylon teas 
and, in a subsequent letter, said it found, on checking the rec- 
ords, that no teas originating in Calcutta or Colombo have 
moved via Vancouver to points in eastern Canada, the only 
teas so moving being those from Japan or China. It added: 


The present approximate rate on teas originating in Calcutta des- 
tined to Montreal via Vancouver would be $2.30 per 100 pounds, and 
from Colombo $2,56% per 100, while the rates from Calcutta to Mont- 
real, via the Atlantic seaboard, taking Boston as the port at which 
a ship would dock, is $1.95 per 100, and from Colombo $1.20% per 
100. 


It traces the history of the import rates via the Pacific for 
ten years and quotes Countiss‘ Import Eastbound Tariff No. 
26-A, 1914, as permitting the application of the import rates 
on traffic even if taken into consignee’s warehouses at Pacific 
coast ports, provided satisfactory proof that the shipments were 
imported was furnished. In 1916 this was changed to provide 
that, in order to obtain the benefit of the import rates ship- 
ments had to be made within eighteen months and in the origi- 
nal packages in which imported, with the exception of tea and 
tea dust in packages, the tariff reading: — 

Rates named will also apply on shipments of tea processed and 


repacked at port of entry and delivered to rail carriers within twelve 
months from date of arrival at port of entry. 


The current tariff carries the same clause except that it 
applies only to western Canada and not to points in eastern 
Canada on the Canadian Pacific and Canadian National rail- 
ways. It applies from United States Pacific ports to all United 
States points. 

With reference to rates on bulk teas moving through Van- 
couver in original packages, it repeats that Canadian lines have 
not carried any India or Ceylon teas east through Vancouver 
in the past two years, and adds: : 

The situation at the present time, as it appears to the carriers, 
is that on India and Ceylon teas, in the original packages, the Salada 
Tea Company, in eastern Canada, have no competition from western 
Canada, nor have they any competition in eastern Canada on teas 
processed and repacked at Vancouver, as the special tariff on re 
packed teas does not apply east of Port Arthur. They are asking 
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aT 
Only Steamers 
From New York 
Without Change 


January 21, 28 
February 4, 11, 18, 25 


1035 miles by sea; sailing {from New York 
every Wednesday—stopping a few hours for 
sightseeing at Charleston, S. C., Friday after- 
noon and due to arrive at Miami Sunday. 
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By Returning —steamers leave Miami every 
Tuesday, calling at Jacksonville, Fla., Wed- 
Direct nesday, due to arrive at New York Saturday. 
Freight NEW OCEAN ROUTE 
and TO THE CITY OF MIAMI 












Modern oil-burning steamers with a wide range 
Passenger of accommodations. Passenger fare includes 
Steamers inside stateroom berth and all meals on 
steamer. Outside rooms, or bedroom suites 
with connecting private lavatory and shower 
bath, are available at varying extra fares 
according to room and location selected. 


Automobiles Carried 
Standard Passenger and Fast Freight Route 
to and from all points South and Southeast. 

For further Le epee sailing lists, detailed 


passenger and freight rates, etc., sonly at any 
local ticket agency, or write 


CLYDE LINE 


Pier 36 North River, New York 
Pi Pier 1, Ft. Liberty 114 S. E. First St., 
Jacksonville, Fla. Miami, 






















Lo os An geles 
HARBOR 


From a frog pond to the second greatest har- 
bor in the United States in twenty years is 
rather a startling achievement. How much 
greater can Los Angeles harbor become? 








CARIBBEAN The people of Los Angeles refuse to set a 


limit. And they are backing their faith by 
an expenditure of $15,000,000 for enlarging 
the harbor and perfecting its facilities. 

















DIRECT FREIGHT SERVICE 


Via Panama Canal 
REGULAR SAILINGS 


NEW ORLEANS — MOBILE 
GALVESTON—HOUSTON 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Recah let lies eel en OP Ste et, Gee, Faw 
Zealand, Dutch East Indies, for Transshipment at San Francisce. 
Through bills of jading from Pacific Coast Ports te Mexico, Cuba, Porte 

, South America, Europe. 


Enormous as is the traffic in and out of this 
Southland port, shippers are getting their 
freight handled with efficiency and dispatch. 
And the City of Los Angeles, by that $15,- 
000,000 expenditure proposes to see that this 
vital essential to good commerce is main- 
tained, regardless of how fast the growth 
may come. 


















Los Angeles County contains one-third the 
taxable property in California. And that’s 
just one county in this vast region, the 
Pacific Southwest. How does it look to you 
as a market? 














Write for an interesting 
compilation of facts called 
‘The Port of Los Angeles’’ 




















Rice, West Indies, Central America 
Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 


Board of Harbor Commissioners 
City of Los Angeles 
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that they be given similar rates and privileges so that they may ship 
to western Canada in competition with companies who have been 
supplying tea to that territory for a great number of. years. The 
carriers feel that the present adjustment should be satisfactory to 
all concerned, but if the beard feel that companies doing business 
through Montreal should be given similar rates and privileges on 
teas imported through the Atlantic coast, destined to western Can- 
ada, as now obtains from Vancouver, they will have no alternative 
but to withdraw the privilege which tea importers located at Van- 
couver now have and charge the full domestic rate on any tea which 
may be imported and processed or repacked at that point. 


In delivering the judgment of the Commission, Assistant 
Chief Commissioner McLean said that the privilege of the $1.50 
rate on processed tea forwarded within twelve months from 
date of entry was established in 1916 by American lines running 
from San Francisco and Puget Sound, and the custom grew up at 
San Francisco on account of the delays pending clearance by 
the customs. The outcome of this was that the railways al- 
lowed the tea to go into warehouses for twelve months. This 
system extended by way of competition to Vancouver. He said: 


The Canadian Pacific is handling teas from China and Japan 
which are transferred at Vancouver to coastal steamers and brought 
around to United States Atlantic coast points. There is a large 
tonnage being handled by the Canadian Pacific to the Central United 
States and a considerable movement to United States Atlantic points. 
The extent of this all rail movement, as compared with the water 
movement, depends on the question of time and service. The C. P. R. 
contends that the rate on bulk teas is absolutely necessary to enable 
Canadian railways to handle these teas through to the eastern United 
States and eastern Canada in competition with all-water. ; 

The applicant does not contend that the rate he is paying is 
unreasonable in itself, nor does he attempt to adduce evidence bear- 
ing upon any alleged detriment accruing to him from the difference 
in rate basis eastbound as compared with westbound. He is putting 
forward his desire to have a more extensive westward territory tribu- 
tary to his business.. * * He recognizes that tea will move to 
some extent over American railroads unless the Canadian road can 
compete from Vancouver—it will pass through Seattle and San 
Francisco. (The Commissioner here quoted the applicant company 
as saying in the evidence that the railways in order to meet their 
difficulty have put his firm in a difficulty.) : 

Under the railway act and the decisions thereunder the railways 
may meet water competition, but it is not the privilege of the shipper 
to demand less than normal tolls because of such competition, which 
the railway in its discretion does not choose to meet. It has been 
pointed out that the company’s untrammelled right to meet or dis- 
regard competition is subject to this qualification—that after having 
elected to meet any competition on its system in a district where 
similar operating and traffic conditions prevail, the competitive rate 
should be extended to such other points in the common district. Sub- 
ject to this qualification, the railways have, under the railway act, 
a wide discretion in meeting water competition. It is frankly ad- 
mitted by the applicant that the rate adjustment and privilege at- 
taching thereto on the movements eastbound, which he seeks to make 
the measure of what should be done westbound, are the outcome 
of a competition both by water and by American rail carriers which 
do not exist in connection with the movement westbound from Mont- 
real. The applicant does refer to a disadvantage of 1% cents per 
pound at Winnipeg; but I do not understand that he is advancing 
this as evidence of unjust discrimination. What he is really con- 
cerned with is | gees distributing territory westward. Since he 
does not attack the existing rate westward as unreasonable in itself, 
and since he admits that the rate adjustments eastbound are due to 
special competitive conditions, I am of the opinion that the applica- 
tion must fail. 


CANADIAN SURCHARGE 


The rate of exchange on freight shipments January 15 to 
31 is seven-sixteenths of one per cent. There is no surcharge 
on international freight or passenger business. 


CANADIAN BOARD ORDERS 

Among the orders issued by the Board of Railway Com- 
missioners this week were the following: 

The British Columbia Electric Railway Company has been 
given permission to join with its tracks of the Vancouver and 
Lulu Island Railway Company in Vancouver. 

The Canadian National Railway Company is authorized to 
connect the tracks of the Okanogan branch of the Canadian 
Northern Pacific at Campbell Creek, B. C. 

The application of the Canadian Pacific Railway for approval 
of revised location of part of its Cut Knife-Whitford Lake 
branch is granted. 

The C. P. R. is authorized to build branch lines as lessees 
of the Manitoba and Northwestern Railway in certain portions 
of Saskatchewan. 


CANADIAN PACIFIC EARNINGS 


Traffic earnings of the Canadian Pacific railway for the 
week ended January 7th were $2,492,000, a decrease from last 
year of $494,000, or 16.5 per cent. 





INTERSWITCHING FACILITIES REFUSED 
The Board of Railway Commissioners has refused the ap- 
plication of Gillies Brothers, lumber manufacturers, at Braeside, 
Ontario, for interswitching facilities between the Canadian Pa- 
cific and Canadian National at Arnprior, Ontario. The Canadian 
Pacific opposed the application and the Canadian National sup- 
ported it. The board’s judgment said it was unable to find 
public demand or public necessity for the interchange and, even 
if such had been presented, the uncontradicted evidence as to 
the inconvenience, expense, and danger of the operation of such 
an interchange and the pacity of industries to be served by 

it would justify the board in refusing the application. 
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BIG ROAD NOVEMBER FIGURES 


Class I railroads having annual operating revenues above 
$25,000,000 had an aggregate net railway operating income of 
$765,852,304 in the eleven months ended with November, as 
against $763,707,565 in the same period of 1923, and $79,949,440 
in November, as against $74,360,339 in November, 1923, according 
to statistics compiled from the carriers’ reports by the Bureau 
of Statistics of the Commission. 


The figures covering operating revenues, operating expenses, 
net railway operating income and operating ratio for November, 
1924 and 1923, follow: 


Oper- 

ating 

Net railway ratio 
operating (per 
income cent) 


$79,949,440 73.9 
74,360,339 76.5 


Operating Operating 
revenues expenses 


$428,549,904 $316,848,418 
1923 450,341,927 344,420,800 

New England Region: 
Boston & a 


Total—roads aa) 


i) 
oe 


924 6,335,945 5,138,409 703,259 81.1 
1923 6,895,876 5,929,967 404,655 86.0 
New York, New Haven & Hartford— 
1924 10,474,105 7,595,293 2,075,089 72.5 
1923 11,038,299 8,956,592 1,294,747 $1.1 
Great Lakes Region: 
Delaware & Hudson— ’ 
1924 3,587,564 2,932,157 605,514 81.7 
1923 3,797,312 3,289,845 421,065 86.6 
Delaware, Lackawanna & Western System— 
1924 7,321,661 5,158,971 1,544,601 70.5 
1 7,842,329 5,832,948 1,376,094 74.4 
Erie (including Chicago & Erie)— 
1924 9,544,750 7,429,099 1,549,772 77.8 
1923 10,888,105 8,554,304 1,827,839 78.6 
Lehigh Valley— 
1924 6,190,695 5,273,574 634,520 85.2 
‘ 1923 6,723,185 5,488,017 1,097,512 81.6 
Michigan Central— ti 
1924 6,673,001 5,064,290 1,155,800 75.9 
1923 7,280,168 6,353,968 537,423 87.3 
New York Central (including Boston & Albany)— 
1924 29,511,385 23,047,626 4,938,807 78.1 
1923 32,424,461 27,190,554 3,700,808 83.9 
New York, Chicago & St. Louis— 
1924 4,544,825 3,242,410 1,101,305 71.3 
1923 4,629,995 4,218,612 129,748 91.1 
Pere Marquette— 
1924 3,499,484 2,558,159 588,589 73.1 
. 1923 4,004,846 2,872,448 777,825 71.7 
Pittsburgh & Lake Erie— 
1924 2,496,405 2,069,363 703,108 82.9 
1923 3,147,805 2,420,322 966,491 76.9 
Wabash— 
1924 5,520,637 4,067,761 922,306 73.7 
1923 5,665,343 4,511,448 667,164 79.6 
Central Eastern Region: 
Baltimore & Ohio— 
1924 18,732,803 14,678,121 2,893,364 78.4 
1923 20,057,155 16,348,783 2,571,596 81.5 
Central of New Jersey— 
Bi LHe MH MER oh 
7 , ’ » 9, 8 0 
Chicago & Eastern Illinois— 
1924 2,069,948 1,832,459 53,640 88.5 
1923 2,290,129 1,906,531 276,681 83.2 
Cleveland, Cincinnati, Chicago & St, Louis— 
it takech | SSRs? LORS TH 
075, 933, 1,078,376 78. 
Elgin, Joliet & Eastern— 
1924 1,713,715 1,172,618 331,169 68.4 
1923 2,064,414 1,469,860 $29,973 71.2 
Long Island— 
1924 2,603,835 2,095,075 292,297 80.5 
1923 2,533,288 2,142,436 147,392 84.6 
Pennsylvania— 
1924 52,070,884 44,048,762 4,014,810 84.6 
1923 56,113,732 45,760,949 6,385,924 81.6 
Reading— 
1924 7,667,548 5,623,787 1,805,070 73.3 
_ 1923 8,012,527 6,819,099 1,024,738 85.1 
Pocahontas Region: 
Chesapeake & _— 9.196 
,196,379 7,343,266 1,565,193 79.9 
1923 8,388,874 7,105,572 "879, x 
Norfolk & wee we —— 
,784,698 5,515,982 2,954,427 62.8 
1923 8,303,413 6,236, 61 712, 75. 
Southern Region: ¥ —- - 
Atlantic Coast _ ovens 
, 788,950 4,972,092 1,224,906 73.2 
1923 7,104,447 5,172,73 "397, 
Central of Cm on ie 1.591.984 m= 
,381,646 1,786,601 447,445 75.0 
1923 2,176,469 1,785, é : 
Illinois Central— nee ain aN ae —— ei 
924 - ,380,187 9,827,643 1,541,009 79.4 
1923 13,233,363 10,698,99 "656, : 
Louisville & Neshville— ‘ reed er rss 
1924 1,531,492 8,998,124 1,835,204 78.0 
1923 11,432,481 9,441,71 "279, 6 
Seaboard Air Line— — = 
1924 4,756,303 3,684,482 747,720 77.5 
a 1923 4,520,049 3,448,500 800,857 76.3 
Southern— : 
iat Uaeaes | SUNRISSRSUETIS EE 
Yazoo & Mississippi Valley— 7 oF 
PC a 
, , , ? ’ 6 e 
Northwestern Region: ~~ 
Chicago & North Western— 
1924 11,680,009 9,468,161 1,056,491 81.1 
1923 12,745,460 10,225,058 1,608,625 80.2 
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The Daily Traffic World TRANSMARINE LINES 


and its ee Regularly Maintained WEEKLY Service 
“Good and Speedy Service Gulf Service 


BEAUMONT, TEXAS 


“7, yesterday we received your SERVING 
special delivery enclosing THE SOUTH AND SOUTHWEST 
two copies of Commissioner East- 1 Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
man’s proposal in Southern Class SATURDAY 
Rate Investigation, Docket 13494, as 
requested in our wire. i ' 

“This was certainly very good and In ercoas lal Se ce 
speedy service, and it goes without LOS ANGELES H ARBOR, OAKLAND 
saying that we are duly appreciative AND SAN FRANCISCO 
of it. We have always received very , 

From an good service from The Traffic Serv- Steamer sails from PORT NEWARK, N. J. (New York Harbor) 

eenticinel ice Corporation, but this last service TUESDAY 

letter recently could certainly be no better. Also sailings to other ports as inducement offers 
ceived by coninsesneneinmenunsnensnanneshdhceeennaSeNeNes 

. : “Service such as this is bound to a Claims 

The Special receive the reward which is due it, DIRECT loading CAR to SHIP eliminates = 

Service Dept. and I am sure that this is the reason Through Bills of Lading Issued a 


for the Traffic Service Corporation 


« y o 2 FS Z i 
at your service reaching its present magnitude.” 


TRANSMARINE LINES 


Port Ni k T i eral Offi 
tat nag Petcare —y 5 See "St., New ’ York City 
Telephone Rector 00: 


The Traffic Service Corporation Ny = nr Miner 


Mobile, P Pensacela, Pittsburgh, Port Newark, San Antenio, San Francisco 





Mills Building Washington, D.C. 
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Chicago, Milwaukee & St. Pa 
1924 13,673, 524 10,091,816 
1923 13, 681, 663 10,197,816 
Chicago, St. Paul, Minneapolis’ & Omaha— 
1924 2,240,352 1,662,935 
1923 2,332,552 1,786,171 
Great Northern— 
1924 12,069,495 6,199,630 
1923 12,218,122 6.650,6 64 
Minneapolis, St. Paul & Sault Ste. Marie— 
1924 5,226,127 3,016,356 
1923 4, 141, 752 2,899,713 
Northern Pacific— 
1924 9,547,005 5,610,359 
1923 10,002,383 6,444,703 
Oregon- Renae, =. R. & Navigation Che 
192 2,340,625 1,809,800 
1993 2, 960, 601 2,191,303 
Central Western Region: 
Atchison, Topeka & Santa 
1924 17, isa 455 10,774,262 
1923 18, 297, 511 11,741,255 
Chicago & Alton— 
1924 2,568,462 2,156,937 
1923 2,780,022 2,151,064 
Chicago, Burlington & Quincy— 
1924 13,445,250 10,068,055 
1923 14,268,971 10,286,717 
Chicago, Rock atone & Pacific— 
1924 10,476,533 7,844,821 
1923 10,644,711 8,173,938 
Denver & Rio o— Western— 
1924 3,040,370 2,321,193 
1923 3,357,716 2,464,518 
Oregon Short Line— 
1924 2,931,912 1,910,153 
1923 3,932,628 2,500,110 
Southern Pacific (Pacific System)— 
1924 16,165,314 11,759,523 
1923 19,290,230 12,445,192 


1924 9,512,957 5,910,118 
1923 11,108,217 6,625,050 
Bouthwestern Region: 
Galveston, Harrisburg & San Antonio— 
192 2,280,836 1,529,195 
1923 2,416,529 1,915,570 
Gulf, Colorado & Santa Fe— 
1924 3,621,473 1,965,356 
1923 2,674,301 1,578,547 
Missouri-Kansas-Texas— 
1924 3,214,305 2,121,123 
1923 3,120,935 2,308,998 
Missouri-Kansas-Texas of Texas— 
19 2,477,360 1,664,906 
1923 1,988,991 1,562,587 
Missouri-Pacific— 
1924 11,239,977 8,483,152 
1923 10,293,814 8,347,831 
St. Louis-San Francisco— 
1924 7,806,688 5.395,097 
1923 7,141,255 5,180,552 


Texas & Pacific— 
192 3,257,785 2,054,935 
3, 250,698 2,113,411 


Union Pacific— 


1923 
The figures for the eleven months ended with November, 


1924 and 1923, follow: 


Operating Operating 
revenues expenses 
Total—roads reported— 
1924 $4,620,377,796 $3,520,039,634 


1923 4,957,895,949 3,867,933,319 
New England Region: 


Boston & Maine— 
1924 71,695,655 58,531,534 
1923 79,572,047 69,352,737 
New York, New Haven & Hartford— 
1924 116,371,955 89,304,931 


1923 123,209,582 99,731,377 
Great Lakes Region: 


Delaware & Hudson— 
1924 41,140,848 33,380,581 
1923 43.299,873 35. 947, 040 
Delaware, Lackawanna & Western System— 
1924 79,414,174 58,989,278 
1923 80,925,373 64,272,705 
Erie (including Chicago & Erie)— 
109,980,376 88,449,318 
rh 3 122) 847, 360 100,082,131 
Lehigh Valley— 


1924 70,087,240 56,010,906 
1923 69,621,297 62,007,661 


Michigan Central— 
1924 80.473,411 ett 
1923 87,391,307 61,332,588 
New York eee (including Boston 


& 
te 


& Albany)— 
338,221,539 255,538,010 


1928 389, 101, al 297,973,773 
New York, me & St. Lou 
1924 49,561, 109” 37,212,377 
1923 53, 084,222 40; 117, 391 
Pere Marquette— 
1924 38,450,565 28,387,778 
1923 42,464,002 32,163,331 
Pittsburgh & Lake Erie— 
1924 28,707,263 23,369,177 
1923 41,612,310 27,982,326 


1924 60,106,124 46,090,202 


1923 61,081,370 47,701,205 
Central Eastern Region: 


Baltimore & Ohio— 
1924 206,103,636 158,430,350 
1923 238,519,181 183,924,339 
Central of New Jersey— 
1924 51,159,980 36,667,612 
1923 83, 8,045, 594 44,300,753 
Chicago & Eastern Mlinoi 
1924 23,6. 641,517 20,482,685 


1923 26,162,489 22; 459,464 


Wabash— 





January 1 
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Cleveland, Cincinnati, Chicago & St. Louis— 
2,465,405 73.8 1924 80,233,257 61,402,995 12,803,474 765 
2,494,285 74.5 1923 87,875, 396 66,060,348 16,197,957 75.3 
Elgin, Joliet & Eastern— 
372,110 74.2 1924 19,558,052 13,890,544 3,089,275 71.9 
374,499 76.6 1923 25,600,524 17,010,692 5,422,045 665 
4,581,884 51.4 a Se 99 4 
,581, ' 1924 2,457,323 24,259,125 4,351,604 74.7 
4,500,900 54.4 ; 1923 31,507,708 23,615,396 3,734,087 75.0 
Pennsylvania— 
1,671,635 57.7 1924 592,523,939 473,346,260 71,725,140 79.9 
926,575 70.0 —— 1923 666,627,846 547,672,770 74,861,048 82.2 
eading— " 
8,159,797 58.8 1924 84,048,142 63,945,322 17,704,825 76.1 Durinj 
3,012,652 64.4 1923 97,961,006 69,104,567 26,672,204 705 
i: we Pocahontas Region: gatews 
’ e esapeake o— 
458,228 74.0 1924 98,948,809 75,702,755 20,388,773 «765 throug 
silibatas tial 1923 93,781,777 72,522,172 17,796,729 773 result 
3 orfo re estern— : 
4,946,599 61.8 1924 86,058,945 63,212,694 17,836,917 73,5 termur 
3,985,575 64.2 —_ —_ 1923 87,420,535 67,312,981 17,499,708 770 
ou ern egion: 
178,102 = 84.0 Atlantic Coast Line— Fe 
317,217 = 77.4 924 73,769,503 54,987,253 18,304,781 74.5 
9 1923 73,129,287 54,612,593 18,896,116 74.7 SI 
2,139,779 = 74. Central of Georgia— 
ae on OH HMO BEETLE Tg 
1 2 , ’ , ’ > , 80.3 
1,770,051 ay Illinois Central— VIA 
1,652,546 = 76. 1924 138,655,418 108,071,054 21,694,749 779 
: as 1923 153,115,281 122,686,537 20,870,038 80.1 
547,55 as Louisville & Nashville— ( 
728,066 = 73. 1924 123,310,622 98,121,836 19,722,707 79.6 
esntes 3 1923 125,132,836 101,072,039 19,341,774 80.8 ( 
9,705 3'6 Seaboard Air Line— t 
943,189 63. 1924 48,080,499 37,457,239 8,082,571 77.9 
2,876,302 72.7 ie 1923 47,340,661 36,753,226 7,018,97 17.6 
4,430,924 64.5 1924 129,855,890 94,359,019 27,087,970 72.7 | 
2.744.504 62,1 i ahs 1923 wd 138. 035,160 103,690,418 25,213,267 75.1 : 
, ¥ ¥ aZzZoo ississi i 
3,409,801 59.6 7924 20 014,639 14,705,428 8,853,998 73.5 | 
anes eid 1993 19,204,194 16,218,275 1,552,135 84.5 : 
thwestern Region: 
576,554 67.0 Chica 
’ go & North Western— 
344,639 79.3 1924 138,056,417 111,608,084 15,528,645 80.8 } 
452,805 54.3 1923 147,991,981 123,000,285 14,045,013 983.1 | 
1961499 59.0 Chicago, Milwaukee & St. Paul— : 
, . 1924 145,404,840 115,884,174 16,710,908 79.7 : 
871.286 66.0 aie ‘ 1923 156, 329, 776 | 125, "065,024 17,722,368 80.0 
y ; icago, St. Paul, Minneapolis maha— 
733,041 74.0 , 1924 25,664,233 20,399, 14 3,111,595 19.5 
1933 26,036,738 21,817, 2,601, 
ery $78 Great Northern— 
-_ . 1924 101,474,883 69,121,024 22,493,854 68.1 
5 1923 111,662,095 80,733,830 23,070,406 72.3 
1,784,254 Fae Minneapolis, St. Paul & Sault Ste. Marie— 
eae 1923 4s'908 204 | SeNaT'S87 = T'sOl'ssL Tks 
1 5 ‘ ; 7, : 76.5 
1,903,176 69.1 Northern Pacific— 
1,562,562 972.5 1924 87,046,414  64,866.536 17,485,363 74.5 
$90,907 62.1 1923 94,133,549 75,042,540 15,049,268 79.7 
865,892 65.0 Oregon- ee R. R. & Navigation Co.— 
1924 26,546,066 20,887,313 2,694,256 78.7 
1923 27,820,089 23,924,702 797,654 86.0 
Oper Central Western Region: 
Be i Atchison, Topeka & Santa Fe— 
N il poor 1924 177,699,698 129,766,331 34,712,601 73.0 
etrailway ratio 1923 186,692,851 134,073,535 38,134,140 71.8 
operating (per Chicago & Alton— 
eat a wie Be ME 
$765,852,304 76.2 Chicago, Burlin S, eens re : 
gton & Quine 
763,707,565 78.0 1924 149,023,457 109,884,211 26,450,794 73.7 
1923  157,991:456 124,667,631 22,581,064 78.9 
1.6 Chicago, Rock Island & Pacific— 
1346 es 1924 113,785,651 88,979,218 14,215,597 78.2 
ies 1923 114,284,352 92,316,225 12,608,172 80.8 
17,871,481 76.7 Denver & Rio Grande Western— 
11,436,626 80.9 192 30,279,664 25,662,173 3,200,795 84.8 
: 1923 31,860,071 27,693,123 2'932,044 86.9 
Oregon Short Line— 
7,046,363 $81.1 1924 32,152,508 23,485,549 5,122,768 73.0 
5,980,901 83.0 1923 35. 789, 814 26,254,096 5,609,065 73.4 
Southern Pacific (Pacific System)—~ 
14,789,446 74.3 1924 176,415, “O71 123,703,088 35,523,320 70.1 
12,350,584 79.4 1923 189,208,651 127,320,344 43,291,443 67.3 
Union Pacific— 
15,677,071 80.4 1924 102,714,919 67,768,314 25,420,638 66.0 
16,368,529 981.5 1923 108,730,878 72,954,689 26,923,366 67.1 
Southwestern Region: 
10,511,653 79.9 Galveston, Harrisburg & San Antonio— 
5,259,213 89.1 1924 24,288,203 18,012,524 4,767,731 74.2 
7 1923 21,861,917 — 18,461,814 2,110,773 84.4 
17,599,041 70.7 Gulf, Colorado & Santa Fe— 
18,725,936 70.2 1924 27,004,937 20,027,151 5,109,071 74.2 
1923 , 23,256,880 18,228,253 3,488,869 78.4 
59,417,113 75.6 Missouri-Kansas-Texas— 
68,044,225 76.6 1924 31,369,528 21,337,913 8,009,725 68.0 
1923 32,085,534  24'437,907 7,075,104 76.2 
8,627,291 75.1 Missouri-Kansas-Texas of Texas— 
8,727,607 75.6 192 20,395,407 14,728,654 3,218,361 72.2 
1923 19,112,134 15,484,175 955,974 81.0 
6,698,001 73.8 Missouri-Pacific— 
6,610,009 75.7 1924 112,441,962 89,600,502 14,378,035 79.7 
1923 105, "032,565 89,909,850 8,026,847 85.6 
7,422,647 81.4 St. Louis-San Francisc 
15,100,667 67.3 1924 7B, 325,883 55,150,807 18,773,911 70.4 
1923 78,775,232 57,711,864 16,794,861 73.3 
8,450,711 16.7 Texas & Pacific— f 
8,414,442 78.1 1924 30,472,319 22,999,648 5,007,457. 75.5 
1923 29,487,270 22,993,622 4,423'990 78.0 
35,154,855 76.9 
41,529,435 77.1 
The abstracts of tariff filings, rejections, suspen- 
Voerse: ae —sdSions, ete., as printed in each issue of THE DAILY 
aida aie TRAFFIC WORLD enable subscribers always to be 
3,064,378 85.8 sure their traffic files are up-to-date. 
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Minneapolis & St. Louis Railroad Company 


ww. H. BREMNER, Receiver 


THE PEORIA GATEWAY Sm, CTE 


During periods of heavy traffic movements when other | 
gateways were congested traffic moved without delay 
through the Peoria gateway. A delay of one day as a ' 
result of routing your freight through large congested 
terminals may result in the loss of a customer. 






NOOAK, 


















FOR EFFICIENT AND DEPENDABLE FREIGHT 
SERVICE BETWEEN EAST AND WEST, ROUTE me 


VIA PEORIA, ILL, CARE M&STL RR ——— 


HICAGO, ILL., 201 Marquette Se. 3 . R. Shannon, General Agent, 
CINGINNATT, ohio, 909 Neave Bldg., J. B. Helwig, General Agent, NZE 
VELAND, , 508 Park Bidg., E. G es 


3 


SEATTLE, H., Agent, 
SPOKANE, WASH., 508 Sherwood Bidg., D. C. Sf Spoor, General Agent, 


“BETWEEN EAST AND WEST—PEORIA GATEWAY BEST” 
For your convenience the M. & St. L. R. R. maintains offices listed above 






Consult us regarding your 


WAREHOUSING 
—_— STORAGE 
=. DISTRIBUTION 


Maine | Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, on, Mass. 





Total General Storage Capacity 


9,706,000 Cubic Feet 
ofe 
Wharfage and Dockage seis 
Free Stores Has Disee 
Customs Bonded Stores With Union 
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| Personal Notes 


At a meeting of the directors of the A. R. A. January 6 
the following executive committee was selected: Operating 
division, C. R. Gray, president of the U. P.; transportation 
division, E. J. Pearson, president of the N. Y., N. H. & H.; 
traffic division, C. H. Markham, president of the I. C.; engi- 
neering division, J. Kruttschnitt, chairman of the S. P.; me- 
chanical division, W. W. Atterbury, vice-president of the Penn- 
sylvania; purchases and stores division, W. G. Besler, president 
of the Central of New Jersey; freight claims division, H. E. 
Byram, president of the C. M. & St. P. : 

C. A. Cairns, passenger traffic manager of the C. & N. W., 
has been re-elected chairman of the executive committee of the 
Western Passenger Association. 

J. E.. Anderson has been appointed assistant general freight 
agent of the C. C. C. & St. L. at Cleveland. 

J. I. Houston has been made assistant general freight agent 
of the Southern Pacific at Houston. -C. D. Arnold has been 
made assistant general freight agent at the same point. 

R. J. Tozer hag been appointed general agent of a newly 
established agency of the Northern Pacific at Shanghai, China. 
The new agency will have under its supervision freight and 
passenger traffic between the United States and China, Japan 
and the Philippines, as well as other points in the Orient. Mr. 
Tozer was formerly assistant general passenger agent at Chi- 
cago. 

J. W. Madden has resigned as industrial agent ef the At- 
lanta & West Point, the Western Railway of Alabama and the 
Georgia, to become associated with the Ripley Poster Adver- 
tising Company at Atlanta. 

Frank G. Ocasek has been made division freight agent of 
the Monon, succeding C. R. Boak, resigned to engage in other 
business. Harry E. Hansen has been made commercial agent 
and Harry J. Thuller has been appointed commercial agent, 
all at Chicago. 

J. J. Wait, manager of the freight department, Hibbard, 
Spencer, Bartlett & Co. and chairman of the transportation 
committee of the Chicago Association of Commerce, died sud- 
denly in Chicago January 12. 

P. F. Finnegan, formerly assistant director of traffic, the 
United States Railroad Administration, traffic manager of the 
B. & O. at Chicago and Cincinnati, vice-president of the Union 
Tank Car Co., and freight traffic manager of the Los Angeles 
Steamship Co. at Los Angeles, died at Hollywood, Calif., Jan- 
uary 12. Mr. Finnegan was born and received his early rail- 
road training in Chicago. 

V. G. Schlichtig has been appointed traveling freight agent 
of the Akron, Canton & Youngstown, with office at St. Louis. 

H. E. Manghum, commerce counsel of the United States 
Shipping Board, has resigned to engage in the practice of law 
in Washington. Mr. Manghum has handled rate matters before 
the board, including the advance rate case of 1920 and the 
port differential case. In the practice of law he will be asso- 
ciated with his brother, Mason Manghum, former attorney for 
the Commission. 

Basil Manly has been appointed general agent of the Nor- 
folk Southern at Norfolk. J. H. McWilliams has been made 
commercial agent at the same point and H. L. Bondurant has 
been appointed traveling freight agent at Atlanta. 


DOINGS OF THE TRAFFIC CLUBS 


Nearly nine hundred members and guest gathered in the 
Ball Room and the Red Room of the LaSalle Hotel the evening 
of January 16 at the eighteenth annual dinner of The Traffic 
Club of Chicago. The principal address was made by R. E. M. 
Cowie, president of the American Railway Express Company. 
His address was, for the most part, humorous comment on 
current events, though he paid some attention to describing 
the service given by his company. The professional humorist 
on the program was Strickland Gillilan, who entertained in 
his usual style. There was an elaborate musical program. 
President George A. Blair presided. The invocation was by the 
Rev. R. M. Davis; of the Hyde Park Presbyterian Church. 














The Milwaukee Traffic Club held its annual dinner, at the 
Hotel Pfister, Jan. 14. It was said to be the largest gathering 
of railroad officers and shippers ever held in that city, 550 
railroad men being present, representing about seventy-five lines. 
President Charles Donnelly, of the Northern Pacific, spoke of 
the railroad outlook, saying that at no time since the end of 
federal control had it seemed so favorable. He pointed out the 
progress made in recovering from the after-war effects, the 
growth in volume of traffic, and then spoke briefly on the 
dangers of legislation. He said, however, that, for the time 
being, the menace of government ownership was allayed and 
the dangers embodied in the Howell-Barkley bill seemed to 
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have been averted. A. C. Backus, publisher of the Milwaukee 
Sentinel, spoke on the increases in taxation and sounded g 
warning against the tax burdens that were yearly becoming 
greater. Judge Edward T. Dixon, of Cincinnati, spoke on “4 
Man and His Politics” and urged those present to become more 
closely acquainted with the political situation. He said the 
average citizen was in the same groove of political thought 
common forty years ago and that, in order to meet the modern 
problems of democracy, the average citizen’s views must keep 
abreast of the times. 





The Indianapolis Traffic Club will hold its annual dinner, 
at the Claypool Hotel Jan. 28. Sir Henry Worth Thornton, 
president of the Canadian National, will be the guest of honor 
and speaker of the evening. 





The Minneapolis Traffic Club met at luncheon January 15, 
Ben Henricks and several other members of the cast of “Abie’s 
Irish Rose” were guests. 





The Transportation Club of Louisville will hold its annual 
banquet at the Brown Hotel January 29. 





The Traffic Club of St. Louis met at luncheon January 12. 
William McC. Martin, chairman of the board, Federal Reserve 
Bank, spoke. 





The Traffic Club of Kansas City met January 13 at the 
Athletic Club. Eric E. Matchette spoke on “Legislative Jazz- 
Mania.” 





The Traffic Club of New England held its monthly meeting 
at the Copley-Plaza Jan. 15. William F. Williams, commissioner, 
department of public works, Massachusetts, spoke on “Traffic 
Problems” and A. Chesley York, assistant attorney-general, 
Massachusetts, spoke on “Dual Citizenship.” 





The Traffic Club of Wichita January 8 installed the fol- 
lowing officers: President, H. L. Low, T. M., Otto Weiss Mfg. 
Co.; first vice-president, C. A. Redden, D. F. A. St. L. & S. F; PY 
second vice-president, G. P. Nissen, T. M., Vickers - Petroleum | 


Co.; secretary, K. C. Parkhurst, T. M., Kansas Oil Men's “ 
Association; treasurer, J. R. Riggs, G. F. A. C., R. I. & P. This 
Directors installed were: D. L. Mullen, T. M., Kansas Milling Sta: 


Co.; G. P. Graves, T. M., Jacob Dold Packing Co.;- C.-M. Mor- 
rison, T. M., A. V. I. Ry.; G. P. Nissen, T. M., Vickers Pe- 
troleum Co.; G. R. Piper, D. F. A. the Santa Fe, and J. R. 
Riggs, T. F. A., the Rock Island. 








The Traffic Club of Jacksonville, Fla., held its annual meet- 
ing at the Seminole Hotel January 3. The following officers 
were elected: President, O. H. Page, general superintendent, 
A. C. L.; vice-president, M. H. Lillard, C. A. Georgia Railroad; 
secretary-treasurer, Jesse Pollit, A. T. M., Cummer Lumber Co. 
Members of the board of governors elected were F. D. Fant, 
president, Jacksonville Fish Co.; T. W. Hansell, superintend- 
ent of terminals, A. C. L.; Roy Rainey, auditor, P. & O. S. S. 
Co.; J. H. Rafftery, F. A. Salisbury, G. A.. L. & N., and E. C. 
Hulett, T. M., Cummer Lumber Co. 





The Traffic Club of Oklahoma City will hold its annual 


dinner and dance in the ballroom of the Skirvin Hotel Janu- 
ary 19. 





The Transportation Club of St. Paul held its weekly lunch- 
eon and meeting in the Windsor Room of the St. Paul Hotel 
January 13. 





The Traffic Club of Erie held its annual meeting January 
8. The Rev. E. Maclay Gearhart spoke on “The American 
Indiana.” New governors, elected to serve three-year terms, 
were Parke W. Herrick, F. L. Talcott, E. S. Manchester and 
Robert C. Foster. At a business meeting of the board of gov- 
ernors, after the annual meeting, the following officers were 
elected: President, F. O. Johnson; vice-president, G. S. Hanna; 
treasurer, O. L. Fleeger, and secretary, M. W. Hismann. The 
club will hold its annual banquet March 12. 





The Birmingham Traffic and Transportation Club held its 
regular monthly meeting January 12. R. C. Foster, vice-pres!- ‘ 
dent in charge of sales of the Stockham Pipe & Fittings Co., 
spoke on the importance of the traffic department in modern 
business organizations. 





The Traffic Club of Atlanta held its semi-monthly meeting 
and luncheon at the Ansley Hotel January 12. I. G. Markey, 
manager of the Southern Weighing and Inspection Bureau, 
talked on the organization and purpose of the bureau. He 
said that, though the idea wag entertained in some quarters 
that the bureau was only a revenue-getter for the railroads, 
the roads had organized it for the purpose of creating uniform- 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 


january 17, 1925 


Don’t Put Things Off— 
Put Them Over! 


A word to the wise is sufficient 


Write us for information. 


P. A. Wetzel Company 







2g. ; ° ‘ 
e A Stach of Wetnel Drop Front Tariff File Sections Manufacturers 

’g ( uring outside 45 inches wide, 57% inches high and 18 inches deep) 

P. This outfit can be obtained with the same sized drawers throughout SPRINGFIELD, ILLINOIS 


Start with any number of sections and build up as your requirements grow. 






MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 













Your warehousing and distribution 


Mr. Manufacturer:- problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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ity among the carriers as well as the shippers in order to be 
fair to both interests. He outlined the functions of the bureau 
as being the accomplishment of proper description of carload 
and less-than-carload freight; carload and _ less-than-carload 
weighing; milling in transit arrangements; packing and mark- 
ing arrangements; storage of freight; veterinary inspection; 
checking and verifying waybill rates; overcharge and loss and 
damage claims, and inspection and testing of track scales, 

The Traffic Study Club of Akron will meet at Goodyear 
Hall January 19. G. T. Carlin, general manager, the northeast 
division, American Railway Express Co., will speak on ‘Express 
Rates and Express Conditions in General.” 





The Traffic Club of Memphis will hold a “Lumbermen’s 
Dinner” at the Hotel Gayoso January 22. The Southern Hard- 
wood Traffic Association will hold its tweifth annual meeting 
in Memphis on that date and be the guests of the Memphis 
club at dinner. 

The Norfolk-Portsmouth Traffic Club held a meeting Jan- 
uary 9. E. T. Wilcox, assistant freight traffic manager of the 
Seaboard Air Line, told something about the size and organ- 
ization of that road, saying that it was the largest industry in 
the Norfolk-Portsmouth district. He described the new lines 
of the road in Florida through one of the largest producing 
sections of citrus fruits, and he spoke of the improvement of 
the road since the end of federal control. Resolutions were 
adopted opposing changes in the transportation act and favor- 
ing ample appropriations by Congress for the Commission. 


VOLUME OF TRAFFIC 


Freight traffic the first eleven months in 1924 was seven 
per cent;<below-that for the corresponding period the previous 
year, according to a statement by the Bureau of Railway Kco- 
nomics. .For.the first eleven months’ period in 1924, it amounted 
to 394,442,053,000 net ton-miles, a decrease of 29,737,930,000. net 
ton-miles under the corresponding period in 1923. 

Due mainly to the fact that loading of coal, coke and ore 
was below that for the preceding year, freight traffic in the 
Eastern district the first eleven months in 1924, was a decrease 
of 10.8 per cent compared with the corresponding period in 
1923. In the Southern district, there was a decrease of 5:3 per 
cent in the traffic carried measured in net ton-miles, while in 
the Western district a decrease of 2.1 per cent was reported. 

For the month of November alone, freight traffic amounted 
to 38,049,097,000 net ton-miles, a decrease of only 109,126,000 
net ton miles, or three-tenths of one per cent under November, 
1923. The Eastern district reported a decrease of 1.3 per cent 
in freight traffic compared with November, 1923, while the West- 
ern district reported a decrease of one-fifth of one per cent. 
For the roads in the Southern district an increase of 3.2 per 
cent was reported. 

The daily average movement per freight car in November 
was 28.5 miles. This was a decrease of four-fifths of a mile 
under the daily average for November, 1923, and a decrease of 
2.2 miles under the average for October, 1924. 

In computing the average movement per day, account is 
taken of all freight cars in service, including cars in transit, 
cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs, and also cars on sidetracks for which no 
load is immediately available. 

The average load per freight car in November was 27.2 
tons, one-fifth of a ton more than the average for November, 
1923, but one-tenth of a ton less than that for October, 1924. 


LUMBER SHIPMENTS 


Telegraphic reports to the National Lumber Manufacturers’ 
Association from 367 of the chief sawmills of the country for 
the week ending January 10 indicate that the lumber industry 
has come out of the customary turn of the year restriction of 
activity on account of the holidays and repairs. Production, 
shipments and orders all show heavy increases over the pre- 
ceding week. On the other hand, there was a decline in new 
business as compared with that of the same week of 1924, 
although production increased and shipments show but a small 
decrease. 

The unfilled orders of 251 Southern Pine and West Coast 
mills at the end of last week amounted to 666,999,771 feet, as 
against. 654,618,621 feet for 252 mills the previous week. The 
133 Southern Pine mills in this group showed unfilled orders 
‘ of 238,519,078 feet at the end of last week, and 238,604,370 feet 
of 133 mills the preceding week. For 118 West Coast mills 
the unfilled orders were 428,480,693 feet, as against 416,014,251 
feet for 119 mills a week earlier. 

Altogether, the 367 comparably reporting mills had _ ship- 
ments 94 per cent and orders 93 per cent of actual production. 
For the Southern Pine mils these percentages were, respec- 
tively, 90 and 89; and for the West Coast mills, 83 and 82. 
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Of the comparably reporting mills, 345 (having a normal 
production for the week of 213,548,290 feet) reported production 
93 per cent of normal, shipments 87 per cent, and orders 9 
per cent thereof. 

The following table compares the national lumber move. 
ment as reflected by the reporting mills of seven regional aggo. 
ciations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week 1925 (Revised) 
367 


Week, 1924 
BOR. 6sccpewcevnctered 38 351 
Prod@uctien o.cccicceses 210,742,602 198,150,622 143, 421,588 
Snipments- ss csewuescs 198,383,962 206,917,434 166,417,905 
Orders (new business) 195,113,951 255,832,065 147,612,939 


The following revised figures compare the lumber move. 


ment for the first two weeks of 1925 with the same period of 
1924: 


Production Shipment Orders 
BED. ccccwaneemecsterers 354,164,190 364,801,867 343,726,890 
TOGR. <.\00sddueceeeennas 336,832,860 369,375,067 431,503,034 
1925 Increase ....... 17,331,330 Ren hearing i 
$95 FIGCrEMNO wi seas sag acne bees 4,573,200 87,776,144 


The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any 
of the foregoing figures. Eleven of these mills reported a cut 
of 2,978,000 feet last week, shipments 7,800,000 feet, and orders 
6,301,000 feet. The reported cut represents 27 per cent of the 
total of the California Pine region. 


INTERLOCKING DIRECTORATES, ETC. 


Frank M. Angellotti has been authorized to hold the posi- 
tion of general counsel of the Sacramento Northern Railway in 
addition to positions previously authorized. 

Daniel B. Wentz has been permitted to hold the office of 
director of the Buffalo & Susquehanna Railroad Corporation in 
addition to positions previously authorized. 

George A. Gaston has been authorized to hold the offices of 
director of the Central Vermont Railway Company and Grand 
Trunk Western Railway Company. 

Emery,C. Bates and Stephen F. Otis have been authorized 
to hold certain offices with the Western Pacific Railroad Com- 
pany and Sacramento Northern ‘Railway. 

George W. Niedringhaus has been permitted to hold the 
Office of director of the Missouri Pacific Railroad Company in 
addition to holding other positions with numerous other carriers. 

James B. Akers, George L. Sitton, George H. Kerr and 
Bernard Herman have been permitted by the Commission to 
hold various positions with the Southern Railway Company and 
its numerous subsidiary lines. 

James L. Briscoe has been authorized to hold the positions 
of attorney of the Southern Pacific Company and director of 
the Arizona & New Mexico Railway Company and several other 
short lines. 

Guy E. Mauldin has been authorized to hold the office of 
secretary with the Cumberland Railway Company, Ensley South- 
ern Railway Company, and Middlesborough Mineral Railway 
Company in addition to positions previously authorized. 

George W. Boschke has been permitted to hold the position 
of chief engineer of the Alamogordo & Sacramento Mountain 
Railway Company and other short lines in addition to posi- 
tions previously authorized. 

J. Edward Davey, Arthur V. Davis and Charles E. Ingersoll 
have been authorized by the Commission to hold a directorship 
with the Missouri Pacific Railroad Company and numerous 
other lines in addition to positions previously authorized. 

Lester L. Knight has been authorized to hold the office 
of general auditor of the Seaboard Air Line Railway Company 
and numerous short lines subsidiary thereto, in addition to 
holding a_ directorship and/or any other office or offices with 
those lines. 

Eugene Phelps has been authorized to hold the positions 
of tax commissioner and right of way agent of the Arkansas 
Western Railway Company, Kansas City Southern Railway Com- 
pany, Poteau Valley Railroad Company, Texarkana & Fort Smith 
Railway Company and other lines, and land and tax agent of 
the Fort Smith & Van Buren Railway Company, Joplin Union 
Depot Company, Kansas City Shreveport & Gulf Railway Com- 
pany and Maywood & Sugar Creek Railway Company. 


CONSTRUCTION PERMIT DENIED 


The Commission has denied an application of the Morgan- 
town & Wheeling Railroad Company for authority to complete 
the construction of, and operate in interstate commerce, a line 
of railroad from Waynesburg, Pa., to Blacksville, on the bound: 
ary line between Green county, Pa., and Monongalia county. 
W. Va., a distance of approximately 14 miles, and to acquire and 
operate the physical properties of the Morgantown & Wheeling 


Railway Company and of the Monongahela & Ohio Railroad 
Company. 
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Ship by Water 


“(DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York _ Telephone Bowling Green 7394 


d. F hila i r] 
Dronel ag 
at our Branch Offi 


Baltimore, M 
39 South St. 
And 





Pittsburgh, P Chicage, Il. 
Oliver py Pe 333 S. Dearborn St. 
ces at ports of call, etc. 


PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, 2 a ess oat bare nies Los Angeles 


WESTBOUND SAI LINGS 


YORK 

oe January 21 
SANTA MALTA January 27 
SANTA BARBARA .... February 10 


Through bills of lading issued or anmhipment at San Prancago to 
Hawaiian her China, Japan A the Far East. 


EASTBOUND SAILINGS 
SAN FRANCISCO LOS ANGELES 
phere 29 January 31 
January 29 January 31 
February 9 February 11 


*Passenger steamer calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Can Canal Zone, Havana (Eastbound). 


Fares te Les Angeles or San Francisco, First Class, $250, $270 and $300 
PANAMA SERVICE 


Between San Francisce, Los Angeles, Mexice, Central America and Canal Zene 
S.S. CORINTO sails from San Francisco February 3 
S.S. CITY OF PANAMA aails from San Francisco February 12 


PACIFIC MAIL 5. 5. ). COMPANY 


aa Canon Bidg., Los Angele, Cai 
OFFICES 
- Norf 
cone Barwa pony 
Chicago 
g- Cincinnati 
Wilmington, Del., Marine Terniegi 





You Don’t Need to Guess at. 


TODAY’S FREIGHT RATES 


or next month’s either, for that matter, 
if guessing is not satisfactory, for the 
information now regularly carried in 


THE TRAFFIC BULLETIN 


will enable you to know them 


Samples and full information free on request 


THE TRAFFIC SERVICE CORPORATION 


418 South Market Street 


CHICAGO 


187 











Questions and Answers 


In this department wll be answered questions of both legal and 
practical nature that confront persons deal ng with traffic. A spec al st 
on ‘nterstate commerce law, whois a member of our legal departmeft, 
w ll give his opinion in answer to any s mple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and w de knowledge will answer questions relating to practical traffic 

roblems. We do not des re to take the place of the traffic man but to 
e!p him in h’s work. 

The right ‘s reserved to refuse to answer in th’s department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a s‘tuation too complex for the kind of investigation 
herein contemplated. 


Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C 


CSS Oe 


Damages—Measure of for Delay in Transportation 

Missouri.—Question: A short time ago we made several 
carload shipments to a point in the southeast and on arrival 
at destination the agent assessed and attempted to collect 
freight charges far in excess of the charges due on the correct 
published through rate. We refused to pay these charges and 
all shipments were placed in storage. 

Later the carriers corrected charges and offered to make 
deliveries on the basis of correct weight, waiving all demurrage 
and storage charges. Shipments were damaged on account of 
the delay and we sold at a loss. We notified the carriers that 
we would hold them responsible for all damages incurred, and 
the question arises, can we hold carriers responsible for special 
damages, which may include attorney fees and loss of capital 
invested in shipments. 


Answer: If the goods are intended for sale in the market 
at destination, and the carrier unreasonably and negligently 
delay their transportation, it is now universally agreed, what- 
ever doubts may have been at one time entertained upon the 
subject, that the general rule by which the damages are to be 
computed, if goods of the particular kind have fallen in market 
value during the delay, or if they have depreciated in quality 
because of the delay, is the difference between the market value 
when the goods should have arrived and the value at the time 
of their delivery, the carrier being liable to the extent of the 
depreciation, with interest from the time when they should have 
been delivered. The time spoken of “when the goods should 
have arrived” is the time fixed by the contract, if any, and, if 
not, then a reasonable time. 


In addition to this market value; the carrier will be liable 
also for such other and incidental damages as naturally and 
proximately flow from the delay. If, therefore, the consignee is 
put to expense or trouble in making further applications or 
journeys to get the goods, or in searching for them, or in caring 
for them after their arrival until the next market day, or in 
making reasonable efforts to avert the loss or make it as light 
as possible, or in sending them elsewhere in order to find a 
market for them, he is entitled to recover for these injuries 
also. Where, by the delay, the goods have become worthless, 
the owner may recover as for their loss. 


If, by reason of a delay, there is no market value for the 
goods at the place of destination, and in consequence they are 
shipped to another market, the measure of damages will be 
the difference in value on the market at destination in the con- 
dition and at the time they should have arrived and the sum 
they were sold for on the other market. 


But there may be circumstances under which the applica- 
tion of this rule would be inequitable. There may be, and fre- 
quently are, cases in which for special reasons the shipper may 
desire that the transportation of his goods shall be hastened; 
and if, with a knowledge of these circumstances, the carrier 
should unreasonably delay the carriage, or if, having expressly 
contracted to carry them within a given time, or for a given 
purpose, he should negligently delay them beyond that time, 
or so as to defeat that purpose, the difference in the value of 
the goods at the time of their actual arrival and at the time 
when they should have been delivered may prove a very inade- 
quate recompense to their owner. As where the owner of goods 
had made an advantageous sale of them, provided they were 
delivered within a certain time, and the carrier, being informed 
of this fact, undertook to carry and deliver them within the 
time, but through negligence failed to do so, whereby the 
plaintiff lost the advantage of his bargain, it was held that the 
carrier was liable for whatever the owner had lost by the fail- 
ure to deliver in time, and that this would be the difference 
between the contract price and the market value of the goods 
when delivered. But where the goods were sold “to arrive” 
by a certain time and at a certain price, but the carrier was 
not informed of the fact, and knew nothing of the importance 
to the shipper of a prompt delivery, it was held that the car- 
rier could be held liable only for the depreciation in the market 
value between the time when they should have been and the 
time when they were delivered. It may be stated, therefore, 
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as the well established rule, that special damages can be rp 
covered from the carrier when the transportation has been ¢ 
layed, only when it is shown that the shipper informed th, 
carrier, at the time the contract was made, of the special gj. 
cumstances requiring expedition in the shipment. And althougy 
the carrier may have been notified of such special circumstaneg, 
in time to have prevented a delay, if such notice was give 
after the contract of transportation had been entered upon, jt 
would not operate to modify the contract, or subject the carrie 
to liability for special damages arising from a subsequent delay. 
The fact that the carrier was notified of the special circun. 
stances demanding greater diligence is thus seen to be a cruciaj 
one, and that the carrier was so informed must be both allegej 
and proved. 

As a general rule, costs and expenses of litigation, othe 
than the usual and ordinary court costs, are not recoverable 
in an action for damages, nor are such costs even recoverable 
in a subsequent action. 


Accordingly, it has been held that the mere fact that 
party deems it necessary to resort to law to enforce or protect 
his rights does not, in general, give him the right to recover as 
damages the fees he may have paid legal counsel in the cause, 
in the absence of a contract stipulation therefor or provision 
of statute permitting. 


The principle deducible from most of the cases seems to 
be that counsel fees are not recoverable eo nomine, as a dis. 
tinct item of damages, but rather that such expenses are simply 
a subject for the consideration of the jury in assessing the 
amount of recovery (St. Peter’s Church vs. Beach, 26 Conn, 
355; Atchison, etc., R. Co. vs. Stewart, 55 Kan. 667; Roberts 
vs. Mason, 10 Ohio St. 277). Thus, in one case it wag held that 
evidence on the subject of attorneys’ fees was not only uw- 
necessary to warrant the jury in considering such item, but 
was improper (Roberts vs. Mason, Ohio St. 277); and where, 
in an action for personal injuries, there was an allowance for 
attorneys’ fees apart from and in addition to an amount as 
sessed as exemplary damages, it was held to have been error 
(Atchison, etc., R. Co. vs. Stewart, 55 Kan. 667). On the other 
hand, in an action for damages for malicious prosecution, it 
was held that there could be no recovery on the score of attor 
neys’ fees, in the absence of proof of their value (Mitchell vs. 
Davies, 51 Minn. 168). 


Re-icing Instructions of Shipper Should Be Definite and Certain 


Illinois —Question: We loaded a car of eggs at the A Coll 
Storage Company, located on the tracks of the X Railroad, 
destined to a point in the southeast. This car was routed from 
Chicago via the Y Railroad and the Railroad in delivering to 
the Y Railroad routed the car via the Z Railroad, for delivery 
by the latter line to the Y Railroad. This was a storagein- 
transit shipment and the bill of lading was issued by the in- 
bound carrier, which happened to be a western carrier. We 
presented a switching order to the X Railroad, which was filled 
out in its entirety, but same carried no provisions as to transit 
icing instructions. Our transit icing instructions were em- 
bodied in the original bill of lading. The X Railroad contended 
that we should note on the switching order these instructions, 
but we contended that this was unnecessary, inasmuch as they 
performed only a switch move and therefore were not responsi: 
ble for same. However, we inserted these instructions on the 
switching order just to appease them. These instructions called 
for “Ice one ton at all regular icing stations to “C” with cake 
ice, no salt.” Now the Z Railroad re-iced this car one ton 
in the B terminals, even though the switching order stated that 
car had been initially iced by shippers. We have refused pay: 
ment of their bill on the ground that they had no right to re 
ice car in view of the fact that instructions were not meant 
for them and also that instructions as called for on the switch 
ing order stated that car had been initially iced by us. 


Kindly let us have your views on this matter. 


Answer: The fact that the transit icing instructions shown 
in the switching order stated that the car had been initially 
iced by the shipper does not, in our opinion, determine whethet 
or not the Z Railroad may rightfully charge for the ice placed 
in the car in the B terminals. Your instructions were to I¢ 
ice the car at all regular icing stations en route to C, the des 
tination of the shipment. If the icing station in the B ter 
minals may be considered a regular icing station, Z Railroad, 
in re-icing the car, complied literally with your instructions, 
even though apparently the re-icing of the car in the B ter- 
minals was not essential to the preservation of the contents 
of the car. 


We are of the opinion that carriers are not obligated, where 
re-icing instructions of the nature of those given in the instant 
case are placed on shipping instructions, to take into consid: 
eration the question of whether the shipment actually required 
re-icing, if the bunkers are not full, in complying with such 
instructions and that, therefore, the determining point in thé 
present instance is-whether the icing station in the B terminals 
is a regular icing station en route to destination. If so, it § 
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HA ReTMAN’S 





Service that has satisfied the most exacting ‘raffic 
representatives since 1908. 


The only Publication of Freight Rates for shippers 
that covers both Class and Commodity Rates and 
makes reference to the tariffs from which the informa- 
tion is taken. 


A convenient record of rates issued in loose leaf 


form and served with a monthly distribution of revised 
pages covering changes. 


Issued for the benefit of shippers who want to know 
their Freight Rates without the high cost of maintain- 
ing a file of Railroad tariffs. 


This service can be placed in your traffic or shippi 1¢ 
department at a subscription cost of $30.00 per year 


Sample Pages and Endorsements from satisfied patrons who he e 
used the service since 1908 will be furnished on request. 


W. J. HARTMAN, PUB. 
732 Federal Street - Chicago, U.S. &. 


Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicage 


Send sample page: <nd endorsements of Hartman's Western Freight Rates 
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Merchandise Department 


THE TRAFFIC WORLD 


IMPORTERS 


i AES 


THE GIST OF TRAFFIC 


A complete reprint of Professor Huebner’s splendid 
traffic lessons, printed from new plates and attrac- 
tively bound. 


If you are starting a traffic library, here is a corner- 
stone around which to build it. If you already have 
one, here is a valuable addition. 


Price: $3, postpaid (20% discount to subscribers 
for THE TRAFFIC WORLD). 


Only 1,000 copies made. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market Street, Chicago, III. 





of SOAP OILS 


The Houston Oil Terminal Company 
affords an opportunity for great 
economy in the importing and hand- 
ling of SOAP OILS. 


Located on the Houston Ship Chan- 
nel, FIFTY MILES CLOSER TO 
YOU BY WATER than any other 
Gulf Port. 


Unlimited Storage facilities can be 
made available on demand and 
every modern method for handling 
SOAP OILS can be supplied. 


For particulars address 


The Houston Oil Terminal 
Company 


Houston, 
Texas 


Chronicle 
Building 





IN ONE VOLUME 


——— 


—+* 


Three hundred pages, size 614, by 914, inches—over 
150,000 words; 16 plates and maps; numerous charts 
and tables. 







Order at once. 
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our opinion that X Railroad is entitled to charge for the ice 
furnished at that station. 
Transfer of Overloaded Shipments 

Louisiana.—Question: A car of lumber is shipped from a 
point on A Railroad, to a point on B Railroad. Carrier A does 
not maintain any scales at point of origin, but maintains scales 
at junction where car is delivered to B Railroad, and it is cus- 
tomary to weigh all cars before they are delivered to B Rail- 
road, but in this particular case car was not weighed dn A 
Railroad, and, on being weighed by B Railroad before reaching 
destination, it was found to be overloaded and transferred at 
an expense of $15. 

A Railroad publishes a tariff covering rules and regulations 
for weighing and reweighing freight which provides for cars 
loaded in excess of 10 per cent of marked capacity to be trans- 
ferred at a cost to shippers of $7 per car. 

B Railroad publishes a tariff carrying similar provisions 
except that, instead of providing a flat sum, it states that the 
actual cost of transfer, subject to a minimum of $3 per car 
will be charged. 

Shippers have filed claim for $8, representing the difference 
between the cost of transferring this car on the rails of B 
carrier and the amount that would have been charged had the 
car been transferred by A carrier, they contending, first, that 
all charges affecting the shippers must be plainly stated in 
tariff, and they doubt the legality of this arbitrary or fluctuat- 
ing estimate; second, in the event the charges named in B ear- 
rier tariff is held to be legal, that they are entitled to damage 
in the sum of $8 by reason of failure on the part of A carrier 
to weigh car before delivery to carrier B. In this connection 
they refer to rule 4 promulgated by the Interstate Commerce 
Commission in 1914, to the effect that: 

“Carload freight should be weighed at point of origin or 
as near thereto as practicable.” 

Will you please advise that if in your opinion shipper is 
entitled to refund of $8 and, if so, on what basis? 

Answer: It is our opinion that, inasmuch as the trans- 
ferring of the overload is for the purpose of complying with 
the operating rules of the carrier, and is not a service which 
the shipper may demand, the shipper may not rightfully de- 
mand a refund of the difference between the transfer charges 
of carrier A and carrier B upon the ground that the overload 
should have been transferred by carrier A at its junction with 
carrier B. This, however, does not preclude the shipper’s right 
to a recovery of any amount in excess of a reasonable charge 
for the transferring of the overload. 

With respect to the matter of whether the charge of carrier 
B is indefinite, we do not locate an opinion of the Commission 
specifically in point. However, see Parry & Co. vs. P. R. R. 
Co., 29 I. C. C. 559, 561. 

Combination Rates 

Minnesota.—Question: Referring to your reply to “Minne- 
sota,” relative to combination rates, page 54, Traffic World, for 
January 3. 

In the case of the Standard Oil Company vs. Midland Val- 
ley, 81 I. C. C. 193, the Commission held that the Jones rule 
should be applied regardless of the fact that one of the factors 


in the through rate was specifically exempted from the com- 
bination rule. 


See also 
docket 15212. 
579. 


Answer: In Standard Oil Company vs. Midland Valley R. 
R. Co., 81 I. C. C. 193, the Commission did hold that the pro- 
visions of Agent Jones’ Combination Rule Tariff should be ap- 
plied, notwithstanding that the tariff publishing one of the fac- 
tors specifically provided for the non-application of the com- 
bination rule to that factor. 


Tariff Interpretation—Conflicting Rates 

Alabama.—Question: We understand that where there are 
two rates published in the same tariff, the lower of the two 
rates is the legal rate; that when published in separate tariffs, 
the elder of the two rates is the legal rate on the theory that 
that rate must remain in force unless specifically canceled. 

We have a case where a rate is published in one tariff 
effective, say, July 1, 1924, and a different rate in another tariff 
effective February 1, 1924. Apparently, therefore, the rate in 
the latter tariff is the legal rate, as it has not been specifically 
canceled by the tariff effective July 1. 

However, in checking back into the history of the two rates, 
it is found that the rate published in the tariff effective July 
1 was established back in 1907 and is the older of the two rates. 

It is my opinion that the age of the rate should be deter- 
mined by the effective date of the current tariffs as it would 
hardly be reasonable to expect shippers or others to run 
down a rate over a period of years to determine when it was 
born. Has the Commission ever ruled on this particular point? 

Answer: The following rules govern the determination of 
which rate is applicable where two rates are shown in the 
same tariff and where rates are named in different tariffs 
applicable to and from the same points: 


Armour Fertilizer Works vs. Southern Railway, 
Also Combination Rates on Limestone, 78 I. C. C. 
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Where the rates are published in the same tariff, the loweg/ 
rate is the applicable rate, if the rates were established on the 
same date. Conference Ruling No. 239; J. J. Badenoch & (yp, 
vs. C. & N. W. R. R. Co., 22 I. C. C. 36. If the rates were estab. 
lished on different dates, the rate first established is the applic. 
able rate. Jewel Tea Co., Inc., vs. P. R. R. Co., 46 I. C. C. 314 

Where the rates are published in different tariffs, the 
lowest rate is the applicable rate, if the rates were establishej 
on the same date._ J. J. Badenoch Co. vs. C. & N. W. R. R. Co, 
22 I. C. C. 36. If the rates were established on different dates 
the rate first established is the applicable rate. Conference 
Rulings Nos. 50, 70, 104; New Albany Box & Basket Co. ys, 
Illinois Central R. R. Co., 16 I. C. C. 315; Sun Co. vs. T. & 0.¢ 
Ry. Co., 52 I. C. C. 12; Dewey Portland Cement Co. vs. A, 7, 
& S. F. Ry. Co.; lliff Bruff Chemical Co. vs. Director General, 
60 I. C. C. 720 - 

It is our opinion that the rate established in 1907 and 
which was brought forward in the tariff effective July 1, 1924, 
is the applicable rate, this rate being the rate first established 
and not having been superceded by the rate published in the 
tariff effective February 1, 1924. 

Peddling from Cars 

Mississippi.—Question: Kindly advise whether or not car. 
riers can lawfully stop the peddling and selling of fruits and 
vegetables from cars on their public team tracks where the 
consignee, or owner of the contents of car has a state license 
to peddle and sell. 

We know of a case where a certain carrier has issued in- 
structions to its agents not to permit this to be done, and 
where its agents have been legally advised not to carry out 
these instructions. . 

Answer: The matter of peddling fruits and vegetables, as 
well as other commodities, from cars was considered by the 
Interstate Commerce Commission in Docket No. 9092, The Car 
Peddling Case, 45 I. C. C. 494. In this case the Commission 
very definitely, citing decisions of the courts to support its 
views, holds that, so far as interstate traffic is concerned, a 
carrier may not be required to extend the use of its premises 
for such a practice. The Commission, in this case, holds that 
the view that the use by a shipper of a car on the carrier's 
tracks at destination as a place for peddling or vending to the 
public the carload shipment arriving in it is a service of trans- 
portation has no sanction at common law or in the act to regu- 
late commerce; and the mere toleration by certain carriers 
through a period of years of such a use of their property affords 
no basis for a ruling that the practice has grown into a shipper’s 
right and a carrier’s duty. 


On pages 502 and 503 of its report, the statement is made 
that the continuance or discontinuance of the practice is a 
matter resting within the control of the carriers themselves 
and not within the control of the Commission except to the 
extent that the privilege may be accorded to some shippers and 
denied to others under conditions that involve an unlawful dis- 
crimination; that manifestly if the right to peddle from the car 
ig denied to a shipper of vegetables from Iowa to a given des- 
tination in Nebraska, the same right may not lawfully be ac- 
corded to a competitor shipping like commodities to the same 
point from a Nebraska point of origin, as that would be al 
unlawful discrimination and where such conditions exist they 
should be corrected. 


This statement supports the view that the federal courts 
would sustain a carrier in its refusal to accord the privilege 
on intrastate traffic where to do so would constitute discrimin- 
ation against interstate traffic. 


Limitations Governing Right to Engage in Coastwise Trade 


Massachusetts.—Question: Will you please advise if there 
is any law prohibiting steamships engaged in export trade 
from entering into the coastwise trade. For example, would 4 
steamship line operating from New York to Porto Rico oF 
Santo Domingo be allowed to accept tonnage for Pacific Coast 
ports and interior and partitcipate in the Inter-coastal Confer- 
ence rates. 


Answer: There is no prohibition against a steamship com- 
pany engaged in export trade entering into the coastwise trade 
other than that only a vessel of the United States may engage 
in the coastwise trade. The statutory provisions which limit 
the right to engage in the coastwise trade to a vessel of the 
United States read as follows: 


No merchandise shall be transported by water under penalty of 
forfeiture thereof from one port of the United States to another port 
of the United States, either Girectty or via a foreign port, or for 
any part of the voyage, in any other vessel than a vessel of the 
United States. But this section shall not be construed to prohibit 
the sailing of any foreign vessel from one to another port of the 
United States; Provided, That no merchandise other than that im- 
ported in such vessel from one to another port of the United States: 
Provided, that no merchandise other than that imported in such 
vessel from some foreign port which shall not have been unladen 
shall be carried from one port or place in the United States to 
another. (R. S. 4347; Feb. 15, 1893; Feb. 17, 1898.) 

No foreign vessel shall transport passengers between ports oF 
places in the United States, either directly or by way of a foreign 
port, under a penalty of two hundred dollars for each passenger 
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so transported and landed. (June 19, 1886, Sec. 8; Feb. 17, 1898, 
Sec. 2.) 


Demurrage—Failure of Carrier to Notify Consignor of Con- 
signee’s Refusal of Shipment 

Missouri.—Question: There was a decision of the Commis- 
sion some time ago in a demurrage case in which the Commis- 
sion held that failure of a carrier to comply with Rule 4-E-1, 
National Car Demurrage rule, was not excused by _ shipper 
having received notice from consignee that car of freight was 
refused. We would be glad to have you cite this case. 

Answer: The case to which you refer is Docket 13464, 
Republic Coal Co. vs. C. St. P. M. & O. Ry. Co., 85 I. C. C. 
331. In this case the Commission on page 335 ruled as you 
have stated. 

War Tax—Refunds on Claims Revived by Amended Paragraph 
3 of Section 16 of the Act 

New York.—Question: Claims for refund of war tax are 
statutorily barred after four years from collection. The Con- 
gressional amendment of paragraph 3 of section 16 of the 
Interstate Commerce Act which became a law June 7th, 1924, 
revalidated straight overcharge claims under prescribed condi- 
tions, on shipments which moved as long ago as March 1, 1920. 
The result was that after June 7, 1924, it became possible to file 
straight overcharge claims on shipments older than four years. 
Can you advise any regulations or provisions enabling successful 
claimant to recover the war tax erroneously overcollected on 
shipments which moved between March 1, 1920, and June 7th, 
1924. We believe the statute of limitations. established in 
regard to refund-of war taxes was enacted without regard for, 
and even in ignorance of the possibility of Congressional amend- 
ment of the Commerce Act in June, 1924. 

Answer: So far as we are aware no legislative action 
(which action would be necessary) has been taken with respect 
to ameneding the limitation provisions so as to permit of a 
refund of the tax on overcharge claims which have been revived 
under the amendment to paragraph 3 of Section 16 of the Act. 


Rental Charges for Refrigerator or Insulated Cars 

New York.—Question: We are large receivers of perishable 
goods and on a recent shipment from Michigan to New York 
were charged for car rental on 3 dry refrigerator cars at $5 
per car. 

We have taken this matter up with our Michigan branch, 
who inform us no particular make of car was ordered but did 
request that good water tight cars be furnished. 

Will you please explain under what authority this charge 
is based? 

Answer: As to certain traffic, the carriers impose a rental 
charge of $5 for the use of refrigerator or insulated cars. See 
Northern Potato Traffic Association vs. B. & O. R. R. Co., 61 
I. C. C. 680, and cases cited therein. If there are tariff provi- 
sions which provide for this charge on the shipments in 
question the carrier can, in our opinion, collect the charge, for 
by accepting and using the cars furnished by the carrier your 
branch obligated itself to pay the rental charge, a knowledge on 
the part of a shipper of tariff provisions being presumed by 
the law. 

Reconsignment—Back-Haul or Out of Line Haul 


Illinois —Question: Carload of grapes, under refrigeration, 
from point in California, originally billed to Chicago and diverted 
by owners to New York City. Shipment reached New York City 
and, due to adverse market conditions there, owner reconsigned 
said shipment back to Chicago; the shipment having been intact 
from point of origin until the time it was finally unloaded in 
Chicago; the through freight rate from point of origin to New 
York City, and local rate from New York City to Chicago having 
been assessed and collected, which application of freight rates 
we are not questioning. However, the carriers have assessed 
and collected stated refrigeration charge applying from shipping 
point in California to New York City of $105, and, in addition 
the stated refrigeration charge applying from New York to 
Chicago of $65. From a common standpoint, it would seem that 
the carriers were correct in applying and collecting the two 
stated refrigeration charges that they did, but according to strict 
and technical interpretation of Perishable Protective tariff No. 2, 
especially Rule 200, section D, page 122, it is our contention 
that only one stated refrigeration charge could legally apply, 
and that would be the through charge from point of origin to 
final destination, Chicago, or $90. 

Answer: While Rule 95 of Perishable Protective Tariff No. 
2 contemplates the reconsigning of perishable goods moving 
-under the charges named therein, there is no provision in thé 
tariff which definitely states what charge should apply to a 
shipment such as you refer to. It is our opinion that the 
carriers have assessed charges on the correct basis, for, so far 
as the perishable protective tariff is concerned, there were 
two shipments, one to New York and the other from New York 
to Chicago. It is our opinion that the principle of the opinion 
of the Commission in Northern Brokerage Co. vs. Director 
General, 60 I. C. C. 182, is applicable to the instant case, in 
that neither section D of Rule 200 of Perishable Protective 
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Tariff No. 2, nor any other Rule therein authorizes a back-hay 
with respect to a reconsignment. 

In this case the Commission, on page 182, said: 

The joint rate from point of origin to final destination, gp. 
tended for by complainant, was 35 cents. The reconsigning tariff 
applicable in connection therewith provided that “reconsignment 9; 
change of destination to any point beyond point where reconsign. 
ment is effected in the same general direction may be made gy 
basis of through rates * * * without extra charge therefor.’’ Rock. 
ford is not intermediate to Princeton but complainant contends that 
as they are in the same general direction from Kindred the through 
rate should apply. The position is untenable. The through rat, 
can not be protected where reconsignment is effected at a point no 
on a through route to which the rate applies, or where a back 
haul becomes necessary, except under special tariff provisions lack. 
ing in this case. Rockford is at the extremity of a branch line 
and, naturally, no through rate to Princeton applied via that point. 
Nonexiseence of an out-of-line haul is a condition precedent to the 
right of a shipper to demand reconsignment at the through rate 


from origin to final destination. R ed Cedar Shingle Mfrs. Asso, y, 
Q. R. R. Co., 41 I. C. C. 422. 


Tariff Interpretation—Carrier Shown in Routing Instructions Bu 
Not As Participating Carrier 

Minnesota.—Question: A certain agent issues a tariff for 
number of carriers. For some reason or other a carrier party 
to this tariff is only shown in the routing instructions, as fo. 
lows: “Rates apply via lines A, B and C.” As carrier is show 
in the routing instructions, we contend that the rates should 
apply via route as shown. Will you kindly give us reference 
to any decisions of the Interstate Commerce Commission which 
will uphold our contention? 

Answer: In our opinion the rates published in the tariff 
to which you refer are applicable in connection with the line 
shown in the routing instructions, even though that line is not 
shown therein as a participating carrier under a proper concur. 
rence. See the Commission opinion in De Camp Brothers & 
Yule Iron, Coal & Coke Co. vs. Va. & S. W. Ry., 22 I. C. C. 274 
and Edison Portland Cement Co. vs. D. W. & W. R. R. Co, 
22 1. C..C. 382. 

Demurrage—Shipper’s Order Notify Shipments 

Missouri.—Question: We recently received a shipper’s order 
shipment from one of the eastern carriers and before this car 
arrived we endeavored to forward to them the shipper’s order 
bill of lading. However, through a typographical error, the ship- 
per’s order bill of lading was forwarded to the wrong carrier. 

The shipper’s order bill of lading was in the possession of 
the wrong carrier when the car in question arrived and demu- 
rage had accrued before we had sufficient time to secure bill 
of lading and send same to the delivering carrier. 

Please advise us if we have any recourse on the situatiton 
of this kind, as we personally believe that we should be reim- 
bursed, due to the fact that bill of lading was forwarded in good 
will before car arrived. 

Answer: The Commission has held that a carrier may lav- 
fully hold cars under demurrage until the bill of lading is 
surrendered, where such cars are covered by order notify bills 
of lading. Roden Grocery Co. vs. A. G. S., 21 I. C. C. 469; Leo 
P. Harlow, Trustee, vs. Washington Southern Ry. Co., 26 I. C. C. 
511. This for the reason that, as an order-notify shipment is 
notification to the carrier that title to the consignment is re 
tained in the consignor until delivery of the bill of lading 
properly endorsed, the carrier cannot, without incurring liability, 
deliver such a shipment until the bill of lading is surrendered. 

The facts in the instant case do not, in our opinion, consti 
tute a reason for departing from the above rule. 

However, had a surety bond been executed by you the car- 
rier would no doubt have been willing to deliver the shipment 
without surrender of the order-notify bill of lading. 


PACKING ADVICE 


Several points to be considered in preparing freight pack- 
ages for shipment are set forth in a publication issued re 
cently by the Traffic Group of the National Retail Dry Goods 
Association. It says that, in packing freight for shipment, four 
distinct points should be considered: (a) What style packing 
will obtain the lowest classification; (b) what is the minimum 
tare, or dead weight, possible in each package; (c) what pack- 
ing material and what style of package will give full protec 
tion to the goods and yet be the lesat expensive; (d) how 
can the goods be packed so as to insure perfect condition whet 
delivered? 

The necessity of spending money to insure safety and 
strength in package design, of arranging bulky shipments 8? 
they may gain the benefit of the lowest classification, and of 
reducing the element of risk by a proper method of packing, }5 
pointed out. In the manner of packing to gain the lowest 
classification, attention is called to the fact that shipments 
packed so as to get the lowest rate in one territory may 
require an entirely different method of packing to get the low 
est rate in another territory. In the case of shipments sub- 
ject to more than one classification, where the rate differs for 
certain styles of packing, the shipper should first determine 
what style will provide the lowets rate for the combination. 
This, it says, can often be obtained by packing to gain the 
lowest rate for the longest part of the haul. 
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National Terminals Corporation 


Executive Offices, Indianapolis. 


Operating the following Terminals 


THE NINTH STREET TERMINAL WAREHOUSE COMPANY Cleveland, Ohio 
THE UNION STORAGE COMPANY OF ERIE ° ‘ ; Erie, Penna. 
THE CINCINNATI TERMINAL WAREHOUSE COMPANY Cincinnati, Ohio 
INDIANA TERMINAL WAREHOUSE COMPANY. ; Indianapolis, Ind. 
INDIANA REFRIGERATING COMPANY . ° Indianapolis, Ind. 
MICHIGAN TERMINAL WAREHOUSE COMPAN . Detroit, Mich. 


General Storage Cold Storage Distribution Forwarding 
Associated with Distribution Service, Inc. 
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REGIONAL ADVISORY BOARD 


The Trafic World New York Bureau 

An unprecedented heavy movement of freight was handled 
in the last quarter of 1924 by the railroads in the district of 
the Atlantic States Regional Advisory Board to the satisfaction 
of the shippers, according to the report of the district manager 
of the car service division, A. R. A., made at the meeting of 
the Atlantic States board in New York last week. Only one 
complaint of consequence was received in this period, according 
to the report. This covered delays in the handling of L. C. L. 
shipments for a specific consignee. It was quickly settled to 
the satisfaction of the complainant. 

Throughout the last quarter and as of January 5, the move- 
ment of grain into the ports of New York and Philadelphia 
was heavy and there were on hand, at New York in elevators, 
storage boats and standing in cars, the equivalent of 12,297 
cars of grain, and 3,876 cars in Philadelphia. The shipments 
of fruits and perishables were heavy in the period reported 
on, being slightly in excess of the same time in 1923, and, due 
to co-operation between the shippers and carriers, all refrig- 
erator car shortage was avoided. 

The district manager’s report told of a number of com- 
plaints of the unclean condition of cars placed by the roads 
for loading. Cars that had carried automobiles, terra cotta 
and brick were especially complained of and, by going to the 
consignee who last unloaded the car, the car service division 
was able to reduce the number of complaints. 


REGIONAL BOARD MEETING 
The Mid-West Regional Advisory Board will hold its fourth 
meeting at the Hotel Deming, Terre Haute, January 23. At 
this meeting car service problems to be faced in the new year 


will be discussed, as well as other questions of transportation 
confronting the shippers and carriers. 


NORTHWEST BOARD TO MEET 


The Northwest Regional Advisory Board will hold its tenth 
formal and second annual meeting at Minneapolis, January 20. 
Besides commodity committee, railroad, and state reports, sub- 
jects docketed include a special report from the joint terminal 
grain committee, a discussion of the grain situation at Buffalo 
and an outline of railroads reports to be made in-1925. The 
joint terminal grain committee has been, in some measure, 
responsible for the record set in moving the largest grain crop 
ever produced in the Northwest without any shortage of grain 


cars, or any blocked country elevators, or a single major 
complaint. 





SHIPPERS’ RESOLUTIONS 


The resolution addressed to the presidents of western 
railroads, unanimously adopted by about 400 shippers at the 
LaSalle Hotel, Chicago, January 9 (See Traffic World, Jan. 10, 
p. 114), was drawn by a special committee, consisting of F. S. 
Keiser, of Duluth, chairman, Leo Golden, H. C. Wilson, Herman 
Mueller, J. P. Haynes, Lee Kuemple, R. B. Coapstick, J. H. 


Tedrow, R. M. Field and C. E. Childe. The resolution is as 
follows: 


Whereas, successful business today is conducted on the principles 
of co-operation. <A friendly and true spirit of co-operation between 
the shippers and carriers on matters of car supply and operating 
efficiency is now manifest throughout the entire country. This rela- 
tionship, fostered by the carriers through the American Railway 
Association, is the result of years of effort on the part of those who 
believe that no business can rise to great eminence except upon the 
principles of co-operation. It has created confidence, developed in- 
ustry, eliminated car shortages and congestion to the mutual benefit 
of both shippers and carriers and has enabled them to adjust numer- 
ous differences without resort to regulatory tribunals. It is the 
desire of the shippers that this spirit of co-operation. be continued, 
developed and broadened to include all transportation matters; and, 

Whereas, there have been changes in conditions since the present 
rate structures in Western Trunk Line territory were established 
and it is recognized that the basic class rate scales require some 
changes to produce a more harmonious foundation which will con- 
serve the revenues of the carriers and_ prevent violent disturbance 
of business conditions. The shippers here assembled believe that 
the greatest degree of harmony and the most satisfactory results 
be —— from approaching this subject in a true spirit of co-opera- 

on; and, 

Whereas, the findings of the Interstate Commerce Commission 
in the Indiana cases (Dockets 11388 and 13671) have injected an 
element into the Western Trunk Line rate structure not before con- 
sidered; and, 

Whereas, on notice from Chairman FE. B. Boyd, of the Western 
Trunk Line Committee, shippers assembled in Chicago, November 24, 
1924, to consider the rates proposed in Western Trunk Line Docket 
4186. After due consideration the resolution appended hereto was 
unanimously adopted. On December 9. 1924, at the suggestion of 
Chairman Boyd, a further conference with a small group of shippers’ 
representatives was held in Chicago, there being present the freight 
traffic officers of a number of the principal railroads in W. T. L. 
territory. As result of this conference a joint meeting of shippers’ 
representatives and Mr. Boyd with representatives of the Interstate 
Commerce Commission was held in Washington, December 16, 1924, 
to acquaint the Commission with the negotiations thus far carried 
on, and, if possible, secure the Commission’s approval of the pro- 

ure outlined in the resolution of November 24, 1924. There, for 
the first time, it developed that apparently there was some misunder- 
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December 9, 1924; and, 


ereas, as the result of the misunderstanding on the part at 
the carriers, tariffs were filed ostensibly to carry out the findings oy 
the Commission in the Indiana cases, but in reality the tariffs nan. 
rates so high as to arouse the indignation of the people in the 
middle west; and, 

Whereas, This action of the carriers has so excited the pubj 
mind that there are assembled together today several hundrej 
representatives of the shippers to determine upon a course of Drv 
cedure. To protect their interest and comply with the Rules of 
Practice of the Interstate Commerce Commission, the shippers mys 
petition the Commission to suspend the proposed rates pending 
an investigation as to their lawfulness; and 

Whereas, The shippers here assembled believe that the difficy| 
problem of working out the basic principles of rate structures shoul 
be the subject of co-operative study on the part of the carriers ang 
shippers, inspired by the high resolve to reach a common ground; anj 

hereas, If this question is not settled_in a spirit of co-operation, 
but rather by a contest before the Commission, the resultant 
partisan bitterness will destroy the spirit of co-operation so care. 
fully built, for the people will then be convinced that co-operation 
only means co-operation in deeds on the part of the public and jp 
words on the part of the carriers; therefore, 

Be it resolved: By the shippers here assembled that the chi¢ 
executive of each of the railroads in the Western Trunk Line tery. 
tory be informed of this situation and that they be respectfully 
requested to order the withdrawal of the proposed tariffs, and 
proceed in harmony with the resolution of the shippers adopted 
at meeting of November 24, 1924; and 

Be it further resolved: ‘That the shippers here assembled, 
believing in and inspired with, the spirit of co-operation so ¢. 
fectively voiced by the chief executives of the western railroads 
in their utterances to the public in the last few years, hereby 
offer their unreserved services to carry out this resolution. 


standing as to the agreement reached at the Chicago conference 


THE ALASKA RAILROAD 


The Trafic World Washington Bureoy 


Until the development of Alaska produces revenue in excess 
of that so far materialized, it will be necessary to ask for appro- 
priations for the meeting of the deficit in the maintenance and 
operating costs of the Alaska Railroad, according to testimony 
given before the House appropriations committee by Noel W. 
Smith, general manager of the road, in support of a proposed 
appropriation of $2,000,000 for the fiscal year 1926. 

Mr. Smith said the amount asked for maintenance and 
operation was approximately the same as the amount actually 
expended for the same purpose in the fiscal year 1924, $2,609,523. 
He said the revenue from operation was estimated at $1,200,000, 
an increase of $292,826 over the revenues for the fiscal year 
1924. He said the revenues had shown an increase each year. 
He said the road had an appropriation of $1,000,000 for 1925 


and that an additional appropriation of $300,000 would be asked 
“to see us through.” 


The following with respect to the future of the railroad was 


taken from a statement submitted to the committee by Mr. 
Smith: 


It is characteristic of the Alaskan to be optimistic and to predict 
that some discovery or development is soon to occur that will cause 
rapid development of the Territory. The high character of many of 
the men holding this opinion makes it appear that there may be 
much reason to expect such an occurrence; but in the absence of such 
an évent being an accomplished fact. the increase in earnings of the 
Alaska Railroad can only be considered based on the development 
now active. On this basis, the earnings of the railroad can be ex- 
pected to only increase very gradually from year to year, but every 
indication points to such an increase. . 

Viewing the situation from a business standpoint and on the 
assumption that the road may be operated at a loss, for the purpose 
built, namely, the development of the Territory, the procedure that 
will bring about the earliest date at which the railroad will be self- 
supporting, is the appropriating of liberal sums for completion of road 
and equipment within the limit of judicious expenditure and without 
adding materially to the investment in work equipment or the adop- 
tion of extravagent means and methods of construction. 

Such a policy will avoid the waste of money incident to patching 
up temporary construction that must be later replaced by permanent 
construction, decrease the hazards of operation, and minimize fire 
risk. It is strongly felt that these economic aspects warrant careful 
consideration in appropriating funds. Appropriations made for main- 
tenance and operation that effect no improvement, that do not result 
in decreased cost of maintenance and operation, or do not decreasé 
the hazard of operation are in a measure lost, because each year they 
must again be performed, but capital expenditures that effect per 
manent improvements, return in savings in maintenance and opel 
ation more than interest on the investment, and can clearly be con- 
sidered as loans and not donations. ’ 

The outstanding facts of the Alaska Railroad are that mainten- 
ance and operation cost can be reduced by the intelligent expenditure 
of funds for completion of road and equipment; that the saving 
effected by such expenditure will exceed the interest on the money 
expended; that by so reducing maintenance and operation costs the 
time will be shortened for appropriation for deficits, which must be 
made if the road is to continue in operation; that, while there 1s 
reason to be hopeful of large increases in earnings in the near future, 
all that can be definitely predicted is a slow and gradual increasé. 





NEW COMPLAINTS FILED 
No. 16285, Sub. No. 1. Swift & Co., Chicago, Ill., vs. Atlantic Coast 
Line et al. 

Unreasonable rates on numerous carloads of cattle and hogs 
from Omaha and South Omaha, St. Joseph and South St. Josep? 
Kansas City, Oklahoma City, Fort Worth, St. Louis and East st 
Louis, to Moultrie, Ga. Asks cease and desist order, just an 
reasonable rates, and reparation in the sum of $10,000. 

No. 16323, Sub. No. 1. The Scott County Milling Co. et al., Sikeston, 
Mo., vs. C. C. C. & St. L. et al. a 

Unreasonable rates on coal from points in Illinois on defen 

ants’ lines to various points in Missouri and Piggott, Ark. Asks 
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Central Electric Freight Territory 


Unequaled Service 





Carefully study the above map which will point out to you 
the vast territory served by the Electric Lines in which 
we give the shipper service not dreamed of before the ad- 
vent of the Electric Railway. 


First Day Delivery to many points 
Second Day Delivery to most other points 
Third-Day Delivery to farthest points 


Compare this with your experience with other transporta- 
tion service. Which appeals to you? 


Mr. Traffic Manager instruct your traveling salesmen to 


specify Electric Railway Service and satisfy your customers. 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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Time Is Money—Ship by Electric and Save Time 


Central Electric Traffic Association 
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cease and desist order, just and reasonable rates, and repara- 


tion. 
No. 16518, Sub. No. 3. Standard Oil Co. of New York, New York 
City, vs. St. Louis-San Francisco et al. 


Alleges imposition of freight charges in excess of the lawful 
tariff in violation of section 6, on thirty tank cars of gas oil 
shipped Dec. 21, 1920, from Vinita, Okla., to Detroit, by reason 
of failure to observe combination rule. Asks for reparation. 
No. 16543. Reliance Brick Co., Kansas City, Mo., vs. St. Louis-San 
Francisco et al. 
Rate in violation of sections 1, 3 and 6 of the act on five car- 
loads of face brick from Wichita Heights, Kans., to Wellington, 


Tex. Asks reparation. 
No. 16545. ‘Traffic Bureau, Chamber of Commerce of Lynchburg, 
Va., vs. B. & O. et al. 
Unreasonable rates and charges on lumber from Hillsboro, 
Ga., to Pittsburgh, Pa. Asks reparation. 
No, 16546. Skaneateles Railroad Co., Syracuse, N. Y., vs. New York 


Central. 
Asks Commission to make regulations for interchange of cars 
between defendant and complainant; that regulation as to per 
diem charges be made retroactive as of March 1, 1920, and 
reparation. 
No. 16547. The Paragon Refining Co., Toledo, O., vs. Atchison, Topeka 
& Santa Fe et al. 

Alleges illegal rates on gasoline and liquefied petroleum from 
points in the mid-continent field to Toledo, O., and from that point 
to various interstate destinations, through failure to observe the 
re rule. Asks for a cease and desist order and repa- 
ration. 

No. 16548. Sall Mountain Company, Chicago, vs. Atchison, Topeka & 
Santa Fe et al. 

Alleges unjust and unreasonable rates on solid asphalt, in bar- 
rels or drums, from Port Arthur and West Port Arthur, Tex., to 
Porter, Ind., in 1921. Asks for reparation. 

No. 16549. Carroll, Brough, Robinson & Humphrey, Oklahoma City, 
Okla., vs. Oregon Short Line et al. 
Alleges unreasonable rates on two carloads of dried beans from 
Twin Falls, Ida., to points in Oklahoma. Asks for reparation. 


No. = Guggenheim Brothers, Chicago, vs. Baltimore & Ohio 
et al. e 
Unjust, unreasonable, unjustly discriminatory, unduly preju- 
dicial and unduly preferential rates on fresh, salted beef hams, 
— Chicago to eastern points. Ask for reasonable rates and repa- 
ration. 
No. 16551. Intermedeiate switching at Davenport, Ia. This is an in- 


vestigation instituted by the Commission. 

16552, <A. Jaloff, doing business under the name of Columbia 
Stages, Portland, Ore., vs. Spokane, Portland & Seattle et al. 

Alleges operation of motor busses by the Spokane, Portland & 
Seattle Transportation Company, a subsidiary of the principal re- 
spondent, between Portland and Astoria, Ore., and other points 
in that state and from Astoria and points outside of the state by 
means of interchangeable tickets good on the trains or on the 
busses and stages is not in good faith, without authority of law, 
and in vialation of the interstate commerce law and the transpor- 
tation act; that the money used in buying busses was furnished by 
the railroad company without authority from the Commission and 
in disregard of the part of the law relating to certificates of con- 
venience and necessity. Asks for an investigation of the activities 
—— railroad company’s bus company and a cease and desist 
order. 


No. 16553. Frank T. Miller et al., Buffalo, N. Y., vs. International 
& Great Northern et al : 

Excessive, unreasonable and prejudicial refrigeration charges 
on spinach from points in Texas to destinations in the eastern 
states. Asks for reasonable rates and reparation. 

No. 16553, Sub. No. 1. Same vs. Rio Grande & Eagle Pass. 

Same allegation. Same prayer. 

No. 16553, Sub. No. 2. Same vs. San Antonio, Uvalde & Gulf et al. 

As to intermediate refrigeration on spinach. Asks for just and 
reasonable rates for refrigeration and reparation. 

No. 16553, Sub. No. 3. Same vs. Gulf, Colorado & Santa Fe. 


No. 


As to refrigeration on spinach shipped from Texas. Asks for 
just and reasonable rates and reparation. 
No. 16553, Sub. No. 4. Same vs. Asherton & Gulf. 
As to refrigeration on spinach. Same prayer. y 
No. 16553, Sub. No. 5. Samuel Rinelli, Lockport, N. Y., vs. Rio 


Grande & Eagle Pass. 
Refrigeration on spinach from Texas. 
rates and reparation. 
No. 16553, Sub. No. 6. Same vs. San Antonio, Uvalde & Gulf et al. 
As to refrigeration on spinach from Texas to northern markets. 
Asks for reasonable rates and reparation, 
No. 16553, Sub. No. 7. Same vs. Asherton & Gulf. 
As to refrigeration on spinach from Texas to northern mar- 
kets. Asks for reasonable rates and reparation. 
No. 16553, Sub. No. 8 Same vs. ,International-Great Northern et al. 
As to refrigeration on spinach from Texas to northern markets. 
Asks for reasonable rates and reparation. | 
No. 16553, Sub. No. 9. Same vs. Texas & Pacific. 
As to refrigeration on spinach from Texas to northern mar- 
kets. Asks for reasonable rates and reparation. 


16554. Miami Traffic Bureau, Miami, Fla., vs. Florida East 
Coast, et al. i 

Rates in violation of sections 1, 3 and 13 of the act, on news- 
print paper, iron and steel, iron pipe, brick and hollow building 
tile, from points in Georgia, Tennessee, Illinois, Alabama, Maine 
and New York to Miami, Fla. Asks reasonable rates and 
reparation. 
No. 16555. C. L. Amos Coal Co., Syracuse, N. Y., vs. Lehigh Valley 
et al. 


(eee re - 
f 


Asks for reasonable 


No. 





=<. 


Docket of 


Note. items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


January 19—New York City, N. Y.—Examiner Butler: : 
* 1. and S. No. 1933—Commutation fares between points on the New 
York, New Haven & Hartford Railroad. 


January 1b rqument at Washington, D. C.: : 
14725—W. H. Barber Company vs. C. & N. W. Ry. et al. 
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Unreasonable rates on anthracite coal from points in P 
vania to Syracuse, N. Y. 
able rates and reparation. 

— A. H. Jarecky & Co., Washington, Ga., vs. Souther 
et al. 

Rates in violation of sections 1 and 4 of. the act on uncom. 
pressed cotton originating on Southern in Georgia, concentrateg 
at Toccoa, Ga., and reshipped under transit privilege to Roanoke 
Rapids, N. C. Asks reparation. 

No. 16557. R. S. Armstrong & Bro., Atlanta, Ga., vs. L. & N. et aj 

Rates in violation of sections 1 and 4 on structural steel from 
Pascagoula, Miss., to Atlanta, Ga. Asks for reparation. 

No. 16558. Leggett & Platt Spring Bed and Mfg. Co. et al., Carth. 
age, Mo.. vs. Santa Fe et al. 

Rates in violation of sections 1, 3 and 4 of the act, on spring 
beds, compressed, and bed springs, compressed, from Carthage 
Mo., to points in Oklahoma and Texas. Asks cease and desist 
order, reasonable rates, and reparation. 

No. 16559. Alex Getz et al., Chicago, Ill., vs. Tennessee, Kentucky 
& Northern et al, j 

Rates in violation of sections 1, 2, 3 and 4 of the act, on 
carload shipments of live poultry from points in Tennessee to 
New York. Asks reparation. 

No, bene Armour and Co., Chicago, Ill., vs. Director General as 
agent, 

Rates and charges in violation of section 6 of the act, on 
canned goods from complainant’s plants to Norton, Va., Middles- 
borough, Ky., Knoxville, Tenn., and from DeGraff, Ohio, to 
Augusta, Ga.; on 15 barrels of hams from Morristown, Tenn. 
to Charleston, W. Va. Asks reparation. ‘ 

No. 16561. W. A. Murphy et al., St. Paul, Minn., vs. Atlantic Coast 
Line et al. 

Rates in violation of sections 1 and 4 of the act on grape- 
fruit from Bowling Green, Fla., to St. Paul, Minn., reconsigned 
in transit to Wausau, Wis. Asks reparation. 

No. 16562. Oscar Mayer & Co., Chicago, Ill, vs. Santa Fe et al. 

Rates in violation of sections 1 and 3 of the act, on hogs and 
cattle from St. Paul, Sioux Falls and Sioux City to Madison, 
— Asks cease and desist order, reasonable rates and repara- 

on. 

No. 16563. National Fire Proofing Co., Pittsburgh, Pa., vs. Penn- 
Sylvania et al. 

Rates in violation of sections 1, 3 and 13 of the act, on hollow 
building tile and other clay products from Hobart, Ind., to 
various points within the switching limits of Chicago. Asks 
cease and desist order, reasonable and lawful rates. 
16564. Charles Hechtman et al., 
Milwaukee & St. Paul. _ 

Attacks switching service charge of $3.60 per car on potatoes 
originating in Minnesota and Nort hDakota to points in Kansas, 
via Fargo, N. Dak., switching service being performed at latter 
Point. Asks cease and desist order and reparation. 

No. 16565. Lone Star Gas Co., Dallas, Tex., vs. Atlanta, Birming- 
ham & Atlantic et al. 

Rates in violation of section 1 on absorption gasoline from 
Petrolia, Tex., to Brunswick, Ga. Asks cease and desist order, 
reasonable rates and reparation. 


No. 16566. Corporation Commission of North Carolina, Raleigh, N. 
Car., vs. Aberdeen & Rockfish et al. 

Rates in violation of sections 1, 3 and 4 of the act, on bitu- 

minous coal from Virginia, West Virgina and Tennessee mines 

to all points of destination on lines of defendants in North 


Carolina. Asks cease and desist order, reasonable and non- 
discriminatory rates. 


No. 16567. Manufacturers’ Association of Chicago Heights, IIl., on 
behalf of American Manganese Steel Co., vs. Pennsylvania et al. 
Rate in violation of sections 1 and 6 of the act, on 16 tractor 
tracks and 16 bundles of tractor track castings, having value 
for re-melting purposes only, from Knoxville, Tenn., to New 
Castle, Delaware. Asks cease and desist order. 
No. 16568. Gulf Refining Co., Pittsburgh, Pa., vs. 
bany et al. 

Rate in violation of sections 1 and 3 on petroleum and its 
products from Beverly, Mass., to Concord and Manchester, N. 
H. Asks cease and desist order, reasonable and non-discrimina- 
torp rates and reparation. 

16569. United Paperboard Co., Inc.,. New York City, vs. Chi- 
cago & Erie et al. i 

Rates in violation of sections 1. 2 and 3 of the act, on wet 
woodpulp from Lockport, N. Y., to Wabash, Ind. Asks cease 
and desist order, just and reasonable rates, and reparation. | 


16570. The Joint Council of the International Apple Shippers 
Association et al., Washington, D. C., vs. New York, New 
Haven & Hartford et al. 
Attacks charges for ice and salt on carload shipments of 
fruits and vegetables from various points in the United States 
to eastern destinations, alleging that provisions of Perishable 
Protective Tariff No. 2, Agent Dearborn’s I. C. C. No. 1, are 
in violation of sections 1, 2 and 3 of the act; that provisions 
of New Haven’s Tariff I. C. C. No. F2642 are in violation of 
sections 1, 2 and 3 of the act; also alleges violation of section 
Asks cease and desist order, reasonable and lawful tariff 
rules and charges with respect to furnishing ice and salt at 
Points on defendants’ lines in Connecticut, Massachusetts, New © 
York and Rhode Island, and reparation. 
16571. Thompson, Weinman & Co., Atlanta, Ga., vs 
Western & Atlantic et al. i 
Rates in violation of sections 1 and 4 of the act, on ground 
limestone from Cartersville, Ga., to Cuyahoga Falls, Ohio. Asks 
reasonable rates and reparation. 


ennsyl. 
Asks cease and desist order, reason. 


No. 


No. 


Osseo, Minn., vs. Chicago, 


Boston and Al- 


No. 


No, 


No. Inc., 








bs a ee Portland Cement Company et al. vs. C. & P. 

. R. et al. 

15742—Indian Creek Coal and Coke Company vs. Atlantic City R. R. 
et al. 

Finance No. 3644—Excess income of Brooklyn Eastern District Term- 


inal 


Finance No. 325—Guaranty status of Brooklyn Eastern District 
Terminal, 


January 19—Midland, Texas—Examiner Disque: 
Finance No. 3284—In the matter of the application of J. L. Lan- 
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“ The final test of a tire 
- {| is the service it gives 
‘ | In designing and building the Kelly Kat, every require- 
on ment of a truck tire has been considered. 


a i The notches in the sides and tread are so placed as to 
give the greatest possible amount of traction. 


o & The width of the notches is calculated to take care of the 
flow of rubber displaced by the load. This gives the Kelly 
Kat exceptional resiliency. 


The depth of the notches is made sufficient to allow the 
heat to penetrate equally to all parts of the tire during vul- 
canization. This insures smooth even wear. 


nn- The rubber compound used in the Kelly Kat is the one 
sie which twenty-five years’ experience and study have proved to 
r.. be the toughest, most resilient arid longest wearing. 
80, As a result, Kelly Kats are able to show re- 
oes markable results in actual service. Nearly any truck 


re owner who has used Kelly Kats will tell you that they 
give more traction, better cushioning and greater aver- 
age mileage than any other type of heavy-duty truck 
tires he has ever used. 


z There are no Caterpillar 
s tires but Kelly Kats 


Al- 
its KELLY-SPRINGFIELD TIRE CO. 
na- 250 West 57th Street, New York. 
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rict This is one of the trucks owned and operated by the Century Trucking 
Co., of Chicago. The Kelly Kats shown at the side of the truck had 
been in service forty-four months and had gone more than 40,000 
an- miles when they were replaced with new Kelly Kats. 
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caster and C. L. Wallace, as receivers of the Texas & Pacific 
Railway Company for a certificate of public convenience and 
necessity authorizing the abandonment of the Midland & North- 
western Railway 
January 20—Argument at Washington, D. C.: 

14564—Rose Lake Lumber Company vs. O. S. L. R. R. et al. 

15415—Armour Fertilizer Works vs. Western Pacific R. R. et al 

a Cleveland Worsted Mills Company vs. B. & O R. R. 
et al. 


January 21—Argument at Washington, D. C.: . 
15609—Somerville Iron Works vs. C. R. R. of N. J. et al. 
15851—Bulkley, Dunton & Company vs. P. R. R. et al. 


January 21—Fort Worth, Tex.—Examiner Disque: 
15686—. 


American National Live Stock Association et al. vs. Santa 
Fe et al 


16113—Oklahoma City Live Stock Exchange et al. vs. A. T. & S. 
F. Ry. et al. 


January 22—Argument at Washington, D. C.: 
11414—Southern Veneer Association et al. vs. A. C. L. R. R., Di- 
rector General et al. 


15893—Louisville Cement Company vs. Southern Ry. et al. 


January 23—Harrisburg, Pa.—Public Commission of Pennsylvania: 

* Finance No. 4494—In re application of the Allegheny & Western 
aged or Section 1, paragraph 18, to acquire and operate a 
ne of road. 


January 23—Kansas City, Mo.—Public Commission of Missouri: 
Finance No. 4314—In the matter of the Kansas City Southern Rail- 
way Company for certificate of public convenience and necessity 
authorizing the retirement of its present freight and passenger 
depot building in Independence, Mo., etc. 


January 23—Argument at Washington, D. C.: 
12716—Utah Gilsonite Co. vs. Santa Fe et al. 
bo ar” eer & Eastern Railroad Company vs. C. & E. I. R. R. 
et al. 
January 26—Argument at Washington, D. C.: 
Finance No. 1332—In re deficit status of the Minneapolis, Northfield 
& Southern Ry. under Section 204, Transportation Act, 1920. 
January 26—Washington, D. C.—Director Mahaffie: 
Finance No, 3859—Excess income of New York Central Lines. 
January 26—Oklahoma City, Okla.—Examiner Disque: 
16113—Oklahoma City Live Stock Exchange et al. vs. Santa Fe et al. 
15686—American National Live Stock Association et al. vs. A. T. 
& S. F. Ry. et al. 
January 26—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 367—In re tentative valuation of the property of the 
Nashville, Chattanooga & St. Louis Railway et al. 
January 27—Denver, Colo.—Examiner Flynn: 
ba mT eg Forks Portland Cement Company vs. C. M. & St. P. 
y. et. al, 
ber cars Denver Metal & Machinery Company vs. Santa Fe Ry. 
et al. 
January 27—Washington, D. C.—Examiner Wagner: 
a ae Manchester Railroad Company vs. N. Y. N. H. & H. 
. BE. Oe 
January 27—Washington, D. C.—Examiner Griffin: 
16236—Mineral Point Zinc Company vs. C. & A. R. R. et al. 
16238—Grasselli Company vs. A. C. & Y. Ry. et al (adjourned 
hearing). 
January 27-28—Argument at Washington, D. C.: 
14771 (and Sub. Nos. 1 and 2)—John Morrell & Company et al. vs. 
mw. ¥. C. Bee OC al. 
14981 (and Sub. No. 1)—Amour & Company et al. vs. Santa Fe et al. 


Portions of Fourth Section Apps. Nos. 469, filed by Agent Leland, 
and 2073, filed by Agent Tucker. 


be oy Slaughterers’ Traffic Association vs. x. ¥. & 
. Re x 
January 29—Charleston, W. Va.—Examiner Hunter: 
16260—Fenimore Collieries Company vs. C. & O. Ry. et al. 
January 30—Durango, Colo.—Examiner Flynn: “ 
15079—Hunter Mercantile Company et al. vs. Amer, Ry. Express Co. 
January 30—Duluth, Minn.—Examiner Mackley: 
aoe Transit Company vs. C. St. P. M. & O. 
y. et al. 
January 30—Argument at Washington, D. C.: 
13345—-Divisions of joint rates, fares and charges on traffic imter- 
changed between Missouri & North Arkansas Railroad Company 
and its connections. 
January 30—Kansas City, Mo.—Examiner Disque: 
“ae National Live Stock Association et al. vs. Santa 
e et al. 
a Re City Live Stock Exchange et al. vs. A. T. & S. F. 
y. et al. 
January 3i1—Huntington, W. Va.—Examiner Hunter: 
16338—The West Virginia Rail Company vs. C. & O. Ry. et al. 
February 2—Washington, D. C.—Examiner Wagner: 
16483—Kirby Mutual Coal Company vs. C., B. & Q. R. R. et al. 
February 2—Louisville, Ky.—Examiner Smith: 
* I. and S. No. 2314—Coking in transit of coal at stations in Alabama. 


February 2—Terre Haute, Ind.—Examiner Weaver: 
16243—Indiana Coke & Gas Company vs. A. & W. Ry. et al. 
February 2—Minneapolis, Minn.—Examiner Macklay. 
16145—Lewiston Elevator Company et al. vs. C. G. W. R. R. et al. 
16229—Watab Paper Company vs. Nor. Pac. Ry. et al. 
February 2—New York, N. Y.—Examiner Sharp: 
16444—Federated Metals Corporation vs. N. Y. N. H. 
16516—Federated Metals Corporation vs. P. R. R. et al. 
February 2—Wichita, Kansas—Examiner Knowlton: 
16436—C. F. Bunte et al. vs. C. R. I. & P. Ry. et al. 
February 2—Chicago, Ill.—Examiner Gaddess: 
1. and S. No. 2289—Transit privileges on grain at Chicago, Peoria 
and Pekin, Ill. 
February 3—Minneapolis, Minn.—Examiner Mackley: 
16466 (and Sub. Nos. 1 to 5, incl.)—International Grain Company 
vs. Northern Pacific Ry. 
February 3—Wichita, Kansas—Examiner Knowlton: 
aa Wichita Chamber of Commerce et al. vs. A. & V. Ry. 
et al. 
February 3—New York, N. Y.—Examiner Sharp: 
16419—Federated Metals Corporation vs. C. R. 


& H.-R, R. 


R. of N. J. et al. 
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February 3—Louisville, Ky.—Examiner Smith: 

16473—Kosciusko & South Eastern Railroad Company vs. Illinois 
Central R. R. Co. 

February 3—Cincinnati, Ohio—Examiner Hunter: 

1. and S. No. 2305—Vegetable oils from Ohio River crossings to 
eastern and Canadian points. 

February 4—Minneapolis, Minn.—Examiner Mackley: 
16314—Northern Potato Traffic Association vs. B. & O. R. R. et a) 

February 4—Lansing, Mich.—Michigan Utilities Commission: 

* Finance No. 3171—In re application of the Detroit, Bay City 4 
Western Railroad for authority, under Section 1, Paragraph 4g 
to abandon a line of road. 7 

February 4—St. Louis, Mo.—Examiner Weaver: 
16282—McEwing & Thomas Clay Products Company et al. vs, ¢, 4 

E. I Ry. et al. 

Fourth Section App. No. 12632—Filed by Mo.-Ill. R. R., in re rates 
for transportation of diverted coal traffic from mines in Illinois to 
points in Missouri, etc. 

February 4—Cincinnati, Ohio—Examiner Hunter: 
16330—Winifrede Coal Company et al. vs. C. & O. Ry. et al, 

February 4, 1925—Washington, D. C.: _ 
15879—Eastern Class Rate Investigation (carriers’ evidence). 

February 4—Wichita, Kansas—Examiner Knowlton: 
16507—The Western Brokerage vs. A. C. L. R. R. et al. 

February 4—New York, N. Y.—Examiner Sharp: 
16333—Barr & Dougherty, Inc. vs. Georgia Southern Ry. et al, 

February 4—Chicago, Ill.—Examiner Gaddess: 

oo S. No. 2290—Grain from Iowa, Minnesota and Missourj to 

exas. 

February 4—Argument at Washington. D. C.: 

Il. and S. No. 2125—Vegetable oils between points in Trunk Line Ter- 
ritory and to points in C. F. A. territory. 

12663—Midland Linseed Products Company vs. Director General, West 
Shore R. R. et al. 

1. and S. No, 1619—Linseed oil from Edgewater (Undercliffe) N, J. 
to C, F. A. points. 

February 5—Argument at Washington, D. C.: 
15618—Jackson Traffic Bureau for Case-Teel 

A, & V. Ry. et al. 

Portions of fourth section App. No. 373, filed by Morgan’s La. & 
Tex. R. R. & S. S. Co. et al., In re rates on salt from Louisiana 
points to Jackson, Vicksburg and Natchez, Miss., etc. 

15822—Indian Refining Company vs. C. C, C. & St. L. Ry. 

February 5—St. Louis, Mo.—Examiner Weaver: 

16422 (and Sub. No. 1)—Milne Lumber Company vs. C. & N. W. 
Ry. et al. . 

16402 (and Sub. No. 1)—G. H. Dolle Milling Company vs, Missouri 
Pacific R. R. Co. 

February 5—New York, N. Y.—Examiner Sharp: 
16396—International Paper Company vs. B. & O. R. R. et al, 

February 6—Argument at Washington, D. C. 
13992—CCream of Wheat Company vs. A. T. & S, F. Ry. et al. 
14996—Borden’s Farm Products Company, Inc., vs. N. Y. N. H. & 

H. R. R. et al. 

February 5—Salt Lake City, Utah—Examiner Flynn: 
16325—Utah-Idaho Sugar Company vs. C. B. & Q. R. R. et al. 
16373—Bergin-Price Company et al. vs. Santa Fe et al. 

February 5—Wichita, Kan.—Examiner Knowlton: dee 
16315—Tisdale Farmers Union Co-operative Association vs. Missouri 

Pacific R. R. Co. 

February 6—Austin, Texas—Examiner Seal: 

* Finance No. 4499—In the matter of the joint application of the 
Southern Pacific Company and the Galveston, Harrisburg & San 
Antonio Ry. Co. for authority to acquire control of the San 
Antonio & Aransas Pass Ry. Co. 

February 6—Salt Lake City, Utah—Examiner Flynn: 

1. and S. No. 2311—Routing of live stock from Colorado, Wyoming, 
Idaho, etc., to W. T. L. points. 

February 6—St. Louis, Mo.—Examiner Weaver: 
16405—The Carter Oil Company vs. Santa Fe Ry. et all. 

February 6—New York, N. Y.—Examiner Sharp: 
16403—United Zinc Smelting Corporation vs. P. 

February 6—Chicago, Ill.—Examiner Gaddess: 

Il. and S. No. 2296—Hides, pelts and skins from Oklahoma and 
Texas to eastern destinations. 

February 6—Memphis, Tenn.—Examiner Smith: 
16481—Memphis Freight Bureau for Standard Rice Company Inc, 

et al. vs. Ann Arbor R. R. et al. 

Portions of fourth section App. No. 2045, filed by Ill. Cent. R. R. 
In re rates on clean rice from New Orleans, La., to Hamilton, 
_——e and Ste. Catherines, etc., in the province of Ontari0, 
Canada, 

February 6—Greenville, Ohio—Examiner Hunter: 

1. and S. No. 2308—Switching, sand and gravel at Richmond, Ind. 

February 7—Watertown, S. D.—Examiner Mackley: 

1. and S. No. 2277—Gilucose, syrup, ete., from Chicago, IIL, St 
Louis, Mo., Clinton, Ia., and related points to South Dakota. 

February 7—Chicago, Ill.—Examiner Gaddess: 

1. & S. No. 2298—Transit on hogs at Watertown, N. D. 

February 7—Indianapolis, Ind.—Examiner Hunter: ; 
1. and S. No. 2306—Crushed stone between Indiana and _[IIlinois 

Points. 

1. and S. No, 2307—Sand and gravel between Indiana and [Illinois 
points. 

February 9—Philadelphia, Pa.—Examiner Fuller: 
16356—Krupp Foundry Company vs. Southern Ry. et al. 

February 9—Washington, D, C.—Examiner Wagner: 
ee Cotton Company vs. 

et al. 

February 9—Indianapolis, Ind.—Examiner Hunter: : 
14764 (and Sub. Nos. to 5, incl.)—The Alexandria Paper Com 

pany vs. C. I. & W. R. R. et al. 

February 9—New York, N. Y.—Examiner Sharp: 
— Jersey Lumbermen’s Committee vs. A. 

et al. 

February 9—Pierre, S. D.—Examiner Mackley: ta 
16270—Board of R. R. Commissioners of the State of South Dako 

vs. C. & N. W. Ry. et al. 

February 9—St. Louis, Mo-—Examiner Weaver: t 
16323—The moot County Milling Company et al. vs. Butler County 

R. R. gt al. 


Company et al vs, 


R. R. et al. 


Blue Ridge Ry: 


Cc. L. Bae 


January 
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INTERNATIONAL HARVESTER COMPANY 


NOis 





One of the founders of |inTERNATIONAL 


) ° ° Heavy Duty Crucks 
the automotive industry are built in 3000, 4000, 6000, 


and 10,000-lb. maximum capac- 


ities with bodies to meet every 


—today serving the na- | rxieyen, Tes ds 


e S to unds, and a Special 
tion with Motor Trucks Balveryor 300 loads: Oro 
request we wil mal Cc 

of the finest quality 


information. 





HE Harvester Company’s record in the manufacture of heavy-duty 

machinery is nearly a century old. Its automotive record began with 
an the earliest of the pioneers. Its first motor trucks were designed over a 
Lat score of years ago, with the aid of an engineering experience already rich 
— with the fruits of seventy years’ progress. | 


N. Twenty years of truck manufacture have placed International Trucks in all transportation 
sou fields and established firmly the International reputation for low-cost hauling. 


Three great factories are now devoted exclusively to the manufacture of International trans- 

: portation. Each year sees repeat business in the significant volume accorded only to products that 
H. & are worthy from basic design to final details. Scores of nationally known firms have standardized 

on Internationals—as many as 1800 being operated in the service of a single company. 


Distribution and service are effected through the largest Company-owned 


il, 


isso truck service organization in the world. Company branches to the number of 
105 in the United States are supplemented by the local service of hundreds 
& stn of International Truck dealers. 
INTERNATIONAL HARVESTER COMPANY 


roming, 


606 So. Michigan Ave. of America Chicago, Ill. 




















The McCORMICK - DEERING 
Industrial Tractor 
is building an enviable repu- 
tation for itself in commercial, 
industrial and municipal haul- 
ing. Brother to the Interna- 
tional Motor Truck. Write for 
the new McCormick-Deering 
Industrial Tractor catalog. 
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February 9—Chicago, IIl.—Examiner Gaddess: 
1. and S. No. Ashes and cinders between Indiana Harbor Belt 
R. R. points. 
February 9—Oklahoma City, Okla.—Examiner Knowlton: 
16131—Healy & Company et al. vs. A. T. & S. F. Ry. .et al. 
February 9—Little Rock, Ark.—Examiner Gault: 
1 Co-operative Oil & Paint Company et al. vs. Director General, 
ma & © B H. C al. : ; 
I, and S. No, 2297—Fertilizers from Little Rock-Ft. Smith territory 
to El Paso, Tex., group. 


February 9—Lynchburg, Va.—Examiner Carter 
16122—Traffic Bureau-Chamber of Commerce vs. 
way et al. 


February 9—Tupelo, Miss.—Examiner Smith: 
16388—Northeast Mississippi Traffic Bureau for Reed Brothers, Inc., 
et al. vs. M. & O. R. R. et al. 
Portions of fourth section applications Nos. 1548 and 2403, filed 
by Southern Ry. and St. L.-S. F. Ry., respectively, In re rates 
on overalls, L. C. L., from Middlesbero, Ky., to Memphis, Tenn. 


February 9—Boise, Idaho—Examiner Flynn: 
Il. and §S. No. 2270—Grain between Idaho, Washington and Pacific 
Coast Points, 


February 9—Indianapolis, Ind.—Examiner Disque: 
16308—In the matter of intrastate rates on bituminous coal within 


Southern Rail- 


the state of Indiana. : 
15223—Sub. Nos. 10, 12, 18 and 14—Hub Coal Company et al. vs. 
Wabash Ry. et al. 


15120—(and Sub. Nos. 1 to 4, incl.)—Peoples Coal & Material Co. 
et al. vs. Wabash Ry. et al. 
— * ior 7 and 8—W. M. Smith & Co. et al. vs. C. & E. IL. 
Re 3 


February 9—Washington, D. C.—Examiner Turner: 
Finance No. 3744—Excess income of the Georgia, Southwestern & 
Gulf Railroad. 


February 9—Washirtgton, D. C.—Examiner Gibson: 

Val. Dkt. No. 340—In re the tentative valuation of the properties of 
the Buffalo & Susquehanna R. R. Corp.; Wellsville, Coudersport 
og Pine Creek R. R. Co. and the Addison and Susquehanna R. R. 

0. 
February 10—Houston, Texas—Examiner Seal: 
* 16190—The Texas Company vs. Abilene & Southern Ry. et al. 
February 10—Roanoke, Va.—Examiner Carter: 

Portions of Fourth Section App. No. 928—Filed by Virginian Ry., 
in re rates on grain, grain products and grain by-products from 
St. Louis, Mo., to local stations on the Virginian Ry., etc. 

February 10—Philadelphia, Pa.—Examiner Fuller: 

—— I. duPont de Nemours & Company vs. H. & B. V. Ry. 
et al. 

February 10—Pierre, South Dakota—Examiner Mackley: 

16502—Board of R. R. Commissioners of the State of South Dakota 
vs. C. & N. W. Ry. ‘et al. 

February 10—New York, N. Y.—Examiner Sharp: 

be gp Babcock & Wilcox Company vs. Director General, P. R. 
R. et al. 

February 10—Chicago, Ill—Examiner Gaddess: 

1. and S. No. 2280 ane first supplemental order)—Tin cans, C. F. 
A. points to Michigan, Minnesota and Wisconsin. 

February 10—Meridian, Miss.—Examiner Smith: 
16352—The Sturges Company et al. vs. A. & V. Ry. et al. 


February 10—Roanoke, Va.—Examiner Carter: 
16220—The Was-Cott Corporation vs. K. G. J. & E. R. R. et al. 


February 11—Philadelphia, Pa.—Examiner Fuller: 
16320—Congoleum Company, Inc., vs. C. & N. W. Ry. et al. 


February 11—Meridian, Miss.—Examiner Smith: 
16447—Meridian Traffic Bureau et al. vs. A. & V. Ry. et al. 
ror 1i—Kansas City, Mo.—Examiner Weaver: 
I. and S. No. 2292—Sand between Kansas City, Mo., and Spring- 
field, Mo. 
February 11—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 299—In re tentative valuation of the property of the 
Sierra Railway Company of California. (Further hearing.) 
February 11—Indianapolis, Ind.—Examiner Hunter: 
15530—Claude C. Winkler vs. A. F. & G. R. R. et al. 
February 11—Argument at Washington, D. C.: . 
1. and S. No. 2038—Live stock in Arizona, New Mexico and Texas. 
15027—Peyton Packing Company et al. vs, Arizona Eastern R. R. 
et al. 
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February 12—Argument at Washington, D. C.: 
14227—W. D. Corley vs. Director General. 
eae Sub. No. 1.)—Elberta Crate Company vs. A. C. L, R R 

al, 

February 12—Philadelphia, Pa.—Examiner Fuller: 
ee Products Company et al. vs. A. C. & Y, Ry. 

et al. ‘ 

February 12—Indianapolis, Ind.—Examiner Hunter: 

15230—E. Rauh & Sons Fertilizer Company vs. A. C. & Y. Ry. et aj, 

February 12—Washington, D. C.—Examiner Wagner: 
16042—Sylva Tanning Co. vs, Southern Railway. 

February 12—Shreveport, La.—Examiner Gault: 
14323—The Cities of Marshall and Jefferson, Texas vs. T. & P, Ry. 

et al. (further hearing.) ‘ 

February 12—New Haven, Conn.—Examiner Sharp. 
16278—Grangers Manufacturing Company vs. N. Y. C. R. R. et aj 

February 12—Kansas City, Mo.—Examiner Weaver: 

16506 (and Sub. Nos. 1 to 4, incl.)—The Larabee Flour Mills Cor. 
poration vs. Santa Fe et al. 

* 1. and S. No. 2313—Certain commodities from Fort Smith, Ark 

and Springfield, Mo., to Southwestern points. ; 

February 12—Yakima, Wash.—Examiner Flynn: 
= ae Dehydrated Food Company vs. Great Northem 

my. Co, 

February 12—Tulsa, Okla.—Examiner Knowlton: 
bes ae a Oil & Gas Company vs. Houston & Texas Centra 

' et al. 

16451 (and Sub. Nos. 1, 2 and 3)—Sinclair Crude Oil Purchasing 
Company vs. Santa Fe et al. 

February 13—Portland, Ore.—Examiner Flynn: 

* 16552—A. Jaloff, doing business under the name of Columbus Stages 

vs. S. P. & S. Ry. et al. 

February 13—New Orleans, La.—Examiner Smith: 

I. and S.‘No. 2286—Azsorption of handling charges on import traf- 
fic at Gulf ports. 

February 13—Kansas City, Mo.—Examiner Weaver: 

16184—R. C. Jackman and O. E. Jackman, co-partners trading un- 
og os name of Bowersock Mills & Power Co., vs. Santa Fe Ry, 
et al. 

February 13—Chattanooga, Tenn.—Examiner Carter: 

— Coal & Iron Company et al. vs. Central of Georgia 

y. et al. 

February 13—Chicago, Ill.—Examiner Gaddess: 

I. and S. No. 2302—Bedding live stock in Central Freight Associa. 
tion territory. 

February 13—Argument at Washington, D. C.: 
15097—Houston Packing Company vs. B. & M. R. R. et al. 
ba 1 las Wichita Chamber of Commerce et al. vs. A. 

et al. 


February 13—Tulsa, Okla.—Examiner Knowlton: 
16156—H. F. Wilcox Oil & Gas Company vs. St. L.-S. F. Ry. et al. 


February 14—Argument at Washington, D. C.: 
15087—(and Sub. Nos. 1, 2 and 3)—Marinette & Menominee Paper 
Company vs. C. & N. W. Ry. et al. 
15613—-New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour 
Lake & Western Ry. et al. 


February 14—Sioux City, Iowa—Examiner Mackley: 
16501—Sioux City Grain Exchange vs. Ahnapee & Western Ry. et al. 


February 14—New Orleans, La.—Examiner Smith: 
I. and S. No. 2278—Wire and nails fom New Orrleans group to 
Texas points for export to Mexico. 


February 14—Atlanta, Ga.—Examiner Carter: 

Il. and S. No. 2295—Coal and coke from Kentucky and Tennesse 
mines to Atlanta, Ga. 

February 14—Providence, R. I.—Examiner Sharp: 
16409—The Congdon & Carpenter Company vs. N. Y. N. H. & 

BR. R. ot al. 

February 14—Portland, Ore.—Examiner Flynn: 

16369—Portland Traffic & Transportation Association et al. vs 
O.-W. R. R. & Nav. Co. et al. 

February 16—Auburn, N. Y.—Examiner Fuller: 
16511—Marcellus & Otisco Company, Inc., vs. N. Y. C. R. R. 

February 16—Washington, D. C.—Examiner Wagner: 
16175—Corona Coal Company vs. Southern Railway. 

February 16—Tulsa, Okla.—Examiner Knowlton: 
16108—Consolidated Cut Stone Company et al., vs. Santa Fe et al. 
16478—Consolidated Cut Stone Company et al., vs, Santa Fe et al. 
16539—Consolidated Cut Stone Company et al., vs. Santa Fe et al. 


& V. Ry. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


INDUSTRIAL SHIPPERS SERVICE, INC. 
TRAFFIC SPECIALISTS 


Complete Traffic Service. Rate and Classi- 
fication Cases. Overcharge, Loss and Damage 
Claims. Auditing and Routing. 
Car Tracing Service That MOVES FREIGHT 
Fifth Floor, Lincoln Bldg., Detroit 


Vieveesa 


DALLAS 


Demurrage 


INTERSTATE TRAFFIC COMPANY 
Public Traffic Managers 


Insurance Building 


You can reach Traffic World 
readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-quarter of 

a cent per subscriber. 


GEORGE W. OLIVER 


Railroad Analyst 
1814 Harris Trust Building 
CHICAGO Oo ILLINOIS 


Specializing in Transportation Costs 
and Statistics 


TEXAS 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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— ORIENT LINE 


i 
i, is Fastest Steamers 
Between 


SAN FRANCISCO 


and the 


ORIENT 


via 


HONOLULU 


Licata Passenger Freight Service 
Pascengeve and Euprese-Peoight NEXT SAILINGS Passengers and Express-Freight 


From San Francisco to Honolulu, Yokohama, Kobe, 


Highest Shanghai, Hongkong and Manila — 


Marine Insurance 


Classification Rates 


S 
-S 
-S. 

S 

S 


and every ] 4 days thereafter 
Through Bills of Lading issued to and from all ports beyond port of call 


For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


508 California Street Central Bidg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, III. 
E. L. Mayo, 613 Engineers’ Bidg., Cleveland, O. Horace W. Cross, 410 State Theatre Bldg., Pittsburgh, Pa. 
South Gate Forwarding & Storage Co., South Gate Terminal, Norfolk, W. Va. 
Norton, Lilly & Company, Equitable Bldg., Baltimore, Md. 


UNITED STATES SHIPPING BOARD 


By Pacific Mail Steamship Co., Managing Operators 
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{$9 FAST FREIGHT SERVICE $e 






MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO, 








POOLE BROS, CHICAGO, 









VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS ww tae EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


To avold delay, shipments for Canadian destinations must be accompanied cnt gl he te nid DECLARATION poate IN TRIP’ 
(This document must be delivered railroad agent ‘at initial point with the +* LA m potas 


shipment and accompany same to Canad 

















Pittsburgh, Pa., 340 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Les Angeles, Cal., 605 So. Spring St. Rertans, Sete SS This Ot. 
Chicago, vn 707 Mer. Loan & Trust Bidg. Memphis, Tenn., Porter Bldg. St. Louis, Me., 2050 Exch. Bidg. 

— ~—uuen X a ee 

pewa 

Cincinnati, 0., 409 Traction Bldg. Wianeagelia, Minn, See ties Bite. Oth St. San Francisco, Cal., 675 Market St. 
Cleveland, 0., 1040 Prospect Ave. nd Marquette Ave. Sault Ste. Marie, Mich. 
Detroit, Mich., 811 Free Press La rome Wis. Seattle, Wash., 608 2nd A 
Duluth, 0 West Superior New Yerk, N. Y., Woolworth Bl | me Wash., 1006 Old N Nat'l Bank Bldg. 
Grand ‘Rapids, Mich., fee erie Bide. Omaha, Neb., 1025 W. O. W. Bldg mr wae gs 
Indiana; Ind., 622 Merch. Bank a. Philadelphia, Pa., Cross Bldg., Locust St. at 
Kanses City, Me., 138 Railway Ex. Bidg. 16th. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE| AMERICAN DELTA LINE| AMERICAN DIAMOND LINE | AMERICAN DISPATCH LINE 















































New Orleans and other Philadelphia Rotterdam 
New York to Trinidad, Gulf Ports New York . a 0 amsterdam Gulf Ports (except New Orleans) 
the Guianas and ( : ——«—o——_ to 
; except Mobile) phi to Antwerp 
Virgin Islands to New yy Sed onniy Wape East Coast of South America 
Fortnightly Sailings Brazil and River Plate Ports ee te to Rotterdam 


,* A Sailing Every 3 Weeks 
Boston camel 


2 Sailings a month 

BLACK DIAMOND S. S. CORP. 
67 Exchange Place New York City 
Managing Operators 


Fortnightly Sailings 











COLOMBIAN STEAMSHIP CO., (Inc.) | MISSISSIPPI SHIPPING CO., (Inc.) 


MUNSON STEAMSHIP LINE 
17 Battery Place New York City New Orleans, La. 


67 Wall Street, New York City 


Managing Operators 


AMERICAN DIXIE LINE/AMERICAN EXPORT LINES! AMERICA FRANCE LINE| AMERICAN INDIA LINE 


New Orl to Irish, United Kingdom . " 
pa ry nr Saste andl Giusanl North Atlantic Ports to all Mediterran 










Managing Operators Managing Operators 









Baltimore to Havre and Dunkirk 








eanPortsincluding Adriatic,BlackSea - Saili, New York to India 
New desusttaened ea Teachester and Levent —— oe oe wae. "ens Havre 
ean, WestCoastof Italy. 2SailingsaMont t * Month!l ili 
Fortnightly Sailings Lond North African Ports with Mediterran- | New = Saili " M PA eee onthly Sailings 
New Orleans ont Ports to London can oF Adriatic Ports Be cargo offers. ti. ailings a . ¥ 
ies t orts, adeiphia ordeaux 
tee emnly Sailings | Constantinopole Monthly Sailings Malta, | New York — St.Nazaire| ROOSEVELT STEAMSHIP 






Greek Syrian Coast Ports and Alex- A Sailing Every 20 Days COMPANY, (Inc.) 
by peg yp od andria. 2 Sailings a Month 


THE EXPORT STEAMSHIP CORP. | COSMOPOLITAN SHIPPING CO., (Inc.) ’ 
UNITED pie 4 S. .~ te Cine.) 25 Broadway New York City 42 Broadway New York City 44 Beaver St New York 
| omnes yo np some pie 35% Managing Operators Managing Operators Managing Operators 


AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 


New York London South Atlantic Ports to 




























. North Atlantic Ports to Gulf and S. Atlantic Ports to 
Weekly Sailings London Liverpool and Manchester China and Japan French Mediterranean, 
Baltimore to Hull Monthly Sailings Monthly Sailings West Coast of Italy 
Hampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 

4 R London London, Rotterdam and Gulf Ports to Far East Constanti le, Malt 
Philadelphia Hull A Chi J d Phil onstantinople, Malta, 
Best to u ' ntwerp (China, Japan an ilippines) | North Africa, (East of Bizerta) 

on Leith Monthly Sailings Monthly Sailings. Monthly Sailings 
Sai ecacggaggen ATLANTIC GULF AND _ | UNITED GULF S.S.CO., (Inc. 
J. H. WINCHESTER & CO.,(Inc.) | THE ge ng — ORIENTAL S. S. CO., (Inc.) Whitney Central Bide. ' 
17 Battery Place New York City oe 17 Battery Place, New York City New Orleans, La. 
Managing Operators Managing Operators Managing Operators Managing Operators 


AMERICAN REPUBLICS LINE [AMERICAN SCANTICLINE| AMERICAN | AMERICAN 
Notok to Beret New York, Boston, SOUTH AFRICAN LINE | WEST AFRICAN LINE 

























Monthly Sailings Baltimore New York 
——— Brazil and to = (Gulf via New York as offers) 
Jacksonville a ae Plate Scandinavian and ‘ to : 
Savannah ‘ies diaiaten Baltic Ports South and East African Ports | Azores, Canary Islands, Madeira 

on ailings 
Philadelphia, River Plate tiie tient Monthly Sailings and West Africa 
an OT A. H, BULL & COMPANY, (Inc.) phingpiageti ee a 
on ain ° . , . 
MOORE & McCORMACK CO..,(Inc.) a A. H. BULL & COMPANY (Inc.) 
imme asics cone, | GORE A M=CORMACE Contes) | aD Wenner Mew You | Cif gULL.® COMEANY, Cr, 
. Gppatind Cossstees of Managing Operators Managing Operators 


Managing Operators 


MISSISSIPPI VALLEY|MOBILE OCEANIC LINE|O R IOLE LINES 
EUROPEAN LINE "Forests 


Liverpool. Fortnightly Sailings 






















GULF-WEST 
MEDITERRANEAN LIN 


















ATLANTIC 
AUSTRALIAN LINE 









Mobile, Pensacola, 














































i Philadelphia, Boston to Liverpool ,Man- 
ewe ~~-~ a New Orleans — — H Bay oe 
i altimore, Hampton Roads, New 
Nand Now Zealand Porte | Mgupipsuigs t. Liverpool, Manchester, | i» Hain, Aromosth, Cl 
G rts to —Antwe ndon, Havre ailings every 10 
Monthly Sailings Portuguese oat Spanish Atlantic Port Havre—A - : » Antwerp, Boston, Seliaees denotes. Phil. 









Rotterdam, Hamburg, 


Monthly Sailings Bremen 


Spanish Mediterranean and North 
African Ports (West of Bizerta.) 


2 Sailings a Month 
MISSISSIPPI SHIPPING 


to Glasgow. Fortnightly Sailings 
Baltimore, Philadelphia, New York to 
Cork, Dublin, Belfast, ‘Londonderry 


UNITED STATES & 
AUSTRALASIA S. S. CO. 




























A Sailing every 20 days CO.. (Inc. WATERMAN S.S. CORP. B onthly Sailings Debts 
8-10 Bridge St., New York City] TAMPA INTEROCEAN S.$..CO. | New tg A Mobile, Ala. kine, New Yerkte Month Sling 
Managing Operators pa es + etn . Managing Operators Managing Operators CONSOLIDATED NAVIGATION c 





















Balt. Md. — Managing Ooerators 


TEXAS STAR LINE|UNITED STATES LINES) YANKEE LINE 


New York to Southampton | Baltimore, Hampton Roads, 
A Sailing every 3 Weeks Philadelphia, Boston 


SOUTHERN STATES LINE 


New Orleans toRotterdam, Am 
sterdam. 2 Sailings a Month 
New Orleans to Bremen and 
Hamburg. 2 Sailings a Mont 
Galveston to Bremen and Ham 


PAN AMERICA LIN 


New York to 
Rio de Janeiro, Santos, 






Houston and Galveston 
to 



































New York 
Montevideo and burs. 2 Sailings a Month) Havre and Antwerp ; = a weenie 
P Houston and Galveston to Weekly Sailings e amburg an reme 
Buenos Aires Bremen and Rotterdam Bremen 













2 Sailings a Month 
Houston to Bremen and Ham 
burg. 2 Sailings a Month 
LYKES BROS. S.S.CO., (Inc. 

925 Whitney Central Bldg. 
New Orleans, 
Managing Operators 






2 Sailings a Month 









Fortnightly Sailings Weekly Sailings 


DANIEL RIPLEY & CO. 
(Inc.) 
Houston, Texas 



















MUNSON STEAMSHIP LIN 
67 Wall Street New York City 
Managing Operators 


UNITED STATES LINES ROGERS & WEBS 
45 Broadway New York City|110 State Street Boston, Mass. 














Managing Operators Managing Operators Managing Operators | 


UNITED STATES SHIPPING BOARD FLEET CORP.| | 
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Traffic Representatives Are Trained Men 


A trained personnel of traffic experts represents the Great Northern Rail- 
way in the cities named below, men whose wide experience and study have 
given them a thorough knowledge of the peculiar and sometimes intricate 
problems which confront shippers in every line of business. 

If you want information regarding export, import or domestic traffic, rates, 
routes, regulations, passing reports, tracing, reconsignment and diversion, 
through merchandise cars or freight schedules, he either has or can get for 
you quickly the information desired. 

He may be able to save you a considerable sum of money with details as to 
how you can route your shipments the quickest and most economical way. 
Then, too, he may be able to suggest new markets for your products. 

Call the Great Northern man. He is as near as your telephone. 





BELLINGHAM, WASH., 
C. D. Thompson, D. T. A., 
212 Kulshan Bldg. 
Phone 2111 


BILLINGS, MONT 
J. F. Kelly, General Agent 
Phone 6871 


BOSTON, MASS., 
Chas. H. Walker, General Agt. 
294 Washington St. 
Phone en 140 


BUFFALO, N 
A. - eed AY a Ay 
683 Ellicott es 
Phone Seneca 4166 


we ILL., 
Shea, Asst. G. F. A. 
435 W. Adams St. 
Phone State 6300 


CINCINNATI, OHIO, 
J.H. Brinkman, General Agt., 
609 Traction Bldg. 
Phone Main 249 


CLEVELAND, OHIO, 
F. P. Engel, General Agent, 
508-9 Hippodrome Bldg. 
Phone Cherry 1537 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


balsa TEX., 
«Turner, S. W. Agt 
Mons Ss. W Si ihe Biis. 
Phone Y-5374 


eee MICH., 
E. B. Clark, General Agent, 
619 Free Press Bldg. 
Phone Main 7270 


DES MOINES, IA., 
A. J. Cheeseman, T. F. A., 
425 Kraft Bldg. 
Phone Market 942 


ate ky MINN., 
= oe "Carl, General Agent, 
428 W. Superior St. 
Phone Melrose 118 


KANSAS CITY, MO., 
Ww. J. Farrell, G. A. Frt. Dept., 
516 Railway Exch. Bldg. 
Phone Main 3852 


LOS ANGELES, CAL., 
J. W. Phalon, D. F. &P.A 
716 Cit. Nat’l. Bank Bldg. 
Phone Vandike 8421 


MINNEAPOLIS, MINN., 
S. A. Volkman, G. A. F. Dept., 
534 Met. Life Bldg. 
Phone Main 4130 


MILWAUKEE, WIS., 
E. A. Fradenburgh, Gen. Agt., 
810 Majestic Bldg. 
Phone Grand 1006 


NEW YORK CITY, N. Y., 
H. G. Dow, Asst. G. F. Agt., 
Woolworth Bldg. 
Phone Whitehall 5660 


PITTSBURGH, PA. 
. Reigart, Com. Agt., 
214 Empire Bldg. 
Phone Smithfield 1762-1763 


hee yy A ig PA., 
F. Smith, "General Agt., 
409 Finance Bldg. 
Phone Rittenhouse 3275-6 


PORTLAND, ORE., 
Ww . Hunt, General Agent, 
201 Morgan Bldg. 
Phone Atwater 0931 


SAN FRANCISCO, CAL., 
A. J. Aicher, GeneraiJAgent, 
1009 Hearst Bldg. 
Phone Douglas 3892-J 


ST. LOUIS, MO., 
J. M. Sanford, General Agt., 
203 Boatmen’s Bank Bldg. 
Phone Olive 51 


ST. PAUL, MINN., 
G. H. Smitton, Freight Traffic Manager. 


A. J. DICKINSON 
Passenger Traffic Manager 


ST. PAUL, MINN., 
Wall ace D. oO’ Brien, G. A.F.D., 
Phone Interior 45303 
SEATTLE, WASH., 
H. W. Costigan, G. A. F. Dept., 
506 Alaska Bldg. 
Phone M 9800 
SIOUX CITY, IA. 
P. onohue, 
516 Nebraska St. 
Phone Auto 4422, Bell 438 
SPOKANE, WASH., 
J. F. Pewters, General Agent, 
a eng otel. 
Phone M 887 
a WASH., 
. Black, General Agent, 
Sos So. Tenth . 
Phone Main 1124 
TORONTO, ONT., 
H. E. Watkins, Ssrerel Agt., 
202 Webster B 
; Phone Adelaide 5818 
VANCOUVER, B. C., 
Edwin A. ‘Dye, General Agent, 
607 Hastings St. 
Phone Seymour 3386 
WINNIPEG, MAN 
W.T. Hetherington, D.F.& P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Mana” 
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Where to reach them 







‘Where they reach 


% J3j8° A yexi€O 
SO Bil? 


HAT we have squarely hit the _—_ port 
7 bull’s eye with our iy tion 
New SUNSET LIMITED ‘4 It 1 

is evidenced by the numerous com- they 
mendations of this splendid train the 
from those who have. experienced 
this ultimate of travel comfort. Its 
shower baths, barber shop, valet, but 
maid, manicure and _ hairdressing = in | 
service; its louny.ng comfort and : 
dining perfection of a palatial home, 
hotel or club have all registered their 
appeal. It runs daily between New a out 
Orleans and San Francisco over the lof: 
smokeless, dustless SUNSET ROUTE. be: 






‘ Fer irfcrmaticn, literature and reservations 
® Address ‘‘General Agent, Southern Pacific Lines’’ @ 
— The Pcstman Knows Him 


